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When you move an employee = 


anywhere in America Call Allied! 


First in Experience - Safety - Service 


Day in and day out, the year ’round, ALLIED’s vast fleet of vans keeps 
rolling from border to border and coast to coast, enabling American business 
and industry to shift personnel safely and in the briefest possible time. 

Next time there’s a long-distance moving need in your firm—one key 
employee or an entire department—let this great nationwide organization 
take undivided responsibility .. . all the way! 
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Merchandise War 
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Crooks Terminal \Warehouses, Inc. 
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Ceneral Storage Co. 
CLEVELAND 13, OHIO 
The Cleveland Stevedore Co 
DETROIT 16, MICHIGAN 
Edgar’s Sugar House, !nc. 
GREEN BAY, WISCONSIN 
Leicht Transfer and Stora 
KANSAS CITY 7, MISSOURI 
Crooks Terminal Warehouses, Inc 
LOS ANGELES 21, CALIFORNIA 
Overland Terminal Warehouse 
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Transportation controversies, like most others, are 

usually accompanied with a_great deal of noise. 
Those now raging—and they are many and various— 
seem to be conducted amidst such clamor that, some- 
times, it is difficult to be sure what all the noise is 
about. ; 
In that atmosphere, it comes as something.of a 
blessing to run across a quiet, measured, logical dis- 
cussion of most of the instant pressing transportation 
problems, such as that contributed to the March issue 
of the Atlantic Monthly by President Fletcher, of the 
Association of American Railroads. 

In something under six pages, Mr. Fletcher ex- 
‘jamines the whole panorama of railroad conditions and 
makes a defense of the work of their management so 
restrained, courteous and logical that even the man 
who professes to know something about those problems 
is lulled into the impression that the essay is not a 
defense at all. 

It is, of course, possible that Mr. Fletcher does not, 
himself consider his article, entitled “Our Railroads: 
A Balance Sheet,” a defense. It might be more accurate 
to call it a statement of position. However it be desig- 
nated, the fact is that it must have had its inspiration 
in attacks on a number of the points sought to be 
cleared up in it. No attacker is mentioned by name in 
it; but the manner in which parts of it are pointed at 
particular objections —even perhaps the periodical 
chosen for its publication — pretty well indicate that 
the real desire of the writer was to break a lance— 
perhaps a sheaf of them —with some of the most 
doughty of the foes of contemporary railroad manage- 
ment. 


At any rate, no one could have done the job better 
than Mr. Fletcher. His suave personality, his able 
thinking, his gentle pressure permeates his writing, 
which has about it the quality of literature. What he 
Writes will be persuasive because it will be read: and it 
will be read because it is persuasive. 

It is quite possible that the quality of the writing 
will win especial attention for the essay, if for no other 
feason than because that quality makes it shine in 
transportation literature like a lighthouse in a fog. 
We have often wondered why those to whom it falls 
to discuss transportation matters generally seem con- 


sciously to develop a style of writing that verges on the 
unreadable. 




























































































































Mr. Fletcher Breaks a Lance 
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We doubt, for instance, whether out of all the 
hundreds of volumes of the reports of the Interstate 
Commerce Commission one could cull a single slim 
volume of material worthy to be read as reading only. 
A brief pause brings to mind at the moment the fine 
report of Examiner Flynn, back in 1928 as we remem- 
ber it, in the Commission’s first motor carrier trans- 
portation inquiry. But at the moment we can think 
of nothing else. 


XACTITUDE IN LANGUAGE—a necessity in the 
type of writing we are considering—does not neces- 
exclude literary grace. If anyone labors under 
such a misapprehension, we refer him to the little essay 
here under discussion. We are tempted to quote: 

“By eason of the nature of their business, the 
railroads ate unable to make a dramatic, spectacular, 
concentrated display of their research activities. The 
railroads are performing and selling a service—trans- 
portation. They are not selling to the public objects 


, decorated with newand fascinating gadgets. The re- 


search work of the railroads cannot be carried on in, 
spacious and glittering laboratories. 

“The purpose of railroad research is to improve the 
movement of people and goods, to make that move- 
ment faster, safer, and cheaper. The performance of 
locomotives, cars, bridges, and track under pressure 








every trackman, every mechanic is engaged in re 
Someone invents a device. It stands the tests of 
laboratory. But will it work in actual practice? Th 
only way to be certain is to try it out. The man, what- 
ever may be his regular job, who observes and reports 
upon the behavior of the device is a research worker.” 

Mr. Fletcher makes reference to a 200-page wig 
port on research activities, made by the Association of 
American Railroads in 1944 at the request of the mili- 
tary affairs committee of the Senate. It contains a 
great deal of information; but, for the layman, we 
doubt whether in its entirety it is as persuasive and 
convincing as the few paragraphs on the subject he has 
written and we have quoted. 

Compressed into the brief article are some cogent 
considerations of railroad capitalization, performance, 
rates and wages. On the last point, the author calls 
attention to the factor of rail employment stability 


ERE is a simplified plan view of Fruehauf’s 

new Trailer manufacturing plant now 
reaching completion at Avon Lake, Ohio... 
about 21 miles west of Cleveland. 


Traffic in this new plant was planned before 
the blueprints were drawn! Traffic flow ... both 
internally and externally ... is directly coordi- 
nated with production at every stage. Every spot 
on the factory floor is within a minute’s reach of 
loading platforms by mechanical handling devices. 


LOADING PLATFORMS ACCOMMODATE 
24 BIG TRUCK-TRAILERS! 


One entire side of the factory building . . . nearly 
a half-mile in length . . . consists of imside receiv- 
ing and shipping facilities—both truck and rail. 


Six enclosed truck wells . . . each accommodat- 
ing 4 large Truck-Trailers . . . are spaced at inter- 
vals along the plant. 


A railroad track runs inside, the length of the 
building, with an outside spur track connecting 
at the center for switching cars. 


The half-mile long receiving platform is at 
Trailer or rail car door level. Roadway, truck 
wells, approaches and rail tracks are all on one 
grade. Ramps are not needed. 


20,000 FEET OF CONVEYORS! 


Mechanical conyeyors . . . overhead cranes and 
floor handling equipment .. . extend the length 











TRANSPORTATION IS BUILT-IN 
AT FRUEHAUF’S NEW 
AVON LAKE PLANT! 


















of the dock area and travel into every part of the 
plant. Wide, open aisles facilitate flow of floor 
traffic. Materials unloaded from trucks @ rail 
cars are carried directly to storage spaces at the 
assembly points. Similarly, outgoing shipments 
of parts are made directly from the assembly 
point. Double handling is eliminated! 


“SPOT” DELIVERIES! 


Purchase orders will specify the truck well or 
station at which delivery is to be made—so that 
materials will be received at the dock nearest 
assembly point. 


Here is an outstanding example of built-in 
transportation—designed to take full advantage 
of the flexibility and economy of motor transport. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. © DETROIT 32 


9 Factories — 65 Factory Service Branches 
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which, he says, is reflected in the average annual wages 
of rail workers. But he is not satisfied with figures. 
In a brief paragraph he makes it clear what the great 
army of railroad workers means to the country: 

“Generally speaking, railroad employes are among 
the best informed and most patriotic of our citizens. 
They are influential in their communities; they serve 
on school boards and town councils; they are leaders in 
their churches, and prominent in benevolent enter- 
prises—upright citizens in the best American tradition. 
At the present time, almost a million and a half persons 
are in railroad service, to whom perhaps six or seven 
million persons look for support.” 

But he shakes a rueful head over the recalcitrant 
minority: 

“Tt is strange, indeed, in the light of these favor- 
able conditions, that in the spring of 1946 two labor 
unions called a strike which for a few days paralyzed 
the commerce of the country... .” 


F PARTICULAR INTEREST is what he has to 

say about the sinister specter of “Wall Street’ in 
railroad control, so often raised: 

“T am not sure that the average citizen is much 
interested in such an assertion. Conceivably, he is more 
interested in the type and cost of service than in the 
question of whether the control lies in bankers in New 


York, or bankers in Chicago, or any other city, or in 
bankers at all. 


“As a matter of fact, no one can deny that solvent 
railroads, as is the case with any other solvent business, 
are controlled by their stockholders, who elect the 
directors, who in turn, select the officers. 

“I am, of course, familiar with the oft-repeated 
statement that shareholders are so scattered and un- 
organized that real control rests in a few stockholders 
owning a minority of the stock. But each year these 
scattered share owners certainly either vote them- 


selves or execute proxies which authorize others to 
vote for them. 


“If they choose to give power to bankers to vote 
their shares, it is difficult to see what anyone can do 
about it. Perhaps the skillful use of propaganda might 
persuade them to substitute one group for another, but 


it is doubtful if this would represent much improve- 
ment. 


“There is in reality no such thing as banker con- 
trol. It is true there are bankers on railroad boards of 
directors, just as there are physicians, lawyers, manu- 
facturers, farmers, and representatives of almost every 
line of activity. Men who devote their lives to bank- 
ing by no means predominate. . . . 


“Certainly those at present in control have served 
the public with conspicuous success. The bankers, if 
they are in control, have placed at the head of the rail- 
roads experienced men, nearly all of whom have risen 
from the ranks and know the business down to the 
grass roots. These men are the real masters of the rail- 
roads—the real determiners of railroad policy. . 


863 


“How does sinister banker control manifest itself? 
In the making of rates? But these are lower than any- 
where else in the world. In the number, make-up, and 
speed of trains? But this service is admittedly on a 
higher plane than ever before, what with streamlined, 
air-conditioned, and comfortable passenger trains and 
freight service greatly spurred up and more reliable 
than ever. In the issuance of securities? But since 
1920, not a single security can be issued without the 
approval of the Interstate Commerce Commission, a 
perfectly impartial and competent body of experts 
whose duty it is to safeguard the public.” 


Speedy Solution of McNear Murder 
Asked by House Committee Head 


The text of the letter sent by Chairman Hartley, of the 
House committee on education and labor, to Attorney General 
Clark, in which the committee chairman requested a Depart- 
ment of Justice inquiry into the slaying of George P. McNear, 
Jr., president of the Toledo, Peoria & Western Railroad (see 
Traffic World, March 15), follows: 


On February 18, 1947, Mr. George P. McNear, Jr., president of the 
Toledo, Peoria & Western Railroad, testified before the House com- 
mittee on education and labor of which I have the honor to be chair- 
man. He portrayed very vividly before our committee the dispute which 
he had with the railroad brotherhoods over a considerable period of 
time and described many acts of violence, including the dynamiting of 
a railroad bridge. 

I happened to meet him a day or so later while he was examining 
the transcript of his testimony in the hearing room of the labor com- 
mittee. He indicated to me at that time that he expected further re- 
taliation as a result of his testimony before my committee. 

On Monday evening of this week Mr. McNear was shot in ambush. 
It was Mr. McNear’s custom to take a walk every evening at about the 
same time before retiring. It was coincidental that at the time he took 
his walk on Monday the streets in the vicinity of his home were dark 
because a transformer had just burned out. 

In my opinion it is fair to assume that there is a direct connection 
between Mr. McNear’s testimony before my committee and this terrible 
murder. I respectfully urge you to authorize the Federal Bureau of 
Investigation to investigate this matter immediately. 

Several other witnesses who have testified before my committee 
concerning labor disputes in which there have been acts of violence and 
lawlessness have stated that they feared for their lives because of the 
testimony they were giving our committee. 

As recently as last Saturday an A. F. L. carpenter involved in the 
two-year-old jurisdictional strike of the movie industry in Hollywood 
stated that he felt his life would be in danger from the minute he left 
our committee room. 

If the killing of Mr. McNear is left unchallenged by the Department 
of Justice I seriously fear that there may be other tragedies of a simi- 
lar nature, In addition it will indirectly intimidate witnesses still to be 
heard and prevent our committee from obtaining vital information 
concerning important problems facing us. 

I therefore urge you to bring every force at your command to bring 
about as speedy a solution of the MecNear slaying as is possible. . . 

P. S. Sinee dictating the above, Representative Carroll D. Kearns, 
a member of the committee, has stated publicly that he has received 
an anonymous telephone call at his hotel, as follows: ‘‘You were seen 
dining with Mr. McNear at the Wardman Park a week ago last Sunday. 
You had better change your views or else.’’ It is obvious that either 
Mr. McNear or Mr. Kearns has been shadowed. 


F. B. I. to Investigate 


The Department of Justice announced that the Federal 
Bureau of Investigation would investigate the McNear OF 


Conn Presents Transport cio aed 
to Western Railway Club 


If the Labor Party’s program in Great Britain to nationalize 
transportation is formalized by statute this year, then in only 
two South American countries, the United States, and the Cana- 
dian Pacific System in Canada will private ownership of trans- 
port still prevail throughout the world, Donald D. Conn, execu- 
tive vice-president of the Transportation Association of America, 
told the Western Railway Club at its March 17 dinner meeting 
in the Sherman Hotel, Chicago. Judge Wilson McCarthy, of 
Denver, co-trustee of the Denver & Rio Grande Western Rail- 
road, was originally scheduled to address the meeting, but was 
detained in Washington, D. C. 

Presenting a brief historical survey of American transpor- 








864 


tation, Mr. Conn asserted that the doctrine of competition in 
rates in a highly-regulated industry is economic suicide. ; 

The common carrier industry today, he said, “is over-regu- 
lated. Restrictions and prohibitions adopted to meet a set of 
conditions of 40 years ago are carried over into the present-day 
economy. Surface carriers are being subjected to wholly in- 
compatible theories of federal control. On the one hand they 
are required to comply with regulation; on the other, they are 
being prosecuted under the anti-trust laws for carrying out the 
mandates and policies of regulation.” 

In 1946, stated the speaker, there was over six times as 
much government capital invested as in 1920. Of the $85,000,- 
000;000 invested in transportation of all kinds in the United 
States, approximately $45,000,000,000 represents private capital, 
the remdinder being government capital which needs to earn 
no return, said Mr. Conn. 

Other points made by the speaker include the following: 


Twenty-three Class I railroads now handle about 81 per cent of the 
ton miles. The query is pertinent as to how 113 Class I railroads can 
survive on 19 per cent of the ton miles in peacetime economy. 

The record since 1920 shows that costs to the public are constantly 
going up notwithstanding that $2,500,000,000 of private capital has been 
squeezed out of the railroad segment since 1930 through bankruptcies, 
and that the Class I common-carrier trucking companies have been 
operating at a ratio of not less than 94 since the advent of their regu- 
lation; in many cases their owners are working for ‘‘wages.’’ All that 
we have accomplished in the last 15 years is to squeeze out one set of 
private investors to make room for another. No major step has been 
taken to relate the physical and financial structure of the industry to 
the present-day and foreseeable needs of agriculture and industry. It is 
time that we learned io think in terms of reorganizing the economics 
of transportation, thus precluding the necessity for reorganizing its 
balance sheets, 


Offers Association Program 


Describing his association as ‘a clearing house and co- 
ordinator to resolve the major issue of transportation policy 
among all principal economic groups, to set forth the essential 
legislation as to regulation, promotion, and administration,” Mr. 
Conn said that an “organization mechanism to accomplish these 
objectives is being designed.” 

The organization provides for a transportation policy con- 
ference of 35 leading traffic executives of agriculture and in- 
dustry, 16 regional advisory boards, and an economic advisory 
council composed of paneis selected from users, investors, and 
transportation labor-management groups. “We now have per- 
haps the last opportunity to preserve the common carriers of 
this country in private ownership,” he concluded. “If we fail, 
we cannot later attach blame to politicians or radical leader- 
ship.” 


Henry, Davis Address 
A.R.E. A. Annual Meeting 


Armstrong Chinn, president of the Terminal Railroad Asso- 
ciation of St. Louis, Mo., has been elected president of the 
American Railway Engineering Association, it was announced 
at the March 19 luncheon of the association. The A. R. E. A. 
ended its three-day meeting, March 20, in the Palmer House, 
Chicago. More than one thousand persons, highest registration 
in many years, attended the 1947 meeting. C. H. Mottier, vice 
president and chief engineer, Illinois Central System, was ad- 
vanced to senior vice-president, and F. S. Schwinn, assistant 
chief engineer, Missouri Pacific Lines, Houston, Tex., was 
elected junior vice-president. The following three directors 
were elected: T. A. Blair, assistant chief engineer system, Atchi- 
son, Topeka & Santa Fe Railway, Chicago; W. D. Simpson, 
chief engineer, Seaboard Air Line Railroad, Norfolk, Va., and 
H. S. Loeffler, assistant chief engineer, Great Northern Rail- 
way, St. Paul, Minn. 

‘ Discussing the subject, “What’s New on the Railroads?” 
Robert S. Henry, assistant to the president, Association of 
American Railroads, told the opening session of the annual 
A. R. E. A. meeting, March 18, that while developments in rail- 
road passenger service have been dramatic and eye-catching, 
there are other things that are even more important in the 
provision of adequate economical transportation for the coun- 
try. “The increase in the average weight of rail in the past 
25 years has been 19 per cent, but that does not begin to 
measure all the improvement,” said Mr. Henry. ‘The rail used 
in main line tracks today is at least twice as stiff and strong 
and has at least twice the supporting power of the rail used 
25 years ago. . .. Both rail and joints are more durable now 
than they were then, and when a joint does wear it can be 
built up by the welding process to restore its original contour.” 

Whereas 25 years ago a large proportion of the ties in 
tracks were untreated, in 1945, 88.22 per cent of the ties in 
track were treated, he said. 
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In the past quarter of a century the railroads have spent 
more than $13,000,000,000 for improvements, an average of more 
than $500,000,000 annually, asserted Mr. Henry. The money, 
he said, did not come from raising railroad rates and fares, nor 
from lower wages, nor from reduced taxes—“it came partly 
from increased efficiency, partly out of the return earned on the 
private capital invested in railroads.” 

He added: 


Twenty years ago railroad earnings were nearly 6 per cent on the 
net investment in the properties, after depreciation. Last year, al- 
though railroads handled the heaviest volume of traffic ever known in 
peacetime, the return earned was only 2% per cent. And this year, 
even with the increase in freight rates authorized by the Commission 
which went into effect January 1, 1947, it is anticipated that the rate 
of return earned will be no more than about half the 6 per cent which 
nine out of ten eprsons think is a minimum reasonable profit for the 
railroad business. 


The fact of reduced and inadequate railroad earnings, even 
in years of record-breaking peacetime traffic, is important to 
the railroad business and equally important to those who use 
the railroads, concluded Mr. Henry. “Unless there is a reason- 
able profit earned by railroads, no one can expect that there 
will be a continuation of the sort of investment of private funds 
in the business which, over the past 25 years, has enabled rail- 
roads to improve service, reduce rates and wages, all at the 
same time.’”” 


Praises Engineers 


proximately 1,000 persons attending the 
hampion M. Davis, president of the At- 
lantic Coast Line Railroad said that in 1945 the Class I rail- 
roads spent $1,411,000,000 for maintenance of way and struc- 
tures, representing 16 cents out of each gross revenue dollar. 
“IT realize very vividly the importance of the railway engineers 
in the railroad economy and how valuable is the work of the 
A. R. E. A.,” he said. 

After describing the rehabilitation program now under way 
on the Atlantic Coast Line, Mr. Davis said that the rail car- 
riers are confronted with two basic problems: “The procure- 
ment and retention of a fair share of the freight traffic and 
passenger travel available to all transportation agencies; and 
handling that fair share at such cost and rate levels as to 
yield a sufficient margin of profit to enable the railroads to 
continue to improve the service they offer and thus retain their 
rightful place in the nation’s transportation economy.” 

He expressed confidence in the ability of the A. R. E. A. 
and its members to meet the problems confronting the railroads. 


New Rail Designs Announced 


Information discovered through exact measurements of 
stresses and strains in railroad track under traffic by the use 
of a new type of electrical gage has led to the development of 
three new designs of rail, it was announced March 20. These 
new designs will weigh only from one to three pounds more 
a yard than existing sections, but through better distribution 
of the metal, the rail will wear longer and be less subject to 
distortion under the weight and speed of passing trains. It is 
expected that the new rail will be used largely in the 1948 rail 
renewal program of the railroads. 

J. B. Akers, chief engineer of the Southern Railway Sys- 
tem, and retiring A. R. E. A. president, announced that the 
association membership now stands at 2,216, the largest since 
1932. 







MILLER NOMINATION TO I. C. C. 


The Senate committee on interstate and foreign commerce 
has approved the nomination of Carroll Miller for reappoint- 
ment as a member of the Commission for a term expiring 
December 31, 1953 (see Traffic World, Jan. 11, p. 80, and 
March 8, p. 714). Commissioner Miller’s nomination for re- 
appointment had been awaiting action by the committee since 
January 8. All eight members of the committee present at the 
executive session in which the Miller nomination was considered 
voted to report the nomination favorably, it was stated at the 
committee. Commissioner Miller was present at the committee 
session but was not asked to testify. 

His second term of seven years as a member of the Com- 
mission expired December 31, 1946, but he has continued in 
office under the provisions of the interstate commerce act. 

The Senate confirmed the nomination of Commissioner 
Miller March 17, without discussion and without objection. 





N. A. R. U. C. CONVENTION REPORT 
Ben Smart, secretary of the National Association of Rail- 
road and Utilities Commissioners, Washington, D. C., has 
announced that the printed volume of proceedings of the aSS0- 
ciation’s 1946 convention is now available at association head 


quarters at $8 a copy to the general public and at $6 to mem 
bers. 
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‘the | Soda Ash Rates from Louisiana and 
2 | Corpus Christi, Tex., Prescribed 

SS 

“or Division 3 of Commission finds unlawful a 100-per-cent 
y spread between rates to Oklahoma, Arkansas and 

P Texas complaining points and orders prejudice and 

_ unreasonableness removed by June 12 

nt to The Commission, division 3, has prescribed lawful rates 
) use ff and rate relationships in No. 29354, Corporation Commission, 
aSOn- § State of Oklahoma, et al. vs. Missouri Pacific Railroad Co. et 
there al., a proceeding involving, among other things, a 100-per-cent 
— spread in the rates on soda ash, used by glass manufacturers, 
. on between two groups of points. 

. The Oklahoma commission and the Arkansas Public Serv- 
ice Commission had complained, on behalf of glass manufac- 
turers at specified points in their states, that the rates, rules, 

ig the § regulations, and minimum weights applied on shipments of 
e At- § dense soda ash, in carloads, from North Baton Rouge and Lake 
_ rail- § Charles, La., and Corpus Christi, Tex., to the aforementioned 
struc- § Oklahoma and Arkansas points and to Wichita Falls, Palestine, 
loliar. § and Waco, Tex., Shreveport, La., Jackson, Miss., Memphis, 
ineers § Tenn., and the St. Louis and Kansas City, Mo., areas, were 
of the § unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential of glass manufacturers at Palestine, Waco, Shreveport, 
r way | Jackson, and in the St. Louis area, and unduly prejudicial to 
il car- | the complaining glass manufacturers. 
ocure- The division found that the rates assailed to the complain- 
ic and § ing points (Fort Smith, Ark., and Ada, Blackwell, Henryetta, 
s; and § Okmulgee, Poteau, Sand Springs, and Sapulpa, Okla.) and 
as to § Wichita Falls were, and for the future would be, unjust and 
ads to § unreasonable to the extent that they exceeded, or might ex- 
n their § ceed 31 cents a 100 pounds plus the increase of 20 per cent 
authorized December 5, 1946. The present rate to these points 
_E. A. § was given as 37 cents, with one exception. 
lroads. The division also found that “the rates assailed to the 
complaining points and Palestine, Waco, and Shreveport are, 
nts of g and for the future, will be, unduly prejudicial and preferential 
‘he use § and unjustly discriminatory against the interstate traffic of 
nent of § the complaining manufacturers in favor of glass manufactur- 
These § ers at such other points to the extent that they bear a relation 
s more § less favorable to the former and more favorable to the latter 
‘ibution § than is reflected by the prescribed rate of 31 cents to the com- 
yject to plaining points plus the increase of 20 per cent authorized 
s. It is § December 5, 1946, and rates four cents higher than the present 
948 rail § rates to Palestine, Waco, and Shreveport, plus a like 20 per 
cent increase.” 
ay Sys- Cause of Discrimination Given 
hat the Such preference, prejudice, and discrimination as between 
st since J interstate and intrastate commerce, said the division, was 
caused in part by the maintenance of relatively lower intra- 
state rates from North Baton Rouge and Lake Charles to 
Shreveport and from Corpus Christi to Palestine and Waco to 
merce § the extent that such intrastate rates were below those pre- 
appoint- § scribed. ’ 
expiring Present rates to Palestine, Waco, and Shreveport from 
g0, and § North Baton Rouge were given as 19, 21, and 17 cents, respec- 
for re- § tively, for which 23, 25, and 21 cents, respectively, were pre- 
ee since § Scribed; to Palestine, Waco and Shreveport from Lake Charles, 
1t at the § 17, 19, and 17 cents, respectively, for which 21, 23, and 17 cents, 
nsidered § Tespectively, were prescribed; and to Palestine, Waco, and 
d at the Shreveport from Corpus Christi 19 cents in each instance, for 
ymmittee J Which 23 cents were prescribed. : 
The rates for the future were prescribed effective June 12, 
he Com: § 0n not less than 30 days’ notice. 
inued in The division further found that the aforementioned undue 
act. Prejudice and preference and unjust discrimination could and 
nissionet § Should be removed by the establishment and maintenance of 
ion. the prescribed rates to the complaining points and rates four 
cents higher than the present rates to Palestine, Waco, and 
Shreveport, plus the 20 per cent increase, and found these 
of Rail- tates just and reasonable. ' ie 
C.. has The rates prescribed, said the division, would be subject 
the’ asso- to a uniform minimum not exceeding 100,000 pounds. 
‘on head The division found the rates assailed to Memphis, Jackson, 
to mem and the Kansas City and St. Louis areas not shown unjust or 





unreasonable. It said there was no warrant on the facts of 











record for prescription of fixed relations between rates to these 
points and rates to the complaining points. 

The present rates were given as follows: From North 
Baton Rouge to Jackson, 20 cents; to Memphis and St. Louis, 
29 cents, and to Kansas City, 39 cents; from Lake Charles to 
Jackson, 22 cents; to Memphis and St. Louis, 29 cents, and to 
Kansas City, 39 cents; and from Corpus Christi to Jackson, 25 
cents; to Memphis and St. Louis, 31 cents, and to Kansas City, 
39 cents. 

In entering its order requiring establishment of the pre- 
scribed rates on interstate traffic, the division said that follow- 
ing the Commission’s practices in such cases, it would for the 
present leave to the defendants and the Louisiana and Texas 
commissions the making of modifications in accordance with 
its findings with respect to intrastate traffic in those states. 
It said that if this were not accomplished by the time the 
interstate schedules were required to be filed, the matter 
might be brought to its attention. 


Interveners Oppose Increases 


The Waco Chamber of Commerce and glass manufacturers 
at Palestine, Waco, Shreveport, Jackson, Alton, Ill., and other 
points intervened in opposition to any increase in the rates 
to their destinations, said the division, adding that the South- 
ern Alkali Corporation, producer of soda ash at Corpus Christi, 
intervened in opposition to any disturbances of the origin 
ee and the Railroad Commission of Texas also inter- 
vened. 

Soda ash, said the division, was rated fifth class in Western 
Classification Territory. However, it said, on March 17, 1930, 
by agreement among shippers and carriers, it was accorded 
exception or column ratings of column 30, minimum 45,000 
pounds, and column 22%, minimum 70,000 pounds, from and 
to points in the southwest, the column 22% basis having been 
the same column basis as applied on soda ash in Official 
Territory, minimum 45,000 pounds, and about on the same 
level as the column 25 basis, minimum 40,000 pounds, to 
points in Southern Territory prescribed for soda ash and other 
soda products in Mathieson Alkali Works vs. Louisville & N. R. 
Co., 153 I. C. C. 784. The column numbers were percentages 
of first class, it said, adding: 


The column 22% basis still applies on soda ash within Official Ter- 
ritory, and this is likewise true of the column 25 basis to destinations 
in the south, except for column 25 basis to destinations in the south, 
except for certain water-compelled rates from the three Gulf plants to 
points on the Gulf and Mississippi River and truck-compelled rates to 
Jackson. However, since the commencement of production at the three 
Gulf plants, followed by the establishment of glass plants at Palestine 
and Waco, on July 1, 1941, and January 1, 1944, respectively, the col- 
umn 22% basis within the southwest had been entirely superseded by 
a much lower group and differential adjustment, including rates to 
points on the Gulf and Mississippi and Missouri Rivers, to meet water 
competition, rates to Jackson to meet truck competition, rates to the 
St. Louis and Kansas City areas to meet the competition of the nearest 
Official Territory origin, generally Detroit, Mich., the rates from Corpus 
Christi and Lake Charles to the St. Louis area being applied over routes 
through Arkansas and applied as maxima to intermediate points in that 
state east of Fort Smith, with equalization or narrow origin differen- 
tials to enable the three Gulf plants to compete with each other, and 
with relatively low rates to Palestine, Waco, and Shreveport, to meet 
potential truck competition, and to encourage glass production at those 
points by applying as maxima, water-compelled rates to West Monroe, 
La., where paper is produced. This adjustment alternates with a rating 


of column 20, minimum 100,000 pounds, established on dense soda ash 
on May 10, 1942. 


From the Gulf plants, said the division, the present rates 
to Memphis, Jackson, and the Kansas City area averaged about 
15 per cent of first class, the present rates to Palestine, Waco, 
Shreveport, and the St. Louis area averaged about 12 or 12.5 
per cent of first class, and the water-compelled rates to the 
Texas and Louisiana Gulf ports ranged from 6.4 to 10.6 
per cent of first class. In the meantime, said the division, the 
only adjustment that had been made from the Gulf plants 
to the complaining points and Wichita Falls was the reduction 
to the Kansas City basis in May, 1941, and further reduction 
of two cents in February and March, 1944, to alternate with the 
column 20 basis, resulting in an average level of about 17 per 
cent of first class. 


Different Level Held Unjustified 


“Thus,” said the division, “the rates on dense soda ash 
from the Gulf plants to the complaining points and Wichita 
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Falls are higher than any other corresponding rates of record, 
except those to the Kansas City area, and are higher, both 
absolutely and relatively, than the corresponding rates accorded 
glass manufacturers at Palestine, Waco, Shreveport, Jackson, 
and the St. Louis area.” 

There was no justification, considering transportation and 
other conditions and circumstances, said the division, for a 
substantially different average level of rates on the considered 
traffic to the complaining points than to Palestine, Waco, and 
Shreveport. The interveners made no contrary contention at 
the hearing or on brief, said the division, adding: 


However, on exceptions and oral argument, the Palestine and Waco 
interveners contend that ‘‘potential truck competition’’ precludes any 
increase in their present rates on soda ash, Of importance is the fact 
that to their points the rates are on a lower level than that of the 
corresponding rates to Jackson, Miss., which are affirmatively shown 
to have been truck-compelled. Competition in the glass industry is keen. 
Unless the complaining manufacturers are accorded the same relative 
basis as their competitors at Palestine, Waco, and Shreveport they will 
be seriously affected. 


The conclusion was justified, said the division, that law- 
fulness in the rates required that the 100 per cent spread 
between the rates to the complaining points and Wichita Falls 
and rates to Palestine, Waco, and Shreveport be narrowed 
by reducing the rates to the complaining points and Wichita 
Falls and increasing the rates to Palestine, Waco, and Shreve- 
port substantially to a common level subject to a high minimum, 
or specifically the rates to the complaining points and Wichita 
Falls should be reduced four, five, and six cents to 31 cents, 
while the rates to Palestine, Waco, and Shreveport should be 
increased by four cents, thus substantially preserving the pres- 
ent origin relations, and the present destination relations as 
between Palestine, Waco, and Shreveport. 

Soda ash, said the division, was generally sold on a 
basis of the freight rate from the nearest or lowest-rated point 
of origin. It said the complainants therefore contended that 
rates on this traffic should be based on the distances from 
such origin. 

“These distances have been considered,” said the division. 
“We see no reason, however, for any substantial disruption 
of the origin relation and grouping and the average distance 
from the three origins therefore must also be considered.” 


Grain Routing Prejudice Ordered 
Removed by I. C. C. 


In a report in No. 29425, Richards Milling Co. vs. Erie 
Railroad Co. et al., the Commission, division 2, has found un- 
duly prejudicial, but not unreasonable, has assailed combination 
rates on grain and grain products, in carloads, from origins on 
the Big Four district lines of the N. Y. C., in Ohio, Indiana, 
Illinois, and Michigan, west of Galion, O., via the Erie to Cort- 
land, O., for milling and reshipment as feed thence to Haselton, 
Struthers, and Lowellville, O., and all stations on the P. R. R. 
in Pennsylvania, New York, New Jersey, Delaware, Maryland, 
Virginia and the District of Columbia. 

Complainant, engaged in the manufacture, sale, and distri- 
bution of animal and poultry feed at Cortland, a local station 
on the Erie, according to the report, alleged that the assailed 
combination rates unduly preferred its competitors at Indian- 
apolis, Ind., Circleville, Cleveland, Columbus, Fostoria, Mas- 
sillon, Toledo, and Troy, O., and asked prescription of joint 
rates for the future not exceeding rates*from and to the same 
points over two-line routes of the N. Y. C. and the P. R. R. 
Prior to February 24, 1942, the report said complainant could 
ship its grain from the origins on the Big Four via the Erie to 
Cortland and its feed out of Cortland to destinations east of 
Youngstown, O., on the P. R. R., including so-called arbitrary 
territory, on joint through rates under open routing, but effec- 
tive on that date the routing was restricted by elimination of 
the Erie as a participating carrier, with the result that combi- 
nations of local rates higher than the joint through rates be- 
came applicable on shipments routed through and transited at 
Cortland. 

Specifically, the Commission found that the maintenance 
of the joint rates on grain and grain products, in carloads, from 
and to all points of origin and destination here in issue over 
the two-line routes, with transit for the manufacture of animal 
and poultry feeds, and the failure concurrently to maintain 
over three-line routes from and to the same points through 
Cortland with like transit at that point rates not exceeding the 
joint rates over the two-line routes from and to the same points 
in those instances where the two-line routes were as long as, 
or longer than, the three-line routes through Cortland, was and 
for the future would be unduly prejudicial to complainant and 
unduly preferential of its competitors at points on such two-line 
routes to whom such joint rates, with transit, were available 


TRAFFIC WORLD 


in connection with grain purchased at the same origins, milled, 
and sold as feed at the same destinations. It ordered that the 
undue prejudice found to exist be removed on or before June 9. 

‘Tt is shown in the instant proceeding that the desired 
routes embracing an additional carrier, the Erie, are in many 
instances shorter than established two-line routes other than 
the shortest tariff routes,” said the Commission. “The estab- 
lished routes over which joint rates apply, and which do not 
embrace the line of the Erie through Cortland, are inadequate 
considering the need of complainant in its operations for rates 
which will afford it equal opportunity with its competitors to 
obtain grain and reach markets reasonably available to it in 
the sale of its products... .” 

The report said it had been the practice of the carriers to 
establish and maintain joint rates to destinations on the P. R. R. 
only for movements over two lines where three-line hauls could 
be avoided, and it was defendants’ position that complainant, 
therefore, was not subjected to undue prejudice by the absence 
of three-line joint rates over routes through Cortlandr It said 
they also asserted they could not be required to short-haul 
themselves or take the lower divisions resulting from adding 
a carrier. 

The report quoted D. A.. Stickell & Sons, Inc., vs. Alton, 
255 I. C. C. 233, as to its powers under section 15 (4) of the 
act and observed that there it had required the lowest rates 
concurrently maintained to be established over four-line ana 
five-line routes. It went on to quote the report in Beacon Mill. 
ing Co. vs. A. C. & Y., 263 I. C. C. 143, by division 3, in which 
on the basis of the Stickell decision, it required routes to be 
maintained for the complainant so long as joint rates were 
maintained over longer routes. 


W. & L. E. Control by Nickel 
Plate Authorized by I. C. C. 


Saying the applicants in Finance No. 15181, Wheeling & 
Lake Erie Railway Co. Control, and embraced cases, had filed 
timely and proper acceptance of conditions specified in the 
previous report in that proceeding, the Commission, in a sup- 
plemental report, has approved the transaction (see Traffic 
World, Dec. 28, 1946, p. 1707). : 

The order, according to the report, subject to conditions 
prescribed, authorized: 


1. (a) Acquisition by the New York, Chicago & St. Louis Railroad, 
and through that company, by the Chesapeake & Ohio Railway Co., and 
the Alleghany Corporation, of control, through stock ownership, of the 
Wheeling & Lake Erie Railway Co., (b) release from deposit and trust 
agreement dated July 30, 1949 (156 I. C. C. 607) of Wheeling and Lake 
Erie Railway Co. stock deposited thereunder, (c) acquisition by the 
Chesapeake & Ohio Railway Co. of 1,658 shares of preferred stock and 
115,369 shares of prior-lien stock, and by the Alleghany Corporation of 
54 shares of prior-lien stock, of the Wheeling & Lake Erie Railway Co., 
and (d) termination of the trust agreement dated July 30, 1929, as 
heretofore modified: and denying petition of the New York Central 
Railroad Co. for inclusion in the foregoing acquisition of control, all 
pursuant to the findings of the previous report, 267 I. C. C. 

2. Proposed agreement supplemental to trust indenture dated June 
14, 1945, with the Chase National Bank of the City of New York, trustee, 
providing for deposit thereunder of Wheeling & Lake Erie Railway Co. 
stocks to be acquired by the Chesapeake & Ohio Railway Co. and the 
Alleghany Corporation, approved. 


The Nickel Plate will acquire 168,000 shares of common 
stock and 14,800 shares of preferred stock of the W. & L. E., 
deposited by it under and 78,145 shares to be bought from the 
Cc. & O., the price not to exceed $4,168,388 and transfer taxes. 





I. C. C. Denies Participation of 
Rutland Stockholders 


The Commission, in a supplemental report in Finance No. 
14635, Rutland Railroad Co. Reorganization, has denied a peti- 
tion of the preferred stockholders group for a modification of 
the plan of reorganization approved by the Commission, so as 
to increase the authorized capitalization of $10,992,950 to 
$15,164,574, and to make certain changes in the allocation of 
securities. 

In a discussion of the arguments of the committee, the 
Commission said, among other things, that its estimate of 
$600,000 income a year available, which division 4 had esti- 
mated at $400,000, would have been $150,380 had the division 
used the debtor’s actual average earnings for the past five 
years. 

Commissioners Mahaffie and Mitchell, in a concurring 
statement, said additional support for the conclusion reached 
appeared in the market valuation of the bonds of the debtor 
and its affiliates, which it said would be about $1,325,000. If 
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that valuation was taken as the public appraisal of existing 
securities, they said, it was undeniable that treatment of pres- 
ent bondholders fell far short of satisfying their claims. In 
such a situation, they said, the present stockholders could 
have no valid ground of complaint because of a finding that 
there was no basis for their participation in the plan. 

As a consequence of the refusal to amend the capitaliza- 
tion, the Commission said the committee must be denied the 
right to name one of the reorganization managers. 

Commissioner Miller, dissenting, said he would grant the 
petition to the extent it sought an increase in total capitaliza- 
tion, but that he did not approve entirely the allocation of new 
securities proposed in the petition. 


Splitting of Irregular Route 
Motor Rights Denied 


The Commission, division 4, has ruled that a three-way 
purchase of motor carrier rights, involving the division of 
irregular route rights along what it said were not “clean-cut 
geographical lines,” is not consistent with the public interest, 
and denied the applications. 

The decision was made in MC F-3233, C. E. Houff—Pur- 
chase (Portion)—-Baltimore-New York Express, Inc., and Elliott 
Brothers Trucking Co., Inc., embracing MC F-3257, Raymond 
H. Elliott and Bessie P. Elliott— Control; Elliott Brothers 
Trucking Co., Inc.—Purchase (Portion)—C. E. Houff. Houff 
the Elliott Trucking proposed to exchange certain rights, while 
Houff proposed to purchase certain rights from Baltimore-New 
York Express, each carrier retaining rights, according to the 
report, so that its service would not be affected to any ap- 
preciable extent. 

Commenting on the situation, the division said: 


The divisions of operating rights in the manner proposed are not 
along clean-cut geographical lines but represent a selection of points 
or territories best calculated to provide the carriers concerned with the 
maximum operating authority for the rendition of through service 
without material effect on the nature or scope of the service previously 
rendered by the selling carrier. The result of approving such pro- 
posals . . . would be that the holders of irregular-route operating rights 
might divide their rights into as many rights as there are combinations 
of points or areas in the territory they service and multiply indefinitely 
the number of carriers in the territory, increasing the number of car- 
riers competing for available traffic, and creating numerous new com- 
binations of rights, thus broadening the scope of services previously 
rendered. Such transactions create confusion among shippers, mate- 
rially change the character of service contemplated under the rights as 
originally granted as a complete unit, and cause other carriers in the 
territory to be faced with new competition as a result of division of a 
Single right. 

As previously stated, the complicated operating rights of the re- 
spective carriers here involved would be further complicated as a result 
of these transactions. Under such circumstances instead of the certifi- 
cates speaking clearly for itself as to the service authorized and the 
points to be served, it tends to become more and more ambiguous and 
susceptible of different interpretations depending upon whether it is 
construed by the carriers, by the shipper, by other carriers, or by this 
Commission. This is a result not in the public interest. Compare Stevens 
Van Lines, Inc.—Purchase—Warren, 40 M. C. C. 187, 194. Our conclu- 
sion in this connection makes unnecessary the determination of other 
complications present in this case, including the question of the special- 
commodity irreguiar-route rights proposed to be retained to the extent 
they duplicate. those proposed to be sold, involving a ‘“‘split’’ of operat- 
ing rights similar to those which we have frequently heretofore dis- 


approved. Cox Transp. Co.—Purchase—Moore Flesher Hauling Co., 36 
mC. C. S15, S19. 


Conn. Trucker Denied Authority to 
Sell Split Irregular-Route Rights 


The Commission, division 4, has denied an application of 
the Hartford Transportation Co., Newington, Conn., for au- 
thority to purchase from Brainerd W. Brown, doing business 
as B. W. Brown Trucking Co., New Britain, Conn., an irregu- 
lar-route authority to transport general commodities, with ex- 
ceptions, between Newington, on the one hand, and all Con- 
necticut points, on the other. Issuing a report and order in 
MC F-3156, Anthony J. Giordano, et al.—Control; Hartford 
Transportation Co.—Purchase (Portion)—Brainerd W. Brown, 
the division also denied application of Anthony J. and Carl M. 
Giordano and William E. and Rose A. O’Neil, all of Newington, 


for authority to acquire control of the operating rights through 
the purchase. 


Under the proposed transaction, said the division, Mr. 
srown would sell, with a reservation as to Meriden, Conn., all 
rights that he might have to operate over irregular routes in 
Serving Newington, retaining his regular-route rights to oper- 
ate between Newington and New Britain, Elmwood, and Hart- 
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ford, and his irregular-route rights between those three points, 
and between the three points, on the one hand, and all Con- 
necticut points on the other. It added: 


The proposed ‘‘carving’’ up of irregular-route authority by the sale 
of rights between one specified point, out of a number of closely 
grouped points, and a defined territory, while at the same time retain- 
ing rights between all such other points in the same defined territory 
has been found to be a division not along clear-cut geographical lines, 
and approval of such proposals has been withheld by us in a number 
of prior cases. . . . Approval herein might well be taken to mean that 
a further division in the future, through sale to separate carriers, of 
the irregular-route rights to and from each of the remaining three base 
points (Hartford, Elmwood, and New Britain), or between one of such 
base points, on the one hand, and, on the other, any selected points or 
points in Connecticut, or between all of such base points, on the one 
hand, and selected points in Connecticut, on the other, would also re- 
ceive approval. Such divisions of rights would tend to multiply indefi- 
nitely the number of carriers in the territory. ... 

Sanctioning transactions such as this would create confusion among 
shippers, would change the character of service contemplated under 
the operating rights as originally granted, and would cause existing 
carriers in the territory to be faced with the competition of additional 
carriers as the result of division of a single right. . 


The division said each case must be decided on its own 
merits, but that when, as in the instant case, it was proposed 
to divide irregular-route authority on a basis of selecting a 
single point from a number of closely greyped points while, 
at the same time, effecting no material change in the character 
of service that the selling carrier might continue to perform, 
such proposal might not properly be approved. 


I. C. C. Permits Luckenbach Gulf 
to Broaden Vessel Services 


Extension of the scope of present common carrier opera- 
tions of the Luckenbach Gulf Steamship Co., Inc., of New York, 
N. Y., to include transportation of passengers and commodities 
generally, by self-propelled vessels, between Pacific coast ports 
and Good Hope, La., effective on and after May 21, 1947, has 
been authorized by the Commission, division 4, by a report and 
amended certificate and order in No. W-512, Sub. 1, Luckenbach 
Gulf Steamship Co., Inc., Extension—Good Hope, embracing 
W-512, Same, Common Carrier Application, reopened for re- 
consideration. 


The report observed that the carrier already held a certi- 
ficate to operate as a common carrier by water, by self-pro- 
pelled vessels, in the transportation of passengers and commod- 
ities generally between 34 Pacific coast ports and the Gulf ports 
of Beaumont and Houston, Tex., Mobile, Ala., New Orleans, La., 
and Panama City and Tampa, Fla., through the Panama Canal, 
and in the transportation of commodities generally from Hou- 
ston to Mobile and Tampa, and that by temporary authority to 
the Maritime Commission, in W-926, Sub. 9 TA, as its agent, 
transported petroleum oil from Richmond, Calif., to Good Hope. 

“It is now anticipated that the movement to Good Hope will 
not be temporary but that there will be a regular and contin- 
uing demand for the service,” said the report, adding that the 
carrier, in its application, indicated that while no traffic other 
than lubricating oil was immediately available between the 
Pacific coast ports it served and Good Hope, “it nevertheless 
desires authority to transport passengers and commodities gen- 
erally to and from Good Hope in the event a future need arises 
for its services and so as to conform with its present operating 
authority.” 

The report noted that the carrier had no objection to lim- 
iting the proposed service to lubricating oil, but it said that in- 
asmuch as no other intercoastal carrier was authorized to serve 
that port, and applicant’s general undertaking was to transport 
passengers and commodities generally between Pacific and 
Gulf ports, “the appropriate disposition of the application would 
to extend applicant’s present authority to include Good 

ope.” 

Commissioner Miller -dissented in part frem the findings in 
the report, holding that the authority granted should be re- 
stricted to the transportation of petroleum lubricating oil, in 
bulk or barrels, from the Pacific coast ports to Good Hope. In 
view of the physical facilities at Good Hope, he said there was 
no public convenience or necessity to be served in so far as 


passengers or commodities, other than petroleum lubricating oil, 
were concerned. 


REFRIGERATED S. S. TEMPORARY AUTHORITY 


By an order in W-333, Sub. 3TA, Refrigerated Steamship 
Line, Inc., Temporary Authority—Boats, the Commission, divi- 
sion 4, has authorized the applicant to operate as a common 
carrier by self-propelled vessels in the transportation of 
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launches and boats from Jacksonville, Fla., to New York, N. Y., 
until June 16. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 


araphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Woolen Piece Goods 


MC C-512, Cohn-Hall-Marx Co. vs. Textile Motor Express, 
Inc. By division 2. Rates charged by defendant motor common 
carrier on less-truckload shipments of woolen piece goods, in 
the original piece, in bales, bundles, and rolls, moved in the 
period from July 31, 1944, to May 18, 1945, inclusive, from 
Centerville and Providence, R. I., to Passaic, N. J., found inap- 
plicable. Applicable rates determined to be third class and 
proceeding closed. According to the report, the complainant 
paid charges at second class rates. But, it said the defendant 
asserted that it: was in error in basing its charges on these 
rates, that the shipments should have been charged at first class 
rates, and that, since the complaint was filed (December, 1945), 
it had rendered due bills for alleged undercharges aggregating 
$1,169.63. The report said the question for determination was 
whether the shipments, described as cloth approximately 75 
yards long and 62 inches wide woven from wool yarn, consisted 
of “woolen piece goods’, as contended by complainant, or “wool- 
ens,” as contended by defendant. The division held that the 
shipments consisted of woolen piece goods in the original piece; 
they were not partially or wholly manufactured articles; and 
they were entitled to the third-class rates. It said it did not 
agree with the defendant that this rating applied only on fin- 
ished piece goods, and added that no limitation in this respect 
was contained in the classification. The defendant, it said, 
should refund the overcharges. 


Steel Bars 


No. 29560, Sweet’s Steel Co. vs. Pennsylvania Railroad Co., 
et al. The Commission, by Commissioner Miller. Complaint 
dismissed. Found not shown unjustly discriminatory or unduly 
prejudicial, applicable combination rate of 94 cents a 100 pounds 
on new steel bars, in carloads, from Williamsport, Pa., to Los 
Angeles, Calif., shipped in December, 1942, for export to South 
America. 


Export Rates 


Fourth section application No. 21458, Export Rates on 
Fresh Meats and Packing House Products. By division 2. Au- 
thority granted, on conditions, to establish and maintain over 
applicants’ circuitous routes rates on fresh meats, packing 
house products, and soap stock, carloads, from origins in IIli- 
nois, Indiana, Iowa, Kentucky, Minnesota, and Wisconsin, to 
Texas Gulf ports and Lake Charles La., for export to foreign 
countries and insular possessions of the United States, in the 
same amounts as those contemporaneously in effect on like 
traffic from and to the same points over competing routes, but 
not lower than rates over competing routes, and to maintain 
higher rates from intermediate points. Conditions were that 
rates from higher-rated intermediate points should not be in- 
creased except on authority of the Commission and should not 
exceed lowest combination of rates subject to the act; that 
relief granted should not apply to rates over any line or route 
where the yield was less than 5 mills at ton-mile, minimum 
weight 40,000 pounds or more, or 10 cents a car-mile, minimum 
weight less than 40,000 pounds, earnings to be computed with- 
out addition of the increases authorized in 1946. All other and 
further relief was denied effective June 12. Temporary relief 
was authorized by fourth-section order No. 15379, the rates 
having been made effective January 14, 1946. The report said 
present rates on packing-house products over the direct routes 
reflected rates and relations recommended in 1919 by a special 
committee appointed during federal control of the railroads to 
revise export and import rates, and that intermediate point 
rates also generally reflected the rates and relations recom- 
mended by the committee. Soap stock rates over the direct 
route and on circuitous routes were generally related to export 
or domestic rates from the same origin to Baltimore or other 
points, it said, and that fresh meats rates over the direct routes 
from points cited as examples were commodity rates of the 
same amount as the class 70-K export rates to the Gulf ports. 


MOTOR FINANCE CASES 


MC F-3336, David C. Hall—Purchase—tTrinity Motor Freight Lines; 
David C. Hall—Control; D. C. Hall Transport, Inc.—Lease—David C. 
Hall. 

1. Purchase by David C. Hall, dba D. C. Hall Motor Transportation, 
Fort Worth, Tex., of the operating rights of Trinity Motor Freight 
Lines, Dallas, Tex., approved and authorized, subject to condition. 
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2. Lease by D. C. Hall Transport, Inc., Fort Worth, from David c, 
Hall, dba D. C. Hall Motor Transportation, of the operating rights to 
be purchased by him from Trinity Motor Freight Lines, and acquisi- 
tion of control of the operating rights by David C. Hall through the 
lease, approved and authorized, subject to condition. 

MC F-3287, Gulf, Mobile and Ohio Railhoad Co.—Control; Gulf 
Transport Co.—Purchase—James W. Dunbar. 

1. Purchase by Gulf Transport Co., of Mobile, Ala., of the operating 
rights and certain property of James W. Dunbar, doing business as 
Dunbar Truck Service, of Springfield, Ill., and acquisition of contro] 
of the operating rights and property by Gulf, Mobile and Ohio Railroad 
Co., through the purchase, approved and authorized, subject to condi- 
tion. 

2. Issuance of a certificate to Gulf Transport Co. authorized on com- 
pliance with certain conditions. 

MC F-3338, B. D. Kramer and C. J. Villeneuve—Control; De Luxe 


‘Motor Stages of Illinois—Control—Sioux Lines, Inc. Acquisition by De 


Luxe Motor Stages of Illinois, Chicago, of control of Sioux Lines, Inc., 
Sioux City, Ia., through purchase of its capital stock, and acquisition 
of control of the operating rights and property of Sioux Lines, Inc., by 
B. D. Kramer and C. J. Villeneuve, both of Chicago, through such 
acquisition of control by De Luxe Motor Stages of Illinois, approved 
and authorized, subject to condition. 

MC F-3335, Wilbur A. Larson—Control; A. M. Larson Co., Inc.-- 
Purchase (Portion)—Blakeslee Co. Purchase by A. M. Larson Co., Inc., 
Waterbury, Conn., of certafn operating rights of Blakeslee Co., also of 
Waterbury, and acquisition of control of the rights by Wilbur A, 
Larson, of Middlebury, Conn., through such purchase, approved and 
authorized, subject to condition. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 264, Sub. 1, Roy H. Fowler, dba Fowler Motor Freight, 
Beaver Falls, Pa. Certificate granted. Iron and steel, iron and 
steel products, and copper, brass, and bronze articles, between 
those points in Beaver county, Pa., on and north of Pennsyl- 
vania highway 68, on the one hand, and points in Ohio on 
and north of U. S. highway 40, on the other, and burlap bags, 
from Fallston, Pa., to Hartville, O., over irregular routes. 

*MC 106762, Carlos P. Logsdon, Cumberland, Md. Permit 
denied. Malt and brewed beverages, in containers, from Cum- 
berland, Md., to Washington, D. C., and empty beverage con- 
tainers on return, over regular routes. 

MC 104798, Guy Olee Gwyn, Silver City, N. M. (Supple- 
mental). Discussion as to scope of the operating authority of 
protestant, Joe Tipton, in prior report on further hearing, de- 
cided April 10, 1946, modified to indicate that protestant, under 
his certificate in MC 600, was authorized to serve Bayard, N. M., 
as an intermediate point on his route between Silver City, 
N. M., and El Paso, Tex. 


COMMISSION ORDERS 

Finance 15454, Tonopah & Goldfield Railroad abandonment. Peti- 
tion of Public Service Coramission of Nevada for reconsideration or for 
further hearing, denied. Certificate of January 14, made effective 30 
days from March 10. 

Finance 15471, Nickols Transportation Co. certificate transfer, and 
W-522, Nickols Transportation Co., common carrier application. Peti- 
tion of Bay Cities Transportation Co. for reconsideration of report and 
order of November 7, 1946, and for a hearing, denied. Order of Decem- 
ber 24, 1946, staying order of November 7, 1946, and suspending au- 
thorization therein granted, vacated, Date contained in last ordering 
paragraph of said order of November 7, 1946, changed from January 
1, to June 1. This order and said order of November 7, 1946, as modi- 
fied, shall become effective April 20. 

Finance 13319, Texas & Pacific Ry. abandonment. Period for which 
jurisdiction was reserved in certificate of March 12, 1943, for considera- 
tion of question whether conditions should be imposed for protection 
of employees of applicant, as extended by order of March 5, 1945, 
further extended to and including May 1. 

1. & S. 5429, Proportional rates, grain, Memphis to South. Respond- 
ents under special permission having filed tariffs effective February 11, 
canceling suspended schedules, proceeding discontinued. 

1, & S. 5456, Cartage, intercoastal traffic at New York. Respondents 
under special permission having filed tariffs effective February 20, 
canceling suspended schedules, proceeding discontinued. 

1. & S. 5459, Coal cinders, Roanoke, Va., to Greensboro, N. C. Re 
spondents under special permission having filed tariffs effective Marci 
3, canceling suspended schedules, proceeding discontinued. 

Ex Parte MC-29, Regulations governing special or chartered party 
service. Petition of National Bus Traffic Association, Inc., for reopening 
and modification of order of Commission of May 29, 1941, filed. Replies 
to petition may be filed by parties of record on or before March 31. 

No. 29170, Continental Grain Co. vs. Inland Waterways Corp., opel 
ating Federal Barge Lines. Order of January 8, modified to become 
effective May 22, on not less than 30 days’ notice, instead of April 22 

No. 29668 and Sub, 1, Commerce and Industry Association of New 
York, Inc., et al., vs. B. & O., et al. Defendants’ motion that complail- 
ants be required to make complaints more definite and certain by suP 
plying information on the matters specified in motion, overruled. 

MC-F 3124, C. H. Gant, control; G. and M. Motor Transfer Co., Inc. 


purchase (portion), Jocie Motor Lines, Inc., and MC-F 3125, S. S. Mc 
Ninch, Jr., and J. W. Barefoot, control; Jocie Motor Lines, Inc., pur 
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chase (portion), G. and M. Motor Transfer Co., Inc. Applicants’ peti- 
tion for reopening, rehearing, oral argument, reconsideration and re- 
yersal of report and order of division 4, of October 7, 1946, denied. 

No. 29237, Morton Salt Co. vs. P. H. & D., et al. Petition of de- 
fendants, Pere Marquette Ry. and Grand Trunk Western Ry., for re- 
consideration by and reargument before entire Commission, and peti- 
tion of complainant for reconsideration by entire Commission, denied. 

1. & S. 5453, Charges for special trains over Southern Pacific Co. 
Respondents under special permission having filed tariffs effective 
March 1, canceling suspended schedules, proceeding discontinued. 

MC-C 603, Peter J. Geenty, revocation of certificate. Proceeding 
discontinued. 

MC-C 610, Charles Valente, revocation of certificate. Proceeding 
discontinued. 

MC-C 728, Dakota Transport, revocation of certificate. Order of 
August 20, 1946, vacated, and proceeding discontinued, 

MC-C 811, James Wallace Stewart, revocation of permit. Order of 
August 23, 1946, vacated, and proceeding discontinued. 

MC-C 819, O. F. Craig, revocation of permit. Order of August 23, 
1946, vacated, and proceeding discontinued. 

No. 28750, Sub. 2, In matter of installation of block signal or other 
systems intended to promote safety of railroad operation under para- 
graph (b) section 25 of the interstate commerce act—Western Pacific 
Railroad Co. Date within which installation of automatic block signal 
system on its line between Chestnut Junction and Stockton, Calif,, as 
required by order of February 26, 1946, must be completed, extended 
until October 1. 

No. 29227, Empire Steel Corp. vs. Pennsylvania Railroad et al. 
Order of January 6, modified to become effective April 30, instead of 
March 18. 

No. 29386, Percy Kent Bag Co., Inc. vs. C. B. & Q. et al. Order of 
October 18, 1946, further modified to become effective May 29, on not 
less than 30 days’ notice, instead of April 30. 

No. 29500, Summer & Co. vs. B. & O. et al., No. 29500, Sub. 1, 
Summer & Co. vs. N. Y. C. Defendants motion to strike an unverified 
statement and copies of invoices in respect of shipments dealt with in 
proceedings, filed by complainant in purported compliance with an 
order entered February 5, reopening proceedings to receive as evidence 
verified statements with respect to paying and bearing of charges on 
said shipments, overruled. 

No. 29513, Hanlon-Buchanan, Inc. vs. Kansas City Southern Ry. et 
al. Complaint amended by substituting as complainant Warren Petro- 
leum Corporation in lieu of Hanlon-Buchanan, Inc. 

MC 1827, Sub. 5, E. W. Wylie Co., extension, Middle West. Reopened 
for reconsideration on present record. 

MC 44592, Sub. 1, Middle Atlantic Transportation Co., Inc., Lessee— 
extension. Reopened for further hearing solely with respect to proposed 
service to all points within 60 miles of New Britain, Conn., and also 
from and to all points in Ohio irregular-route territory and assigned for 
hearing with MC 74083 at a time and place to be hereafter fixed. 

1. & S. M-2691, Dairy and packing house products, meats, Lee 
Brothers. Respondent under special permission having filed a tariff 
effective February 21, canceling suspended schedules, proceeding dis- 
continued. 

1. & S. M-2706, Increases, between Kansas and West. Respondents 
under special permission having filed tariffs effective February 25, can- 
celing suspended schedules, proceeding discontinued. 

1. & S. M-2610, Fares between Cincinnati, O., and Kentucky points. 
Petitions of cities of Covington and Park Hills, Ky., for rehearing and 
of cities of Newport, Dayton, ind Southgate, Ky., for vacation of find- 
ing and order of Division 3, and for an order requiring cancellation of 
respondent’s tariff MP I. C. C. 14, denied. 


FINANCE APPLICATIONS 


MC F-3421, Roy Stone Transfer Corporation, of Martinsville, Va., 
asks authority to purchase certain operating rights of Elliott Brothers 
Co., Ine., of Easton, Md. Roy C. Stone and L. C. Carter joined in the 
application asking permission to control Roy Stone Transfer Corpora- 
tion. 

MC F-3420, Shirks Motor Express Corporation, Lancaster, Pa., asks 
authority to. purchase certain operating rights of Edwin E. Clarke, dba 
Clarke Motor Express, Allentown, Pa. 

Finance No. 15640, Richmond, Fredericksburg & Potomac Railroad 
Co. asks authority to issue three negotiable notes in an aggregate 
amount of $1,995,000, to be dated April 15, to provide part payment for 
redemption of $3,000,000 non-voting six-per-cent stock of the company 
now outstanding. 

Finance No. 15643, Bamberger Railroad Co. asks authority to con- 
trol, through stock ownership, the Salt Lake Rail & Bus Terminal Co., 
pursuant to the plan of reorganization of Salt Lake Terminal Co. Bonds 
of the Salt Lake Terminal Co. owned by Bamberger, with a book value 
of $246,701.17, will be exchanged for stock of the Salt Lake Rail & Bus 
Terminal Co., according to the application. 

Finance No. 15644, Julian M. Bamberger asks authority to exercise 
control of Bamberger Railroad Co. and the Salt Lake Rail & Bus Ter- 
minal Co., through ownership of capital stock. The applicant, and his 
family, own directly or indirectly about 21,920 shares of 43,130 shares 
of issued and outstanding common capital stock of Bamberger Railroad 
Co., which, in Finance No. 15643, asks authority to control Salt Lake 
Rail & Bus Terminal Co. 

MC F-3423, Central Motor Lines, Inc., of Kannapolis, N. C., asks 
authority to purchase certain operating rights of B & B Cartage Co., 
Inc., of Chicago, Ill. 

MC F-3424, Pelletier Trucking Co., Inc., of Pawtucket, R. I., asks 
authority to purchase certain operating rights of Port Jervis Trucking 
Co., Ine., of Port Jervis, N. Y. 

MC F-3425, Lyons Transportation Co., of Erie, Pa., asks authority 
to transfer all assets of Cochran Bros. Transportation Corporation and 
all of the assets of Lyons Transportation Co., Inc., also of Erie, the 
Purpose of the application being described as a change of corporate 
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identity, the two transferor companies to be dissolved, the properties 
merged, the same stockholders, officers and directors being involved. 

MC F-3426, Burlington Transportation Co., of Chicago, Ill., asks 
authority to purchase certain operating rights and equipment of Utah 
Idaho Central Railroad Corporation, S. J. Quinney, receiver, and tem- 
porarily to operate. 


UNCONTESTED FINANCE CASE 


Report and order in Finance No. 15538, Chicago, Burlington & 
Quincy Railroad Co. Trackage Rights, approving and authorizing modi- 
fication of operating agreement under which the Burlington operates 
over the line of the Baltimore & Ohio Southwestern Railroad Co. be- 
tween Shattue and East St. Louis, Ill. Conditions prescribed re protec- 
tion of employes, Approved. 

Report and order in Finance No. 15622, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $1,800,000 of Chesapeake 
& Ohio Railway second equipment trust of 1947 11%4-per cent serial equip- 
ment-trust certificates, to be issued by the St. Louis Union Trust Co., 
as trustee, and sold at 99.273 and accrued dividends, in connection with 
the procurement of certain new equipment. Approved. 

Report and order in Finance No. 15624, Washington, Virginia and 
Maryland Coach Co., Inc. Note, granting authority to issue not exceed- 
ing $100,000 of secured promissory notes, the proceeds to be used to 
pay indebtedness in respect of which the applicant is authorized to 
assume obligation. Approved. 

Report and order in Finance Docket No. 15498, New York Central 
Railroad Company, et al. Trackage Rights, approving and authorizing 
acquisition by the New York Central Roalroad Company and the Michi- 
gan Central Railroad Company of trackage rights over a line of railroad 
of the New York, Chicago & St. Louis Railroad Company in Lucas 
—— Ohio. Conditions prescribed re protection of employees. Ap- 
proved. 

Report and order in Finance No. 15200, Missouri & Illinois Bridge 
& Belt Railroad Co. Control, approving and authorizing acquisition by 
the Chicago, Burlington & Quincy Railroad Company of control of the 
Missouri & Illinois Bridge & Belt Railroad Co. through ownership of 
stock. Conditions prescribed re protection of employees. Approved. 

Report and certificate in Finance No. 15587, Duluth, Missabe & Iron 
Range Railway Co. Construction, authorizing construction by the Du- 
luth, Missabe & Iron Range Railway Co. of an extension of its line of 
railroad in Lake County, Minn. Approved. 





PETITIONS FOR REHEARING, ETC. 

FF 165, Vincent Romano, freight forwarder application. Fish For- 
warding Co., Inc., and Ginnane-Weber. Trucking. Co., Inc., protestants, 
ask Commission to stay effectiveness of permit provided for in report 
and order of Division 4, of December 31, 1946, for reconsideration of 
said report, and on reconsideration vacation of order, further hearing, 
issuance of subpoenas duces tecum directed to applicant and one of its 
shippers for production of books and records at such further hearing, 
oral argument, and for waiver of requirements of Rule 101 (e) as to 
time of filing petition. 

MC-F 2498, Greyhound Corp., issuance of stock, and MC-F 2499, 
Greyhound Corp., issuance of securities. Applicant asks Commission to 
accept amendment to its petition for supplemental order. 

MC-F 3324, Waldo E. Stewart, control; Auto Convoy Co., lease, 
(portion), Automobile Shippers, Inc. Auto Convoy Co., joined by Waldo 
E. Stewart, ask for reconsideration of order of Division 4, of February 
11, denying application under Section 210a(b). 

Finance 13319, Texas & Pacific Ry. Co., abandonment. Railway 
Labor Executives’ Association ask for reopening, reconsideration and 
rehearing. 

Ex Parte MC 29, In matter of Regulations governing special or 
chartered party service. National Bus Traffic Association, Inc., asks for 
reopening and modification of order of Commission of May 29, 1941. 

MC-F 3103, Andrew B. Crichton, et al., control; Super Service Mo- 
tor Freight Co., Inc., purchase, T. H. Seiman and R. C. Junkins, Jr. 
Mason & Dixon Lines, Inc., Dixie-Ohio Express Co., and Georgia High- 
way Express, protestants, ask for reconsideration of report and order 
of Division 4, dated January 6. 

MC-F 3422, Victory Coach Lines, Inc., registration application. 
Southeastern Greyhound Lines, Inc., asks Commission to dismiss ap- 
plication. ; 

No. 29657, Wabash Screen Door Co. vs. C. & N. W., et al. Defend- 
ants under rule 45 ask for an order directing modified procedure, or, 
in alternative for an adjourned hearing after hearing now set for 
March 31. 

No. 29688, F. D. Croce and Co., Inc., vs. N. Y. C. and P. R. R. 
Defendants ask for postponement indefinitely of hearing now assigned 
for April 9. 

MC-F 2596, Ralph Marcuccilli, et al., control; Marion Trucking Co., 
Inec., purchase; Harwood Trucking, Inc., and Jacqua Transit Lines, Inc. 
Harwood Trucking, Inc., asks for reconsideration of report of Com- 
mission on further hearing, by Division 4, of January 8. 


ADDITIONAL OIL-HAUL AUTHORITIES 


In a group of seven oil-field commodity transport cases 
involving motor carrier oil-field haulers and pipe stringers, 
the Commission, division 5, has granted commodity authority 
similar to that authorized in T. E. Mercer and G. E. Mercer 
Extension—Oil Field Commodities, decided May 24, 1946. 

The proceedings are MC 531, Sub. 20, Younger Brothers, 
Inc., Houston, Tex.; MC 74595, Sub. 18, T. E. Mercer Teaming 
and Trucking Contractor, Fort Worth, Tex:; MC 55902, Sub. 2, 
Eagle Trucking Co., Kilgore, Tex.; MC 15105, Sub. 13, J. M. 
English Truck Line, Houston; MC 93318, Sub. 7, Joe D. Hughes, 
Inc., Houston; MC 105488, Sub. 6, C. L. Bell, doing business 
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as Combs Truck Line, Houston; and MC 16454, Sub. 6, R. L. 
Rogers and H. L, Rogers, doing business as Rogers Truck Line, 
Kilgore. 

The division found that over irregular routes, between 
specified points in Texas, Louisiana, Oklahoma, Mississippi, 
New Mexico, Georgia, Alabama, Florida, Arkansas, and Ten- 
nessee, the applicants were entitled to certificates for trans- 
porting the following: 


(1) Machinery, equipment, materials, and supplies used in, or in 
connection with, the discovery, development, production, refining, man- 
ufacture, processing, storage, transmission, and distribution of natural 
gas and petroleum and their products and by-products. 

(2) Machinery, equipment, materials and supplies used in, or in 
connection with, the construction, operation, repair, servicing, mainte- 
nance and dismantling of pipe lines, including the stringing and pick- 
ing up therecf. 


G. M. & O. EAST ST. LOUIS TRACKAGE 


The Gulf, Mobile & Ohio Railroad Co. and the Terminal 
Railroad Association of St. Louis, lessee of the East St. Louis 
Connecting Railway Co., have agreed to assume “share and 
share alike’, expenses that might be incurred by the Terminal 
Railroad in complying with conditions for employe protection 
in connection with the acquisition by the G. M. & O. of trackage 
rights over a portion of the East St. Louis Connecting Railway 
Co. in East St. Louis, Ill., according to a report and order of 
the Commission, division 4, in Finance No. 14931 (second sup- 
plemental application) Gulf, Mobile & Ohio Railroad Co. Pur- 
chase Securities, etc. 


The acquisition, which would provide the G. M. & O. with 
a connection with the Alton properties under an approved Alton 
reorganization plan, was approved in a prior report without 
order, issuance of the order having been withheld until receipt 
of acceptance by the involved railroads of the aforementioned 
expense-sharing condition (see Traffic World, February 22, 
p. 551). 


I. C. C. Modifies Order on Iron and 
Steel to Ohio and Pittsburgh 


The Commission, by an order in No. 29378, American 
Steel Abrasives Co. et al..vs. Ann Arbor Railroad Co. et al., 
has modified the second ordering paragraph of its order of 
November 12, 1946, to permit the defendants to publish the 
prescribed rates on scrap iron, in carloads, from points in Illi- 
nois, Iowa, Missouri, and Wisconsin, specified in an appendix 
to the order, to the destinations named in the original order, 
in lieu of rates from all points in Illinois and adjoining Official 
Territory. 


In that proceeding the Commission found rates on scrap 
iron, in carloads, from points in Illinois and adjoining Official 
Territory to Galion, O., Mansfield, O., and Pittsburgh, Pa., 
unreasonable to the extent they had exceeded, exceeded or 
might exceed 70 per cent of the rates on iron and steel articles 
prescribed in Iron and Steel Articles, 155 I. C. C. 517, for 
application from and to the same points, plus authorized in- 
creases (see Traffic World, Dec. 7, 1946, p. 1486). The order, 
originally made effective February 21, later amended to be- 
come effective April 21, on 30 days’ notice, remains in effect 
except as to the aforementioned modification. 

The instant order said the defendants had petitioned for 
modification as noted, and said it appeared that, in view of the 
modification requested, the defendants would publish rates on 
scrap iron from any origin in the described territory, not spe- 
cifically covered, to Galion, Mansfield, and Pittsburgh, if there 
should be any movement from such origin, on the basis of the 
rates prescribed in the report and would agree to an award 
of reparation on the special docket of the Commission. The 
order also said complainants had no- objection to the modifica- 
tion requested. 


FRISCO MOTOR CASE REOPENED FOR HEARING 

The Commission has reopened for further hearing its pro- 
ceeding in MC F-2413, St. Louis-San Francisco Railway Co. 
(Frank A. Thompson, Trustee)—Control; Frisco Transporta- 
tion Co.—Purchase—Righter Trucking Co., Inc. By an order 
in this proceeding, it has assigned -hearing for April 9, at 9:30 
o’clock in St. Louis, at the Mark Twain hotel, before Exam- 
iner Melvin L. Winson (see Traffic World, October 5, 1946, 
. 904 


¥. 

It had denied applications of the Frisco railroad’s motor 
subsidiary for authority to purchase certain operating rights 
in Missouri, Tennessee, and Arkansas and certain property of 
Righter Trucking Co., Charleston, Mo., and of the railroad 
for authority to acquire control of the rights and property 
through the purchase. Righter and the Frisco applicants peti- 
tioned for reconsideration or further hearing, stating, among 
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other things, that Righter’s financial condition was such that it 
could not establish or render the service now provided by 
Frisco in the considered territory. 

The Commission said it reopened the proceeding to re- 
ceive evidence with respect to whether the proposed transac- 
tion would be consistent with the public interest and would 
enable the railroad to use motor-vehicle service to public ad- 
vantage in its operations and would not unduly restrain com- 
petition, in the event approval was made subject to conditions, 
including appropriate key-point conditions, limiting the rights 
to be acquired to service auxiliary to the railroad company’s 
train service. 


CHANGES IN DOCKET 


Hearing in MC 59434, Sub. 8, assigned for March 21, at Tonopah, 
Nev., was advanced to March 20, at Fed. Bldg., Las Vegas, Nev., before 
Jt. Bd. 128. 


Hearing in MC 108088, assigned for March 17, at New York, N. Y., 
was postponed to a date to be fixed. 7 
Hearing in MC 30204, Sub. 8, assigned for March 19, at Portland, 


Me., was postponed to April 22, at Fed. Bldg., Portland, Me., before 
Jt. Bd. 70. 


Hearing in MC-FC 31215, assigned for March 21, at Washington, 
D. C., was postponed to May 21, at Washington, D. C., before Jt. Bd. 12. 


Utah Steel Rate Reductions 
to Go Into Effect March 31 


The Commission, late March 14, issued a notice in I. and S. 
No. 5464, Iron and Steel, Utah to Pacific Coast Points, saying 
it would permit the order of suspension to expire March 31, 
but that it would continue investigation of the rates involved 
(see Traffic World, March 15). 

On the protest of Kaiser & Co., operating a steel plant at 
Fontana, Calif., and of eastern steel producers, as well as the 
Colorado Fuel & Iron Co., operating a plant at Minnequa, Colo., 
the Commission suspended reduced rail rates from the Geneva- 
Salt Lake City area, to Pacific Coast and intermediate points, 
published as a result of representations of the -government at 
the time a government-built steel plant at Geneva was sold 
to Geneva Steel Co., a subsidiary of the United States Steel 
Corporation. 

The Commission said that, “after considering the protests 
and replies filed with it and the oral presentations made by 
interested persons on March 11 and 12, has decided that the 
present order of investigation and suspension shall stand as 
issued. This will result in an expiration of the order of sus- 
pension, March 31, 1947. The investigation of the rates in- 
volved will continue.” 

It continued by saying the proceeding would be set for 
hearing as soon as practicable, and all concerned were “advised 
to prepare to present their evidence at an early date.” 

In extension of his remarks in the Congressional Record, 
Representative Holifield, of California, described the Geneva 
steel freight rate controversy as “but one phase of a mighty 
struggle between the power of huge companies and the eco- 
nomic freedom of the west” and said that “the decision on this 
freight rate matter can well determine whether the west is to 
be free of monopoly and of the dominance of great corpora- 
tions.” He said the Kaiser Company’s Fontana steel plant was 
“the west’s only free, independent, integrated steel plant,” 
and expressed support of the Kaiser Company’s position in the 
Geneva rate case. 


Bus Fare Hearings Set: 
Others to Follow 


By an order in MC C-550, Investigation of Bus Fares, an 
investigation instituted by the Commission of fares of all 
class I common carriers of passengers by motor vehicle, the 
Commission has assigned the proceeding for hearing before 
Commissioner Lee and Examiner Corcoran, and cooperating 
state commissioners in all matters covered by the order institut- 
ing the investigation, as follows: 

. June 9, Washington, D. C.; June 16, Boston, Mass.; Au- 
gust 4, San Francsico, Calif.; September 15, Chicago, Ill.; and 
November 17, Washington, D. C. 

Another hearing will be fixed for Washington solely with 
respect to fares and practices governing the transportation by 
respondents in interstate commerce of passengers over irregular 
routes and in special operations over regular routes. 

Also, according to the order, hearings will be fixed at New 
York, Washington, Philadelphia, and Wheeling, W. Va., with 
respect to practices over the entire distance of which frequent 
schedules are operated from and to those points, and on which 
carrier collects cash fares by use of coin boxes, cash registers 
and receipts, tokens or commutation tickets and books, and 
over which the routes at least 50 per cent of the passengers 
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: transported paid such cash fares for 1946. Persons desiring 
It other hearings on the transportation aforementioned are to 
by notify the Commission in writing on or before April 15, of the 
place at which such hearing is desired, the reasons therefor, 
"e- the number of witnesses who would appear, and the amount of 
1C- time approximately required for such hearing. 
ld Respondents were also ordered to notify the Commission 
id- in writing on or before April 15 of the number of witnesses to 
m- appear, and the approximate time required to present evidence 
ns, in their behalf at each of the hearings specified in the order. By 
hts that same date, parties desiring to be notified of hearing 
y’s changes must also inform the Commission of the hearing or 
hearings in which they are interested. 
BUS ASSOCIATION PETITION DENIED 
= A petition of the National Bus Traffic Association in MC 
ore 9} C-550, Investigation of Bus Fares, for deferment of hearings 
Y. on general or technical issues, and for formal preliminary 
; hearing to present evidence, has been denied by the Commis- 
and, sion by an order in that proceeding (see Traffic World, Janu- 
fore @ ary 25, p. 256). By another order in the same proceeding, the 
a Commission denied a petition of the Capital Transit Co., Wash- 
7 7 ington, D. C., for dismissal or severance. 
A. T. A. PRIVATE CARRIERS IN LENOIR CASE 
The Contract Carrier Conference of the American Trucking 
Associations, Inc., by order of the Commission, Commissioner 
Lee, has been authorized to intervene in MC 96541, Lenoir Chair 
Co. Contract Carrier Application, in which the Commission has 
id S. J been asked by the National Tank Truck Carriers, Inc., and the 
ying @ Regular Common Carrier Conference, of A. T. A., to review 
| 31, § the basic characteristics of private carriage (see Traffic World, 
ved B Feb. p. 483). 

Examiner Mack Meyers, in a proposed report in the pro- 
it at J ceeding, had recommended dismissal, on the ground that no cer- 
s the tificate or permit was required because the applicant’s opera- 
‘olo., tions, in transporting furniture of its own manufacture, and 
1€va- § supplies and machinery used in the manufacture of such fur- 
ints, | niture, were those of a private carrier. 
nt at The Contract Carrier Conference, in language similar to 

sold § that of the other groups of carriers, quoted from its exceptions 
Steel ito the report, asking the Commission to review its policy with 
respect to “the receipt of compensation for transportation per- 
tests formed by private carriers.” It said that where a private car- 
le by @ rier, transporting products of which it was the owner or bailee, 
t the in the furtherance of its commercial enterprise, charged and 
id as received compensation that exceeded its cost of engaging in 
f sus: 9 the transportation, it had transcended the boundary of private 
-S im- carrier and had improperly and in violation of the law entered 
the field of for-hire carriage.” 
>t for 
ivised 
Cc. S. M. F. B. INCREASE SPECIAL PERMISSION 
ecord, _Secretary Bartel, of the Commission, has announced in a 
‘eneva § Notice to interested parties that special permission authority 
nighty § has been entered authorizing motor common carrier members 
e eco- § % the Central States Motor Freight Bureau, Inc., which are a 
yn this § Majority of the respondents in I. and S. M-2726, to publish on 
t is to § five days’ filing notice, schedules increasing present rates and 
rpora- charges, except minimum charges a shipment. The increase, 
nt was § he said, would be to a basis not in excess of the rates in effect 
plant,” $n March 17, 1942, plus 25 per cent for application in the 
in the § Pendency of the proceeding, provided that such increased rates 
and charges should not exceed corresponding rates and charges 
suspended in the proceeding, and provided further that such 
Increased rates and charges on shipments weighing 5,000 pounds 
or more should not exceed the increased rates and charges on 
shipments weighing less than 5,000 pounds (see Traffic World, 
March 8, p. 719). 
res, an EXPORT CARLOADING TARIFFS STRICKEN 
of = The Commission, division 2, has issued an order striking 
cle, a € I from the Commission’s files certain tariffs and powers of at- 
betore f torney of Export Carloading Co., Detroit, Mich. The order 
soiree noted that that company’s application for freight forwarder 
institut 9 permit had been denied for want of prosecution by an order 
a entered in FF-70, Export Carloading Co. Freight Forwarder 
~_ a Application (see Traffic World, February 1, p. 315). 
ig TRAIN SAFETY REGULATIONS 
ly with ae : tne : : ; 
tion by _ The Commission has issued “instructions governing appli- 
rregular J @tions under section 25 of the interstate commerce act” in 
connection with block signal and other safety systems. The in- 
at New | ‘fuctions, dated March 17, cover: 
a., with I. Approval of discontinuance or material modification of installa- 
frequent tions of block signal systems, interlocking, and automatic train stop, 
n which ftrain control or cab signal devices. (Section 25(b).) 
egister Ii. Approval of modifications of or authority to depart from sec- 
bks, an 


sengers 
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tions 305, 310, 533, 586, 587, 677 or 678, of the rules, standards and in- 
structions for installation, inspection, maintenance and repair of sys- 
tems, devices and appliances intended to promote the safety of railroad 
operation prescribed by order of April 13, 1939. (Section 25(c).) 


The instructions cover three mimeographed pages. 


REPARATION ORDERS 
Reparation orders have been issued in No. 28947 (supple- 
mental); American Agricultural Chemical Company, et al. 
vs. Atlantic Coast Line R. R. Co., et al. 


Railroad Abandonments 


E. P. & S. 


The El Paso & Southwestern Railroad Co. in Finance No. 
15641, has asked the Commission for authority to abandon its 
so-called Cloudcroft branch, extending from a junction with 
to the main line at or near Alamogordo Junction, to the end 
of the branch line at Russia, 31.56 miles, in Otero county, N. M. 
Southern Pacific Co., as lessee, joined in the application, ask- 
ing authority to abandon operation over the line: The appli- 
cants said the branch did not handle sufficient traffic to justify 
the cost of its maintenance and operation. 


D. Vv. & S. 


The Commission, division 4, by a report and certificate in 
Finance No. 15579, Delta Valley & Southern Railway Co. 
Abandonment, has permitted abandonment by the carrier of a 
portion of its line of railroad between a point 1,320 feet west 
of the point at which its right-of-way intersects the section 
line between sections 26 and 27, township 11 north, range 9 
east, in Mississippi county, Ark., and extending to the western 
terminus thereof, approximately 11 miles. 


Smoky Mountain 


In Finance No. 15646, the Smoky Mountain Railroad Co. 
asks authority to abandon its entire line of railroad extending 
from Vestal to Sevierville, about 29.15 miles, all in Knox and 
Sevier counties, Tenn., and to abandon operations over the 
Southern under trackage rights between Vestal and Knoxville, 
about 2.2 miles. In January, the applicant said, it suffered a 
washout about 8 miles from Sevierville, that it had been oper- 
ating at a loss for some time and had no bank credit or other 
borrowing power to obtain the funds, about $6,000, to replace 
the fill that was washed out. As all of its motive equipment 
was at Sevierville at the time of the washout, it was impossible 
for it to operate into Knoxville, where it connected with the 
Southern, the applicant said. 


A. T. & S. F. 


The Atchison, Topeka & Santa Fe Railway Co. has filed two 
applications, Finance No. 15647, and 15648, involving aband- 
onment of segments of trackage and acquiring trackage rights 
in lieu of the abandoned trackage. In Finance No. 15648, it 
asks authority to abandon three portions of track, between 
Portland and Canon City, Fremont county, Colo., totaling 11.21 
miles. In Finance No. 15647 it asks authority to acquire track- 
age rights over or joint use of the D. & R. G. W. line between 
Portland and Canon City. It said flood protection made neces- 
sary the raising of the Rio Grande tracks at Chandler Crossing. 
but that the clearance under the Santa Fe bridge at that point 
is insufficient. The alternative, lowering the Santa Fe and rais- 
ing Rio Grande tracks so they would cross at the same instead 
of separate grades would cost about $500,000, which, the Santa 
Fe said, was prohibitive. It said it was now operating between 
Pueblo and Portland over the Rio Grande and proposed to ex- 
tend joint operations from Portland to Canon City and make 
the necessary connections. 





MIXED CARLOAD FOOD TARIFFS SUSPENDED 


The Commission has suspended from March 14 to October 
14, certain rail tariffs on foodstuffs which, according to pro- 
testing food jobbers and manufacturers, contain a mixing-in- 
transit rule that will break down the distribution of freight by 
carloads and cause irreparable harm to processors, jobbers and 
distributors in Kansas, Missouri, Louisiana, Texas, and Ten- 
nessee (see Traffic World, March 15). The Commission’ assigned 
the proceeding for hearing, April 23, at 9:30 a. m., before 
Examiner Berry at the Commission’s office. The proceeding 
has been given the title, I. and S. 5470, Transit and Mixing 
Rules on Foodstuffs. 

The involved tariffs were identified as Curlett’s supple- 
ment No. 23 to I. C. C. A-835; Doe’s supplement No. 23 to 
I. C. C. 534; Jones’ supplement No. 23 to I. C. C. 4008 and 
other Jones supplements; Kipp’s supplement No. 46 to I. C. C, 
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A-3596, and another Kipp supplement; and Marsh’s supplement 
No. 35 to I. C. C. 3714. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2732, Empty Containers Returned—Arrow Mo- 
tor Freight Line from March 15, to and including October 14, 
certain schedules published in supplement No. 11 to tariff MF- 
I. C. C. No. 20 (Wm. Weighley, dba Weighley Transfer Co. 
series) of Howard M. Barnes, dba Arrow Motor Freight Line, 
Waterloo, Ia.’ The suspended schedules propose to establish 
reduced any-quantity commodity rates on empty malt beverage 
containers from Cedar Rapids, Charles City, Marshalltown, 
Mason City, Oelwein, and Waterloo, Ia., to Minneapolis-St. 
Paul, Minn., also from Marshalltown, Mason City, and Water- 
loo, Ia., to LaCrosse, Wis., in lieu of higher rates applicable 
on less truckloads, and minima of 10,000 and 20,000 pounds. 

I. and S. No. 5469, Coal—Illinois to Alton and East St. 
Louis, from March 15, to and including October 14, certain 
schedules as set forth in supplement No. 37 to Agent R. G. 
Raasch’s tariff I. C. C. No. 505, supplement No. 74 to Illinois 
Central Railroad Co.’s tariff I. C. C. No. E-1802, and various 
other tariffs. The suspended schedules propose to increase the 
rates on bituminous coal, in carloads, from the Belleville and 
— mine groups in Illinois to East St. Louis and Alton, 


I. and S. M-2733, Paper & Paper Products—York, Pa. to 
Washington, D. C., from March 17, to and including October 16, 
operation in part of schedule MF-I. C. C. No. 6 (Wentworth 
Darcy Vedder, doing business as Vedder Transportation Co., 
series) of Harry A. Blades, Operator of Wentworth Darcy 
Vedder doing business as Vedder Transportation Co., New 
York, N. Y. The suspended schedules propose to establish a 
minimum rate of 15 cents a 100 pounds, minimum 20,000 pounds, 
on paper and paper products from York, Pa., to Washington, 
D. C., in lieu of a present minimum rate of 17 cents a 100 
pounds, for the same minimum weight. 

I. and S. M-2734, from March 18, to and including Octo- 
ber 17, certain schedules published in supplement 33 to tariff 
MF-I. C. C. No. 370 of the Southern Motor Carriers Rate Con- 
ference, Agent, Atlanta, Ga. The suspended schedules provide 
that the following motor carriers will not accept shipments 
moving under Order Notify Bills of Lading: Atlanta-New 
Orleans Motor Freight Co., only when delivering carrier; G. N. 
Childress Transportation Co.; Huckabee Transport Co.; Reliable 
Transfer Co., Inc., only when destined to Atlanta, Augusta, 
Macon, Milledgeville, Savannah or Thomson, Ga. 

I. and S. No. 5472, Fuel Oil—Chicago District to Michigan, 
from March 20 to and including October 19, the operation of 
certain schedules as published in supplement No. 179 to Agent 
B. T. Jones, tariff I. C. C. No. 3479. The suspended schedules 
propose to increase the rate on petroleum residual fuel oil, in 
tank carloads, from points in the Chicago District to Benton 
Harbor, St. Joseph and Stevensville, Mich., from 11 cents to 
19 cents per 100 pounds. 

I, and S. No. 5473, Intra-Terminal Switching at Knoxville, 
from March 20 to and including October 19, the operation of 
certain schedules as published in supplements Nos. 25 and 26 
to Louisville and Nashville Railroad Co.’s tariff I. C. C. No. 
A-16584, and Southern Railway Co.’s tariff I. C. C. No. A-11111. 
The suspended schedules propose to increase the intra-terminal 
switching charge between private or assigned sidings within 
the switching limits of Knoxville, Tenn., from $9.90 to $18.80 
per car. 


BEETLE QUARANTINE AND REGULATIONS 


The white-fringed beetle quarantine and regulations have 
been revised effective March 15, the U. S. Department of Agri- 
culture has announced. This revision placed the state of 
Georgia under quarantine because of the finding of infestations 
of white-fringed beetles in that state during the past spring 
and summer, and designated parts of 23 counties in Georgia 
as regulated areas, said the department, adding: 


Minor additions to the regulated areas in Alabama and Mississippi 
are also made by this revision. The restrictions contained in the quar- 
antine and the regulations with respect to the movement of articles 
regulated under the quarantine, other than live white-fringed beetles, 
apply only to movement of such articles from the regulated areas in a 
quarantined state into or through any other state or any territory or 
district of the Unfted States. Live white-fringed beetles may not be 
moved from any state, territory or the District of Columbia into any 
other of such places except for scientific purposes as provided in the 
regulations. 

This action brings the state of Georgia under federal regulation 
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with requirements paralleling those imposed by the State on infesteq 
areas where white-fringed beetles were found during the 1946 season. 
The requirements for the safeguards placed around products which may 
carry and distribute this introduced, wingless, insect pest are designed 
to prevent its spread into new areas. Such safeguards thus afford pro- 
tection from an insect which attacks a wide variety of crops. In the 
grub stage it has destroyed acreages of corn and cotton. It infests many 
root crops, such as potatoes. 


Stock Cars for Box Cars to Move 
Petroleum Product Containers 


The Commission, division 3, has issued service order No. 
699, Stock Cars for Petroleum Products Containers, providing 
for the substitution of single-deck stock cars for 50-foot box 
cars, to transport empty containers for petroleum products. The 
order is effective from 12:01 a. m., March 15, to 11:59 p. m, 
June 30. 

Empty containers for petroleum products are now moving 
in 50-foot box cars from origins in Illinois, Indiana, Missouri, 
Kansas, Oklahoma, Arkansas, and Texas, to destinations in 
Arkansas, Texas, Oklahoma and New Mexico, says the division, 
adding that single-deck stock cars are moving empty from the 
same points of origin to the same points of destination. 

Substitution of the stock cars for such box cars would 
release the box cars for other and more essential transportation, 
said the division. 

The operation of service order No. 68, which, since 1942, 
suspended rule 24 of the Consolidated Freight Classification and 
the provisions of rule 34, permitting application of minimum 
weights lower than those provided for the car used, and the 
operation of all service orders in so far as they conflicted with 
service order No. 699, were suspended. The order also provided 
for the customary suspension of conflicting rules and regula- 
tions and announcement of such suspension. 


Pertinent provisions of service order No. 699 follow: 


It is ordered, That: 

Substitution of single deck stock cars for fifty foot box cars, to 
transport empty containers for petroleum products. (a) Common car- 
riers by railroad subject to the Interstate Commerce Act transporting 
empty containers for petroleum products, in carloads, from origins 
located in the States of Illinois, Indiana, Missouri, Kansas, Oklahoma, 
Arkansas, or Texas, to destinations in the States of Arkansas, Texas, 
Oklahoma, or New Mexico, may, at their option, furnish and transport 
not more than two (2) single deck stock cars in lieu of each fifty foot 
(50’) box car ordered, subject to the carload minimum weight which 
would have applied if the shipment had been loaded in a fifty foot 
(50’) box car. 

(b) Application. The provisions of this order shall apply to ship- 
ments moving in intrastate commerce as well as to those moving in 
interstate commerce. 


GONDOLA AND HOPPER CAR ORDER AMENDED 


The Commission, division 3, has issued amendment No. 4 
to service order No. 653, which made gondola, open and cov- 
ered hopper cars subject to penalty demurrage cars, to substi- 
—_ for paragraph (c) (3), dealing with exemptions, the fol- 
owing: 


(ec) Application. 
(3) Export, import, coastwise or intercoastal traffic. Except as 


shown below, import, export, coastwise or intercoastal traffic is sub- 
ject to this order. 

Exemptions. Import, export, coastwise or intercoastal coal, bulk 
grain or explosives traffic, during the period such traffic is held in cars 
at ports for transfer to or from vessels or held at United States-Cana- 
dian border crossings, also ships bunker coal, during the period such 
bunker coal is held in cars at ports for transfer to vessels, is not 
subject to this order. 


The amendment was made effective at 7:00 a. m., March 20. 


LIGHT-WEIGHING OF CARS AT PORTS 


By amendment No. 2 to revised service order No. 620, 
Light-Weighing of Cars at All Ports Prohibited, the Commis- 
sion, division 3, effective 12:01 a. m., March 24, has made the 
revised order subject to special or general permits issued by 
the director of the Commission’s Bureau of Service, Washing- 
ton, D. C., to meet exceptional circumstances. 


BOSTON Il. c. C. PRACTITIONERS 


J. W. Barriger, president of the Chicago, Indianapolis & 
Louisville Railway, will speak on “Streamlined Regulation for 
Streamlined Railroads,” at the March 24 luncheon meeting of 
the Boston chapter, Association of I. C. C. Practitioners, in the 
Parker House. H. M. Waybright, general traffic manager, East- 
ern Gas & Fuel Association, of Boston, is president of the 
Boston chapter, No. 1. 
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1931 Decision Controlling as to 
Public Markets, Says Examiner 


Examiner Harold M. Brown, in a proposed report in No. 
29578, Cudahy Packing Co. vs. Atchison, Topeka & Santa Fe 
Railway Co. et al., has recommended finding unreasonable rates 


charged on hogs, in double-deck carloads, from points in 
Nebraska and Colorado to Los Angeles and San Diego, Calif., 
and that reparation be awarded. The proceeding involves a 
determination of the correct method of arriving at rates to be 
charged on such shipments from origins that had been desig- 
nated public livestock markets under the packers and stock 
yards act, 1921, subsequent to January 25, 1932. 

The shipments on which reparation was asked were shipped 
since June 27, 1944, according to the examiner. A typical ship- 
ment, he said, was one from. Alma to Los Angeles, 1,580 miles, 
over the Burlington and the Union Pacific, at a rate of 101 
cents. He said the claimed rate was 98 cents, adding that the 
present record did not reveal the dates or weights of the ship- 
ments. 

On January 25, 1932, the examiner said, the carriers pub- 
lished tariffs in compliance with the orders of the Commission 
in Livestock—Western District Rates, 176 I. C. C. 1, decided 
in 1931. After quoting from that report as to rates to and 
from the groups authorized, he said the defendants had seized 
on the word ‘‘is” in the phrase “. . . except that where one 
or more of the points in the group is a public livestock market,” 
claiming that the proper interpretation of that word had refer- 
ence only to the then present markets. The defendants con- 
tended that when the Commission prescribed reasonable 
maximum rates throughout the west from the “then present 
markets” in 1931, it was not legislating with respect to public 
livestock markets that might be established subsequently. Also, 
said the examiner, defendants sought protection from an award 
of reparation under the principle in Arizona Grocery Co. vs. 
A. T. & S. F., 284 U. S. 370. 

Both these matters had been considered by the Commis- 
sion in No. 28882, Coast Packing Co. vs. Union Pacific, 256 
I. C. C. 802, not printed, the examiner said. 

He said defendants in the instant proceeding had apparently 
failed to observe the proper method of constructing the rates 
prescribed from and to the origins and destinations named, and 
in lieu thereof had published and applied, and continued to 
apply to the transportation of hogs specific rates that were 
higher than those based on the short-line distances constructed 
in the manner prescribed in the Western case. The position 
taken by them that the word “is” applied only to the then 
present livestock markets was untenable, he said, and added 
that the Commission had found that the principle of the Arizona 
Grocery case was no bar to an award of reparation under 
circumstances substantially similar to those “here considered.” 

His recommended finding follows: 


The Commission should find that Alma, Broken Bow, Chappell, Fair- 
bury, Grand Island, Kearney, McCook, O’Neill, and Sterling, were the 
only points of those here considered that were designated as public 
livestock markets prior to June 27, 1944, when complainant’s traffic 
originated; that the rates assailed on hogs in double deck carloads, 
from such markets were, are and will be unreasonable to the extent 
they exceeded, exceed or may exceed 98 cents from Alma, 100 cents from 
Broken Bow, 91 cents from Chappell, 104 cents from Fairbury, 100 cents 
from Grand Island, 98 cents from Kearney, 95 cents from McCook, 107 
cents from O’Neill, and 89 cents from Sterling to Los Angeles or San 
Diego, as the case may be; that complainant received the shipments as 
described and paid and bore the charges thereon; that it was damaged 
thereby in the amount of the difference between the charges paid and 
borne and those which would have accrued at the rates herein found 
reasonable; and that it is entitled to reparation with interest. Com- 
Plainant should comply with rule 100. 


SCHOFIELD CERTIFICATE REVOCATION 

On investigation into the motor carrier operations of the 
respondent, Joint Board No. 36 has issued a report in MC C- 
763, James E. Schofield—Revocation of Certificate, recommend- 
ing that the Commission find Schofield, of Hardin, Mo., not to 
be rendering reasonably continuous and adequate service under 
his certificate issued in MC 1922 and not to be in compliance 
with the requirements of section 215 of the interstate commerce 
act and the Commission’s rules and regulations thereunder. 
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Under the certificate in MC 1922, according to the report, 
the respondent is authorized to transport livestock and farm 
products from Hardin to Kansas City, Kan., and general com- 
modities in the reverse direction, over regular routes, serving 
specified intermediate and off-route points; also, livestock from 
points in Lyon county, Kan., to points in Ray county, Mo., over 
irregular routes. The report recommended that the respondent 
be given 60 days after the effective date of an order to be en- 
tered, in which to institute service and comply with the Com- 
mission’s insurance regulations. 





Strike Held to Make Penalty 
Demurrage Unreasonable 


In a proposed report in No. 29655, Kroger Co. vs. Louis- 
ville & Nashville Railroad Co. et al., Examiner L. J. P. Fich- 
thorn has recommended finding unreasonable demurrage 
charges totaling $583 imposed by authority or fourth revised 
service order No. 180, during a period when forwarding of 
three refrigerator cars held at Nashville was prevented by a 
strike at complainant’s warehouse, although the service order 
was not revised to except demurrage on cars detained because 
of strikes until a later date. 

The examiner cited Chrysler Corp. vs. New York Central 
R. Co., 234 I. C. C. 755, and Balfour, Guthrie & Co. vs. C. M. & 
St. P., 235 I. C. C. 437, quoting from the latter case to the 
effect that “the collection of charges substantially in excess 
of the cost of furnishing the cars were futile as a deterrent 
against excessive detention.and could not have accomplished 
the release of the cars if the charges had been several times 
the amount collected. . . .’ He said the Commission should 
find the demurrage charges unreasonable to the extent they 
exceeded $1.20 a car-day for the actual period of detention, 
including Sundays and legal holidays, and without free time 
for the loading and unloading, and defendants should be au- 
thorized to waive collection of the demurrage charges down 
to this basis. 

The strike took place from January 12 until 8:00 p. m., 
January 24, 1946, said the examiner, and that a picket line 
crossed the right of way of the N. C. & St. L., at the rear of 
the complainant’s plant. He said the Nashville police were 
called but were powerless to act and that the plant was re- 
fused inbound and outbound switching, although repeatedly 
requested. Defendants did not deem it advisable to secure 
police protection so as to permit its employes to cross the 
picket line because of the effect it might have on its employes, 
who were members of a union, the examiner said. 


Proposed Action in Motor 
Purchase Cases 


Examiner Thad W. Forbes, in a proposed report in MC 
F-3347, A. R. Jordan—Control; Jordan Bus Co.—Purchase 
(Portion)—L. A. Nance et al., has recommended denial of an 
application of Jordan Bus Co., of Hugo, Okla., to purchase 
certain operating rights and property of Nance Bus Lines, of 
Paris, Tex., and control of those rights by A. R. Jordan. After 
reciting details of the financial position of Jordan Bus Co., the 
examiner said it was clear it did not have the necessary assets 
with which to meet the terms of the purchase agreement, add- 
ing there was no evidence of record to indicate that A. R. 
Jordan was financially able to assist. 

In MC F-3324, Waldo E. Stewart—Control; Auto Convoy 
Co.—Lease (Portion)—Automobile Shippers, Inc., Examiner 
Levi M. Pettis has recommended that the Commission au- 
thorize lease by Auto Convoy Co., of Dallas, Tex., of certain 
operating rights of Automobile Shippers, Inc., of Detroit, Mich., 
and control of those rights by Waldo E. Stewart. The exam- 
iner said the rate of automobile production had steadily in- 
creased in recent months and that manufacturers of automo- 
biles at Detroit and other points were experiencing difficulties 
in obtaining expedited handling of their products. There was 
a substantial demand for Automobile Shippers’ service, he said, 
and that, with its present operating facilities, it was not able 
to furnish the required service. Approval of the lease would 
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materially help meet such needs, he said. Involved in the lease 
are truckaway and driveaway service over regular and irreg- 
ular routes between St. Louis, Mo., and Oklahoma points. 
Examiners M. L. Winson and Alton Smith, in a proposed 
report in MC F-3273, Lloyd M. MacPherson—Control; Premier 
Motor Transportation Co.—Purchase (Portion)—Folke Erick- 
son, have recommended denial of an application of Premier 
Motor Transportation Co., of Grand Rapids, Mich., to purchase 
certain operating rights of Folke Erickson, dba Erickson 
Transfer, of Rockford, Ill., and control of those rights by Lloyd 
M. MacPherson. The examiners said the record supported con- 
tentions as to Premier’s “unsound financial condition” and its 
failure to show that the transaction would be consistent with 
the public interest. The rights proposed to.be purchased had 
not been exercised in the past six or seven years, they said. 


Empire Forwarder Rights Defined 
by I. C. C. Bureau 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in FF-104, Empire Freight 
Co., Inc., Freight Forwarder Application, has recommended 
issuance of a permit to the applicant authorizing to forward 
(1) used household goods and used automobiles from points in 
California to all points in and east of North Dakota, South 
Dakota, Wyoming, Colorado, Oklahoma, Arkansas, and Louisi- 
ana and (2) canned and preserved foodstuffs from Los An- 
geles and Los Angeles Harbor to all points in and east of 
Minnesota, Iowa, Kansas, Oklahoma, and Texas, and to all 
points in Oregon and Washington. 

The bureau said that, because the applicant was engaged 
in services other than the forwarding of one of the classes of 
property specified in section 402(b)(2) of the interstate com- 
merce act, its entire operations in the forwarding of used 
household goods, used automobiles, and canned goods were 
subject to the provisions of part IV of the act and a permit 
to continue such service was necessary. 

As to the applicant’s practices in respect of joint loading 
with other forwarders, the Commission said the details of the 
applicant’s arrangements were not of record, but that they 
should conform to the principles stated in Kelly Freight For- 
warder Application, 260 I. C. C. 315, and that the applicant 
should file with the Commission verified copies of its contracts 
or agreements with freight forwarders. 

The bureau said that, as the applicant desired to receive 
household goods shipments into its service at initial origins 
beyond its assembly or consolidation points, it must comply to 
the requirements of Bills of Lading of Freight Forwarders, 250 
I. C. C. 277. 

For lack of evidence, the bureau said authority to forward 
household goods and used automobiles to points west of North 
Dakota, South Dakota, Wyoming, Colorado, Oklahoma, Ar- 
kansas, and Louisiana should be denied. As to canned goods, 
in view of lack of evidence as to service to points west of 
Minnesota, Iowa, Kansas, Oklahoma, and Texas, except Oregon 
and Washington, the bureau said such authority should be 
denied. 

The bureau said Wm. J. Norton, vice-president of Empire, 
did business individually as Norton Van & Storage Co., and 
was a motor common carrier subject to part II of the act. 
Thus, it said, the question arose wehther Norton was in viola- 
tion of section 411(c) making it unlawful for a director, officer, 
employe, or agent of a common carrier subject to part I, II, 
or III of the act, in his or their own personal pecuniary inter- 
est, to own, directly or indirectly, stock in a freight forwarder. 

‘While an individual may be a director, officer, employe, 
or agent of a corporate common carrier, it appears that an 
individual operating as a sole proprietor cannot be a director, 
employe, officer, or agent of himself,” said the bureau. “Ac- 
cordingly, the provisions of section 411(c) do not prohibit 
Norton’s ownership of stock in applicant. Ownership of Stock 


ie aa Forwarders, 265 I. C. C.—(decided January 10, 
»* 


LESSOR OF VESSELS NOT CARRIER 


In a proposed report in W-535, National Motorship Corpo- 
ration Contract Carrier Application, Examiner Morris H. Kon- 
igsberg has recommended dismissal of the application on a 
finding, on reconsideration, that the applicant was not in bona 
fide operation January 1, 1940, as a carrier by water performing 
transportation subject to part III of the interstate commerce 
act. The application had been dismissed by division 4 of the 
Commission October 25, 1941, according to the report, when it 
appeared that the applicant was leasing its two vessels to a 
carrier for the performance by such carrier of transportation 
subject to the provisions of the act. 
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After setting forth the contracts under which the vessels 
were leased, the examiner said the applicant relied on the fact 
that it selected, hired and paid the crew, employed men to see 
that the vessels were loaded and discharged and turned around 
quickly, and also arranged, carried and paid for cargo carriers’ 
liability insurance. 

The examiner said no conclusion could be drawn from the 
terms of the contracts that the applicant was in fact the carrier 
because of the reasons aforementioned, citing Strittmatter Com- 
mon Carrier Application, 250 I. C. C. 639. Later, the examiner 
said that under the terms of the contracts, there was no “appar- 
ent privity of contract between the applicant and the actual 
shippers.” The contracts plainly provided, he said, that the 
vessels to be turned over to the Erie & St. Lawrence, the lessee, 
for whatever cargo it could reasonably obtain and that it would 
issue the bills of lading therefor. 


Proposed Reports 


Steel Stampings 


No. 29406, Dorsey Brothers vs. B. & O. et al. By Exam- 
iners C. E. Stiles and O. G. Barber. Rates charged on steel 
stampings from Butler, Pa., to Elba, Ala., of 211 cents a 100 
pounds (second class) on one less-carload shipment, weighing 
21,501 pounds, delivered August 24, 1943, and 112 cents (fifth 
class) on three carload shipments, weighing 59,800, 30,000, and 
35,000 pounds, respectively, delivered September 15, 1943, 
October 16, 1943, and February 10, 1944, proposed to be found 
inapplicable. The examiners said the applicable rates were a 
sixth class rate of 99 cents on the less-carload shipment and a 
commodity rate of 77 cents, minimum 36,000 pounds, on the 
carload shipments, but added that since the less-carload ship- 
ment and the carload shipment of 59,800 pounds were deliv- 
ered more than two years prior to the filing of the complaint, 
reparation as to these shipments was barred by the statute. 
They asserted that in view of conclusions reached that the 
applicable rates were those sought as reasonable, the “evidence 
submitted with respect to the allegation of unreasonableness 
need not be considered, and a finding for the future is not 
necessary.” It was recommended that reparation, with interest, 
be awarded as to the carload shipments made in the statutory 
period to the basis of the 77-cent rate found applicable. The 
examiners said the rates recommended as applicable were gov- 
erned by descriptions in the case of the less-carload shipment 
in a description in exceptions to the southern classification and 
in the case of the carload shipments by a description provided 
in a note in the commodity tariff. 


Imported Syrup 


No. 29523, Railroad & Warehouse Commission of the State 
of Minnesota et al. vs. A. C. L. et al. By Examiner L. E. 
Bartoo. Dismissal proposed. Rate of 96 cents a 100 pounds 
charged on four tank-car loads of imported (Cuban) syrup, 
shipped in April, 1944, from Port Everglades, Fla., to Min- 
neapolis, Minn., proposed to be found inapplicable, resulting, 
apparently, in outstanding undercharges. The examiner said 
the Commission should find that the applicable rate was $1.155 
and that such rate was not shown to have been or to be un- 
reasonable. The report said on the bills of lading the ship- 
ments were described as edible sugar syrup artificially fla- 
vored, but after they were delivered at Minneapolis it was dis- 
covered that they contained less than one per cent of an in- 
gredient used for a purpose other than flavoring and that they 
should have been described and rated as syrup (not medicated) 
not otherwise indexed by name. Bills for undercharges based 
on a joint through class rate of $1.21, produced by a rating of 
29.5 per cent of first class, in exceptions to the classification, 
plus a charge of $5 a car for switching service from Port Ever- 
glades to Port Everglades Junction, Fla., were rendered, on 
the basis of the latter description, but apparently remained 
unpaid, said the report. The examiner said there was no joint 
through import class or commodity rate in effect on this traffic, 
and a tariff of the originating carrier, Florida East Coast, pro- 
vided for the application of domestic interstate rates in the 
absence thereof, and added that Agent Kipp’s class-rate tariff 
contained a_ so-called aggregate-of-intermediate-rates rule 
which provided for application of the lowest aggregate of rates 
where the aggregate was lower than the joint through rates. 
An examination of the tariffs, said the examiner, showed that 
the lowest aggregate was $1.155, composed of a domestic class 
rate of 85 cents from Port Everglades Junction to Effingham, 
Ill., contained in Agent Raasch’s I. C. C. 485, and a domestic 
commodity rate of 30.5 cents from Effingham to Minneapolis, 
contained in Kipp’s I. C. C. A-3513, and concluded that the 
applicable freight charges should be based on this aggregate, 
plus the $5 switching charge. Complainants, according to the 
report, sought reparation to the basis of a combination rate of 
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85.5 cents, composed of an import commodity rate of 55 cents 
from Port Everglades to Effingham on syrup in barrels and 
other packages, but not in tank cars, and a 30.5-cent domestic 
commodity rate on syrup either in tank cars or in packages to 
Minneapolis. 


Talking Machine Record Bags 


I. and S. No. 5428, Ratings on Talking Machine Record 
Bags, embracing I. and S. M-2685, of the same title. By Ex- 
aminer L. H. Dishman. Schedules of carriers parties to the 
consolidated freight classification and the national motor 
freight classification proposing new classification ratings 
throughout the three major classifications on talikng machine 
record bags, in carloads, less-carloads, truckloads and _ less- 
truckloads, proposed to be found just and reasonable. Order 
suspending until April 25, 1947, on protest of the Equitable 
Paper Bag Co., Inc., of Long Island City, N. Y., schedules filed 
to become effective September 25, 1946, recommended vacated 
and proceeding discontinued. The report said that at the pres- 
ent time neither the rail nor the motor classification provided 
specific ratings on record bags and because of controversy 
existing as to whether the articles were envelopes or bags and 
as to the ratings which should apply thereon, the rail carrier 
respondents filed their schedules providing a new classification 
description covering record bags, and the motor carrier re- 
spondents filed similar schedules for the purpose of maintain- 
ing a competitive relationship with the rail carriers. It was 
proposed, said the report, to establish on “paper articles: bags, 
envelopes, folders, pockets, or sleeves, talking machine record, 
in boxes,” ratings of second class, or 85 per cent of first class, 
in less-carload and less-truckload lots, and 45 per cent in car- 
loads or truckloads, minimum 24,000 pounds, applicable in all 
territories. It added that the proposed ratings and the carload 
or truckload minimum weight were the same as those now 
applying on envelopes, except that in official and Illinois terri- 
tories a rating of 37.5 per cent of first class applied on en- 
velopes, in carloads or truckloads. 


Bentonitic Clay 

No. 29544, Swift & Co. vs. A. T. & S. F. et al., embracing 
No. 29565, Archer-Daniels-Midland Co. vs. Same, et al. By 
Examiners C. W. Griffin and E. L. Boisseree. Dismissal pro- 
posed. Rate of $1.16 a 100 pounds charged on shipments of 
processed bentonitic clay, carloads, from Jackson, Miss., to 
Los Angeles, Calif., in the period August 11, 1943, to March 2, 
1944, proposed to be found applicable to shipments involved in 
both complaints, and not unreasonable. The complaint in No. 
29565 embraced shipments between the same points in the pe- 
riod June 5, 1944, to September 8, 1946. As to two of these 
shipments, on which rates of 72 and 74 cents were charged, 
the examiner recommended that those shipments be found 
undercharged. 


Castor Beans 


No. 29517, Baker Castor Oil Co. vs. B. & O. et al. By 
Examiner Morris H. Konigsberg. Recommends dismissal and 
that rates on castor beans, carloads, from Atlantic coast ports 
and from New Orleans, La., to Bayonne, Edgewater and Jersey 
City, N. J., be found not unreasonable or unduly prejudicial. 
The examiner said the record did not warrant a finding that 
rates established from the Atlantic and Gulf ports to the Port 
of New York for the purpose of meeting an emergency created 
by the war,. as compared with rates subsequently established 
from New York and other Atlantic ports to Cleveland resulted 
In undue prejudice to complainants. He observed that, since 
November 29, 1945, castor beans had been imported only 
through the Port of New York and no future movement was 
anticipated unless an emergency arose either from south At- 
lantic or Gulf ports. As to an alleged preferred rate of 27 
cents from New York to Cleveland, he said it was established 
to meet potential water competition at the request of a paint 
manufacturer located at Cleveland who had informed the de- 
fendants it was importing flax seed through Montreal and con- 
templated moving castor beans. by water from Montreal to 
Cleveland. The rate on flax seed from New York to Cleveland, 
26 cents, was used as a basis in establishing the castor bean 
rate, he said. 

Trailer Standards 


No. 29619, American Body & Trailer Co. vs. St. Louis-San 
Francisco et al. By Examiner Leland F. James. Recommends 
dismissal and finding not shown to have been unreasonable 
rate of $1.25, minimum 24,000 pounds, charged on 11 carloads 
of freight trailer standards or supports shipped between Au- 
gust 12, 1944, and June 20, 1945, from Butler, Pa., to Oklahoma 
City, Okla. The complainant asked finding that the rate charged 
was unreasonable to the extent it had exceeded or exceeded 
a column-35 rate of 97 cents, minimum 30,000 pounds. Con- 
sideration of rate for the future was unnecessary, the examiner 
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said, because of defendants’ assurance that a rating of column 
35, minimum 30,000 pounds, from Official Territory to the 
Southwest would probably soon become effective. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


North Carolina (Raleigh)—-MC 13300, Sub. 29, Carolina 
Coach Co. Certificate proposed. Passengers and their baggage, 
and express, mail and newspapers, between Raleigh and Holly 
Springs, N. C., over a specified regular route and return, serv- - 
ing all intermediate points. k 

Texas (Fort Worth)—MC 12369, Carrol: F. Hinners and 
Norman V. Honnet, broker. License proposed. Passengers and 
their baggage, between points in the United States. 

Ohio (Cleveland)—MC 8902, Sub. 4, Western Express Co. 
Certificate proposed. General commodities, with exceptions, (1) 
between Niagara Falls and Rochester, N. Y., over N. Y. high- 
way 31, serving Lockport, N. Y., as an intermediate point, 
and (2) between junction U. S. highway and N. Y. highway 22, 
and junction Mass. highway and U. S. highway 20, over a 
specified alternate route for operating ¢onvenience only, serv- 
ing no intermediate points. 

Kansas (Salina)—-MC 7341, Sub. 3, P. E. Felten. Certificate 
proposed. General commodities, with exceptions, between junc- 
tion U. S. highway 24 and 59 near Lawrence, Kan., and Kansas 
City, Mo., over a specified route and return as an alternate 
route, with no service at intermediate points. 

Maryland (Bradbury Heights)—-MC 3677, Sub. 20, Wash- 
ington, Marlboro, & Annapolis Motor Lines, Inc. Passengérs 
and their baggage, and express, mail and newspapers, in the 
season from May 15 to September 15 of each year, over a reg- 
ular route between junction Md. highways 2 and 253 and Spar- 
rows Beach, Md., and return, serving Garr’s Beach, Md., as an 
intermediate point. ‘ 

Nebraska (Herman)—MC 3361, Sub. 19, Tyson-Long Co. 
Certificate proposed. Petroleum products, in bulk in tank 
trucks, from points in Kan. to Omaha, Neb., and rejected 
shipments on return, over irregular routes. 

New Jersey (Elizabeth)—-MC 73612, Sub. 4, E. & T. Ex- 
press Co., Inc. Certificate proposed. General commodities, with 
exceptions, between Elizabeth, N. J., on the one hand, and, 
on the other, points in seven N. J. counties, over irregular 
routes. 

New York (Endicott)—-MC 68883, Sub. 7, Estate of Frank 
S. Valletta (Mary C. Valletta, Executrix), dba Valletta Motor 
Trucking Co. Certificate proposed. General commodities, with 
exceptions, serving points in Dickinson and Fenton townships, 
Broome county, N. Y., as intermediate and off-route points in 
connection with applicant’s presently authorized regular-route 
operations in certificate MC 68883. 


Pennsylvania (Quarryville)—-MC 68807, Sub. 5, Benjamin 
H. Herr, dba Herr’s Motor Express. Permit proposed. Over 
irregular routes, steel, from Weirton, W. Va., to Washington, 
N. J 


Oklahoma (Norman)—MC 66841, Sub. 1, H. W. Masters, 
dba Masters Transfer Co. Certificate proposed. Sweet cream, 
butter, and plain and sweetened condensed milk, in containers, 
from Norman, Okla., and points within one mile of Norman, 
to points in Ark., Kan., Mo., and Tex., and rejected shipments 
and empty containers used in the transportation of the afore- 
mentioned commodities, on return, over irregular routes. 

Michigan (Detroit)—MC 61741, Sub. 26, Great Lakes 
Greyhound Lines, Inc. Certificate proposed. Passengers and 
their baggage, and expréss, newspapers, and mail in the same 
vehicle with passengers, between junction of Birch Run Road 
over U.S. highway 10 and junction Birch Road cut-off and U. S. 
highway 10 over described irregular routes, and return, serv- 
ing all intermediate points. 


Ohio (Ironton)—MC 60132, Sub. 12, Ford Bros. Permit 
proposed. Over irregular routes, petroleum products, in bulk, 
in tank trucks, (a) between Ironton, Middleport, O., and Hunt- 
ington and Kenova, W. Va., on the one hand, and, on the other, 
points in Ky. located on and east of U. S. highway 31-W; (b) 
between points in Kanawaha county, W. Va., on the one hand, 
and, on the other, points in Ky. located on and east of U. S. 
highway 31-W, and all points in O.; and (c) between Leach, 
Ky., Catlettsburg, Ky., and Kenova, W. Va., on the one hand, 
and, on the other, points in a described Va. area, with pro- 
vision for no duplication of authority. 

Virginia (Charlottesville)—MC 59238, Sub. 31, Virginia 
Stage Lines, Inc. Certificate proposed. Passengers and their 
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baggage, and express, mail and n€wspapers in the same vehicle, 
between New Market, Va., and Broadway, Va., over a described 
regular route, and return over the same route, serving all inter- 
mediate points. 

Massachusetts (Cambridge)—-MC 50439, Sub. 19, Becker 
Transportation Co., Inc. Certificate proposed. Petroleum prod- 
ucts, in bulk, in tank trucks, from Dracut, Mass., to points in 
N. H. on and south of N. H. highway 25, and points in a de- 
scribed Vt. area, over irregular routes. 

Indiana (Richmond)—MC 40235, Sub. 3, I. R. C. & D. 
Warehouse Corporation. Certificate proposed. General com- 
modities, with exceptions, over described regular routes, for 
operating convenience only, in connection with applicant’s 
otherwise authorized regular-route operations, with no service 
at intermediate points, (1) between Cincinnati, O., and In- 
dianapolis, Ind.; (2) between Cincinnati and Connersville, Ind., 
and return; (3) between Richmond, Ind., and Muncie, Ind.; 
(4) between Indianapolis and junction Ind. highways 38 and 
67; and (5) between Muncie and Portland, Ind., with provision 
for no duplication of operating rights. 

Oklahoma (El Reno)—MC 40030, Sub. 1, El Reno Transfer 
and Storage Co. Certificate proposed. Household goods and 
emigrant movables between points in Canadian county, Okla., 
on the one hand, and, on the other, points in Ariz. and Calif., 
over irregular routes, traversing Tex., N. M., and Nev., for 
operating convenience. 

Missouri (St. Louis) —-MC 30378, Sub. 19, Associated Trans- 
ports, Inc. Certificate ~roposed. New automobiles, new trucks, 
new bodies, new cabs, and new chassis, and parts thereof, by 
the truckaway and driveaway methods, in initial movements, 
from the site of the plant of the Lincoln-Mercury division of 
the Ford Motor Co., situated at or near the St. Louis-Lambert 
Municipal Airport, St. Louis county, Mo., to points in Ala., on, 
north, and west of U. S. highway 11, Ky., Miss., on and north 
of U. S. highway 80, and Neb., over irregular routes, and dam- 
aged or rejected shipments on return movements, through 
Tenn., Ark., Ky., Ia., and Kan., for operating convenience. 

Missouri (St. Louis)—-MC 30378, Sub. 18, Associated Trans- 
ports, Inc. Certificate proposed. New automobiles, trucks, 
and, truck chassis, bodies, and cabs, in initial movements, in 
truckaway and driveaway service, from Kansas City, Mo., to 
points in Ill., and rejected shipments of the same commodities 
on return, over irregular routes. 

Idaho (Twin Falls)—-MC 30251, Sub. 9, Gordon Ray. Per- 
mit proposed. Petroleum products, in bulk, in tank trucks, 
over irregular routes, from Salt Lake City, Utah, to points in 
34 Ida. counties, and refused, damaged, or contaminated ship- 
ments of the aforementioned commodities from the aforemen- 
tioned destination points to Salt Lake City, provided applicant 
submits a request for revocation of permit in MC 30251, Sub. 8. 

New York (Binghamton)—MC 29929, Sub. 2, Canny Truck- 
ing Co., Inc. Certificate proposed. General commodities, with 
exceptions, serving points in Dickinson and Fenton townships, 
Broome county, N. Y., as intermediate and off-route points in 
connection with applicant’s presently authorized regular-route 
operations between New York, N. Y., and Binghamton, and 
between New York and Elmira, N. Y., described in MC 29929. 

Connecticut (New Haven) —MC 27956, Sub. 1, County 
Transportation Co., Inc. Certificate proposed. Passengers and 
their baggage, and newspapers and newspapers and mail, in the 
same vehicle, over described regular routes between Rye, N. Y., 
and the Westchester County Airport, Harrison, N. Y., and re- 
turn, and between specified Conn. points, with service at all 
intermediate points on the described routes. 

New York (Endicott)—MC 26771, Sub. 7, Nestor Bros., 
Inc. Certificate proposed. General commodities, with excep- 
tions, serving points in Dickinson and Fenton townships, Broome 
county, N. Y., as off-route points in connection with applicant’s 
presently authorized regular-route operations to and from 
Binghamton, as set forth in certificate MC 26771. 

Ohio (Cleveland) —MC 19575, Sub. 9, Rudolph Lengle. 
Permit proposed. Over irregular routes, heating and air-condi- 
tioning units, equipment, and parts thereof, from Cleveland to 
points in Cook county, Ill., and described areas of Ind., Mich., 
Pa., W. Va., and all points in N. Y. and N. J., and rejected 
or damaged shipments on return to Cleveland. Permit pro- 
posed to be conditioned on applicant’s request for cancellation 
of specified portions of permits in MC 19575 and Same, Sub. 1. 

Tennessee (Memphis)—-MC 1506, Sub. 9, Dixie Greyhound 
Lines, Inc. Certificate proposed. Passengers and their bag- 
gage, and express, mail, and newspapers, in the same vehicle, 
(1) between Brownsville, Tenn., and Humboldt, Tenn., over 
U. S. highway 79, and (2) between Atwood, Tenn., and Paris, 
Tenn., over U. S. highway 79, with service at all intermediate 
points on the described routes. 


West Virginia (Charleston)—-MC 1504, Sub. 85, Atlantic 
Greyhound Corporation. Certificate proposed. Passengers and 
their baggage, and newspapers, express, and mail, in the same 
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vehicle, between junction of S. C. highway 28 and unnumbereg 
highway near Clarks Hill, S. C., and the site of Clarks Hi] 
Dam, over unnumbered highway, serving all intermediate 
points. 


West Virginia (Charleston)—-MC 1504, Sub. 82, Atlantic 
Greyhound Corporation. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers, in the same 
vehicle, between junction U. S. highway 503 and S. C. highway 
90 near Conway, S. C., and junction S. C. highway 90 and U. §. 
highway 17 near Little River, S. C., over S. C. highway 90, 
serving all intermediate points. 


Virginia (Richmond)—MC 76978, Sub. 2, John D. Blair, Jr. 
Permit proposed. Under individual contracts with persons en- 
gaged in processing and marketing tobacco, tobacco and mate- 
rials, equipment, supplies and machinery used in processing, 
marketing and transportation of tobacco, between Winston- 
Salem, Varina, and Fuquay Springs, N. C., on the one hand, 
- on the other, Richmond, Va., and points in a described area 
of Va. 


West Virginia (Martinsburg)—-MC 78859, Sub. 4, Robert 
Lee Emery, Jr. Denial of certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers, between 
Clark’s Gap, Va., and Washington, D. C., over a specified route, 
serving indicated intermediate points. 


Oregon (Portland)—-MC 78206, Sub. 4, Kenneth Poorman 
Co. Certificate proposed. Lumber, between points in Ore. west 
of the Cascade Mountains on the one hand, and, on the other, 
all points in Ore. on and west of U. S. highway 101 and those on 
and north of U. S. highway 30 west of Portland, including Port- 
land, and Vancouver and Longview, Wash., over irregular 
routes. 


South Dakota (Highmore)—MC 107614, A. H. Coates. Cer- 


tificate proposed. (1) Livestock, between Highmore and points 
within 25 miles thereof, on the one hand, and, on the other, 


points in Ia. and Minn.; (2) emigrant movables, between High- 


more and points within 25 miles thereof, on the one hand, and, 
on the other, points in Ia., Minn., and Neb.; and (3) lumber, 
animal and poultry feeds, feed minerals, seeds, and farm ma- 
chinery and implements (not including parts therefor), from 
Minneapolis, Minn., and Sioux City, Ia., to Highmore and points 
within 25 miles thereof, over irregular routes. 

Washington (Mount Vernon)—MC 79648, Sub. 2, (cor- 
rected), E. T. Staudt. Certificate denial proposed, for want of 
prosecution. Special commodities, from Ore. to Wash. points. 

Wisconsin (Algoma)—MC 107997, P. C. Gerhart and Karel 
F. Gerhart, dba P. C. Gerhart & Son. Denial of permit pro- 
posed. Dri-gas, in steel cylinders, from Chicago, Ill., to points 
and places in Wis., over irregular routes. 

Wisconsin (Burlington)—MC 107958, Robert A. Hoerne- 
man. Certificate proposed. Quarried stone, over irregular 
routes, from Lannon, Burlington, and Waukesha, Wis., and 
points within 5 miles of each, to points in IIl., and brick, from 
Chicago, Ill., to Burlington, Wis., and points within 5 miles 
thereof. 

Nebraska (Valentine)—-MC 107932, Henry Johnson and 
Edna Johnson, dba Johnson Transport Service. Certificate pro- 
posed. Liquid petroleum products, in bulk, over irregular routes, 
between Carter Lake and Council Bluffs, Ia., on the one hand, 
and Springfield and Valentine, Neb., on the other. 

South Dakota (Yankton)—-MC 107884, Frank J. Kozak, 
dba Kozak Station. Denial of certificate proposed. Specified 
commodities, between Yankton and points in S. D. within 20 
miles thereof, on the one hand, and points in Ia., Neb., Ill., and 
Minn., on the other, over irregular routes. 

New York (New York)—MC 107561, Martin O’Hara, dba 
Martin O’Hara Van Service. Certificate proposed. Household 
goods, used furniture and church and religious fixtures, between 
points in N. Y., on the one hand, and Washington, D. C., and 
points in N. J., Del, Md., Conn., and R. I., on the other, and 
household goods and church and religious fixtures between 
points in N. Y., on the one hand, and points in Mass., on the 
other, over irregular routes. 

New York (Brooklyn)—-MC 107523, Moe Bader, dba Moe's 
Mountain Service. Denial of certificate proposed. Passengers 
and their baggage, between New York, N. Y., and points in 
Sullivan county, N. Y., over irregular routes, in special opera- 
tions, in the season from May to September of each year. 

Nebraska (Sidney)—-MC 107368, Sub. 1, Herman C. An- 
drew, dba Andrew Transfer. Denial of certificate proposed. 
New and used farm machinery and implements and parts there- 
fore, and twine, between Sidney, Neb., on the one hand, and 
points in S. D., Wyo., and Colo., and between Cheyenne, Wyo; 
on the one hand, and Ogallala, Neb., and points in a defined 
area of Neb., on the other, over irregular routes. 

Maryland (Fullerton)—-MC 107317, John Walter Jones, 
Jr., and George Anthony Shaffer, dba Mercury Transfer. De- 
nial of certificate proposed. Metal products (raw steel, aluml- 


ediate 


lantic 
‘S and 
same 
shway 
ate. 
ay 90, 
ir, Jr. 
ns en- 
mate- 
-ssing, 
nston- 
hand, 
d area 


Robert 
rs and 
tween 

route, 


orman 
>. west 

other, 
lose on 
x Port- 
egular 


s. Cer- 

points 

other, 
. High- 
d, and, 
umber, 
m ma- 
, from 
| points 


, (cor- 
vant of 
Dints. 

1 Karel 
lit pro- 
. points 


Toerne- 
regular 
S., and 
k, from 
> miles 


on and 
ite pro- 
routes, 
e hand, 


Kozak, 
pecified 
thin 20 
[1l., and 


ra, dba 
usehold 
oetween 
C., and 
er, and 
between 
on the 


a Moe's 
ssengers 
oints in 
1 opera- 
year. 

C. An- 
roposed. 
's there- 
nd, and 
e, Wwyo., 
defined 


r ~Jones, 
fer. De- 
, aluml- 


March, 22, 1947 


num, brass, and copper), between Baltimore, Md., and Phila- 
delphia, Pa., over specified routes. 
Wyoming (Cheyenne)—MC 106621, Sub. 7, H. B. Bryan, 


dba Melton Transfer Co. Certificate proposed. Petroleum 
products, in bulk, in tank trucks, from Cheyenne, Wyo., to 
points in Lawrence, Shannon, and Bennett counties, S. D., 
points in Neb., on and west of U. S. highway 83, and to Gothen- 
burg, Neb., over irregular routes, with rejected shipments on 
return. 


New Hampshire (Plaistow)—-MC 106372, Sub. 2, Robert 
E. Walters, dba City Oil Transportation. Certificate proposed. 
Petroleum products, in bulk, in tank trucks, from Dracut, 
Mass., to points in N. H., on and south of N. H. highway 11, 
over irregular routes, with rejected shipments on return. 


Illinois (Momence)—MC 104965, Sub. 5, Strassy’s Service 
System. Permit proposed. Cream and milk, processed, or 
unprocessed, in bulk, in tank trucks, between all points in II1., 
Ind., and those in Wis., in or south of Crawford, Richland, 
Sauk, Columbia, Dodge, Washington, and Ozaukee counties, 
Wis., over irregular routes. 


Oregon (Forest Grove)—-MC 104540, Sub. 4, Delmer Kiser, 
dba Kiser Truck Service. Certificate proposed. Rough lumber, 
between points in Yamhill and Washington counties, Ore., on 
the one hand, and, on the other, points in Yamhill, Multnomah, 
and Washington counties, Ore., which are served by railroad, 
Portland, Ore., and Vancouver, Wash., over irregular routes. 


Michigan (Dearborn)—-MC 87928, Sub. 3, Automobile 
Transport, Inc., of Delaware. Certificate proposed. New auto- 
mobiles, new trucks, new bodies, new cabs, new chassis, and 
parts thereof, in initial movements, over irregular routes, by 
the truckaway and driveaway methods, from the site of the 
plant of the Lincoln-Mercury division of the Ford Motor Co., 
situated at or near the St. Louis-Lambert municipal airport, 
St. Louis county, Mo., to points in Ala., on, north, and west 
of U. S. highway 11, Ark., Ill., Ind., Ia., Kan., Ky., Mo., Neb., 
Okla., Tenn., and Miss., on and north of U. S. highway 80 with 
rejected shipments on return. 


Kansas (Wichita)—-MC 30605, Sub. 58, Santa Fe Trail 
Transportation Co. Certificate proposed. General commodities, 
with exceptions, over a regular route, between junction of 
U. S. highway 54 and Kan. highway 96, and junction Kan. 
highways 96 and 39. 


Illinois (Chicago)—-MC 954, Sub. 15, Mid States Freight 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, over a specified alternate route for operating con- 
venience in connection with regular route operations, from 
Kansas City, Mo., to Chicago, Ill. 


New Mexico (Springer)—-MC 106303, Sub. 3, Roy M. Wood. 
Certificate proposed. Livestock, livestock feed, and farm and 
ranch supplies and equipment, between farms and ranches in 
Colfax, Mora, Union, San Miguel, and Harding counties, N. M., 
except those in Harding county south of a line extending from 
Mosquero, N. M., over N. M. highway 39 to junction N. M. 
highway 65, thence along N. M. highway 65 to the Union 
county line), on the one hand, and, on the other, points served 
by railroads in the aforementioned N. M. counties, livestock 
feed and farm and ranch supplies and equipment from Trinidad, 
Walsenburg, Pueblo, Colorado Springs, Denver, and La Junta, 
Colo., to points in the aforementioned N. M. counties which 
are not served by railroads or motor common carriers operat- 
ing on a Fegular route, and livestock between the aforemen- 
tioned Colo. points, on the one hand, and, on the other, points 
in the aforementioned N. M. counties, over irregular routes 
in each instance. 


Illinois (Freeport)—MC 105272, Sub. 1, Lowell Seuring, 
dba Lowell Seuring Transfer Co. Certificate proposed. Such 
merchandise as is dealt in by wholesale, retail, and chain 
grocery and food business houses, and, in connection therewith, 
equipment, materials, and supplies used in the conduct of such 
business, between Freeport, Ill., on the one hand, and, on the 
other, points in Wis., on and south of U. S. highway 10, 
building materials, from Freeport to points in Wis., building 
materials and seed corn, between Warren, IIl., on the one 
hand, and, on the other, points in Ind., Kan., Mich., Minn., 
Neb., O., Pa., and S. D., farm machinery and parts thereof, 
from Berea,’ O., New Holland, Pa., Appleton, Madison and 
Racine, Wis., Minneapolis and Hopkins, Mass., to Freeport, 
Ill. from Minneapolis and Hopkins to Plainfield, Ill., and 
from Freeport to points in Wis., except points in Kenosha, 
Milwaukee and Racine counties, and silo parts and materials 
us€d in the construction of silos from Plainfield, Ill., on the 
one hand, and, on the other, points in Ill, Ind., Ia., Kan., Md., 
Mich., Minn., Mo., Neb., N. Y., O., Pa., S. D., Va., W. Va., 
and Wis., and from Mason City, Ia., to points in Ill., on and 
north of U. S. highway 40, except points in the Chicago 
commercial zone, over irregular routes. 
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Ex Parte 162 Increased Rate 
Findings Asked in Petitions 


A controversy with the railroads involving increases on Illi- 
nois bituminous coal rates under Ex Parte 162, Increased Rail- 
way Rates, Fares, and Charges, 1946, has resulted in petitions 
filed with the Commission by the Illinois Coal Traffic Bureau 
and by Inland Waterways Corporation, operating the Federal 
Barge Lines, for an interpretation of rule 8 of the master tariff 
X-162 filed to become effective January 1. 

The Illinois bureau asked for reconsideration and addi- 
tional findings in respect to increases authorized in the combina- 
tion rail-barge rates on bituminous coal from mines in the 
southern Illinois and DuQuoin districts to interstate destinations 
on the upper Mississippi River. It asked the Commission to 
hold that rule 8 was applicable to the rail-barge combination 
rates on the coal traffic involved, provided the barge portion 
of the through haul was subject to part III of the interstate 
commerce act. It also asked a finding and order restricting the 
authorized maximum increase in the rates to interstate destina- 
tions when transported over routes of rail carriers to East 
St. Louis and Alton, and thence Federal, or Central Barge Line 
Co., regardless of whether or not such coal is handled in bulk 
exempt tows, to 30 cents a ton over the base rates in effect 
via such carriers on June 30, 1946. 

Federal asked “for reconsideration and modification of 
findings in respect to increases authorized in combination rail- 
barge rates on coal from Illinois to interstate destinations. .. .” 
In addition asking that rule 8 be found to apply to rail-barge 
combination rates on the coal traffic subject to part III, Federal 
also asked a finding and order limiting to 30 cents a ton the 
increase on the traffic described by the Illinois bureau, and re- 
quiring Federal and the rail carriers participating in the move- 
ment to prorate the authorized increase on a rate-prorate basis 
using the separately established rates in effect June 30, 1946, 
as prorating factors. 

The petitioners each observed that Secretary Bartel, of 
the Commission, in response to a request for an informal ruling 
with respect to the coal rate increases, had said that, while 
the question was not free from doubt, he was of the view that 
the shipments were through shipments within the meaning of 
rule 8 and that a single increase must be applied to the rail 
and barge factors, as provided in that rule. They also observed 
that W. J. Kelley, secretary, Ex Parte No. 162 Interpretations 
Committee of the Railroads, in a letter to the director of the 
Commission’s Bureau of Traffic, had refused to accede to the 
views expressed in Secretary Bartel’s letter and to a single 
increase on any of the rail-barge traffic involved. 

The Illinois bureau cited a letter written by the com- 
merce attorney of the Illinois Central Railroad Co., addressed 
to the Commission on behalf of railroads involved in F. S. A. 
No. 18676, Fine Coal Rates to the Twin Cities, that the rail- 
roads had concluded to apply a higher interstate rate on rail- 
barge movements involved on the theory that such movements 
constituted through interstate shipments from the mines to the 
upper Mississippi River destinations. It said that, by tariffs 
published to become effective March 15, the railroads would 
remove the rates from the master tariff and increase interstate 
rates from the DuQuoin and Belleville groups an additional 10 
cents a ton over the increase of 15 cents a ton effective Janu- 
ary 1, to restore differential relationships with the southern 
Illinois group. 

Both petitioners asked early interpretation of the rule be- 
cause some movements of coal would occur before the effective 
date of Federal and Central barge tariffs, March 20. The IIli- 
nois bureau objected to “double or triple increase” in the rail- 
barge or rail-barge-rail rates. 


Mahogany Association Asks Amendment 

The Mahogany Association, Inc., has asked the Commission 
for reconsideration and amendment of the report to include 
mahogany logs and flitches where the word “logs” appeared, 
and to include mahogany lumber, mahogany veneer and built-up 
wood where “lumber, veneer and built-up wood” were shown 
in appendix 1 to the report, on page 5. This, it said, would 
permit amendment of the blanket tariff so that established and 
necessary rate parties and relationships existing prior to Janu- 
ary 1 might be restored. 

The association said that, to disturb the relationship or 
widen the spread in the rate on mahogany logs, lumber or 
veneer, or compared with native logs, lumber and veneer, would 
be disastrous to the Mahogany industry. 


EX PARTE 162 ROCK INCREASES SUSPENDED 
By an order in I. and S. No. 5471, Ex Parte 162 Increases— 
Various Commodities, the Commission has suspended from 
March 18 to and including October 17, the operation of certain 
schedules published in Supplement No. 6 to joint tariff, Agent 
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W. J. Bohon’s I. C. C. No. 771, and also joint tariff Agent W. J. 
Bohon’s I. C. C. No. 773 (Ex Parte 162 master tariff of in- 
creases). 

The Commission said the suspended schedules proposed to 
revise the application of the Ex Parte 162 increases on salt 
cake, ganister rock, silica rock, quartzite and quartzite rock, 
in carloads, and to establish a new rule to govern application 
of the Ex Parte 162 increases on mixed carloads of two or 
more commodities moving at a common rate. 


State Action on Ex Parte 162 Rates 


Representatives of approximately 30 large shippers ap- 
peared before the Public Service Commission of New York 
State, at a hearing March 11 in Syracuse, to defend the sus- 
pension of a 25 per cent increase on intrastate class rates and 
to support the present increase of 20 per cent. Commissioner 
Spencer B. Eddy announced a further hearing March 25 in 
Albany for additional testimony by the carriers and cross- 
examination of witnesses. 

Shippers contended that a 25 per cent rate increase would 
be unfair in comparison with the treatment accorded some 
other states by the Interstate Commerce Commission in its 
decision in Ex Parte 162. 

James V. McMahon, manager of the traffic bureau, Syracuse 
Chamber of Commerce, and chairman of the special rate com- 
mittee, Associated Industries of New York State, Inc., stated 
that “increases granted in rail rates are immediately reflected 
in increases in motor carrier rates, and a circle of increases is 
thereby created which adds to the cost of production of finished 
goods.” 

Testifying in opposition to a further increase in intrastate 
rail rates, Mr. McMahon said that industry has been faced with 
the same problems as the railroads—rising costs of materials 
and wages. “The higher the rail rates the greater the diversion 
of freight to the truck lines,” he said. 


Action of Missouri Commission 


The Missouri Public Service Commission on March 10 
granted intrastate railroad rate increases similar to those au- 
thorized by the Commission in Ex Parte 162. The increase in 
passenger fares authorized in November, 1943, was continued 
without expiration date. Increases not in excess of 10 cents a 
net ton were granted on gravel and sand, stone, fluxing stone, 
agricultural or ground limestone, furnace slag, and cinders. 
Increases of 20 per cent, but not in excess of 40 cents a net ton, 
were granted on cement, asphalt, and tar. An increase not in 
excess of 20 per cent to apply to less-carload motor-compelled 
class rates was specified, and an increase in the minimum 
charge for a single shipment not to exceed 75 cents was granted. 
The commission order took effect five days after date. The 
case was docketed as No. 10821. 


S. C. MOTOR INCREASE AUTHORIZED 

The Public Service Commission of South Carolina, in a 
report in No. 4605, Application No. 246 of Motor Truck Rate 
Bureau, Inc., for authority to increase rates on less-truckload 
and any-quantity shipments weighing less than 5,000 pounds, 
has authorized applicant to retain present rates on shipments 
weighing less than 2,000 pounds, and to provide rates for ship- 
ments weighing 2,000 pounds or more on the basis of rates in 
effect prior to March 27, 1942, plus 20 per cent, with excep- 
tions. The commission by its order No. 5046 authorized the 
increases as a temporary measure. The rates may be made 
effective March 31, 1947, on five days’ filing notice, subject to 
expiration September 16, 1947, unless sooner canceled, changed 
or extended by the commission. The order further provides 
that, except to the extent hereby retained, rates maintained 
under authority of the commission’s order No. 4650, entered 
herein September 24, 1946, shall expire concurrently with the 
effective date of the rates hereby authorized, but not later 
than March 31, 1947. The commission dealt with a situation 
arising intrastate as the result of I. C. C. action in I. and S. 
M-2721, Increased Rates Within South and Between South- 
North and I. C. C. special permissions authorizing certain in- 
creases interstate, and application of the carriers to apply in- 
trastate increases similar to those made interstate. 


Florida Commission Acts to 
Cancel L-2 Arbitraries 


Expressing the opinion that the so-called L-2 arbitraries on 
Florida intrastate traffic are no longer justified nor practical 
and should be cancelled, the Florida Railroad Commission has 
announced a public hearing on the matter, to be held at 10 a.m., 
May 5, in the Roosevelt Hotel, Jacksonville. 
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The Interstate Commerce Commission, on July 7, 1925, 
entered an order in No. 13494, authorizing class rates to and 
from the Florida peninsula on a level somewhat higher than in 
other parts of the Southern Territory. On October 29, 1928, 
by an order in docket No. 1000, the Florida commission author- 
ized the application of similar rates within peninsular Florida. 
These rates are commonly referred to as the I.C.C. docket 
13494 K2 scale of rates with the L2 arbitraries added on intra- 
state traffic between points in Florida for single or joint-line 
movement south of the line of the Seaboard Air Line Railroad 
from Jacksonville to River Junction, Fla. 


The commission, in its notice of the May 5 hearing, observed 
that the Florida carriers have found it desirable to eliminate 
such arbitraries voluntarily upon a vast number of commodities 
moving within the peninsula, but that nevertheless the arbi- 
traries are still applied to a considerable portion of the traffic, 
“At the time said arbitraries were prescribed,” stated the com- 
mission, “Florida was considered as a pioneer state from an 
industrial standpoint. . . . During the past 20 years, however, 
Florida has outgrown its position as a pioneer state and has 
become one of the important ranking traffic-originating and pro- 
ducing states of the nation.” 


The L-2 arbitraries as plussed by the Ex Parte 162 de- 
cision has resulted in “sky-rocketing” rates from and to Flor- 
ida, as compared with rates between other southeastern states, 
members of the commission observed. 





MC C-886, New England Motor Rate Bureau, Inc., Boston, Mass., vs. 
Robert A, Watt, et al., dba Watt Bros., Central Falls, R. I. 


Alleges reduction of rates on various types of cable, from 
Bayonne, Byway and Perth Amboy, N. J., to Boston, Zones 1, 2, 
and 3, are below rates of all other motor common carriers, and 
that minimum weights provided in schedule (supplement No. 4 to 
MF I, C. C. No. 3, effective March 1) could not legally be carried 
in a single vehicle in violation of section 217. Asks investigation 
and hearing ‘‘forthwith’’ and rates at the ‘‘motor carrier level.” 
(I. C. Bailey, commerce assistant, New England Motor Rate Bureau, 
Inc., 262 Washington St., Boston, Mass.) 


No. 29645, supplemental, Transcontinental Rates and Estimated Weights 
on Vegetables. 


Order of November 4, 1946, instituting proceeding amended to 
include carload transportation of carrots, with or without tops and 
with or without ice in containers, from points of origin in Texas, and 


to make carriers, ‘not already respondents, who participate in that 
traffic, additional respondents. 


No. 29574, Sub, 6, Wilson & Co., Inc.,-Chicago, Ill., vs. A. & R., et al. 
Alleges rates on fresh meats and packing house products, in 
straight or mixed carloads, from various points, including Chicago, 
Cedar Rapids, Ia., Albert Lea and Faribault, Minn., South Omaha, 
Neb., Kansas City, Kan., Oklahoma City, Okla., and Columbia, 
Ga., to points in Southern Territory, in violation of section 1. Asks 
cease and desist order, rates, (Louis R. Simpson, Wilson & Co., 
Ine., 4100 S. Ashland Ave., Chicago 9, Ill.) 
No. 29712, Liquefied Petroleum Gas Association, Inc., Chicago, Ill., vs. 
Ahnapee & Western, et al. 

Alleges rates on tank-car shipments of liquefied petroleum gas, 
between points in Official Territory, in violation of section 1, by 
reason of fact that charges are based on estimated weight of 6.6 
pounds a gallon. Asks cease and desist order, and rates not ex- 
ceeding present rates based on an estimated weight of 4.7 pounds a 
gallon. Asks consolidation of complaint with I. and S. 5440, Lique- 
fied Petroleum Gas in Official Territory. (Norman, Quirk & Webb, 
1512 Kentucky Home Life Bldg., Louisville 2, Ky.) 


No. 29708, All-Water, Water-Rail, and Rail-Water Rates between Pa- 
cific Coast Ports and Interior Points. 

Investigation instituted by the Commission, on its own motion, 

into water carrier rates or rates established jointly with common 


carriers by railroad between ports in the U. S. on the Pacific Coast 
and certain interior points. 


No. 29652, Sub. 1, Swift & Co., Chicago, Ill., et al., vs. South Omaha 
Terminal Railway, et al. 


Alleges demurrage charges on refrigerator cars delivered in the 
month of January, 1946, at plants of complainants in South Omaha, 
Chicago, Philadelphia, Cleveland, and Baltimore, contents of which 
could not be unloaded because of a strike of employees, in violation of 
section to the extent charges collected were in excess of $1.20 a car a 
day after expiration of free time. Ask cease and desist order and pay- 
ment of a total of $2,219.10 by defendants, together with a refund of 
$66.57 federal taxes collected in connection with the charges. (Ross 
Dean Rynder, 4115 Packers Ave., Chicago, Ill.) 
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Commission Expands Rail-Water 
Investigation to Interior Points 


New order of investigation covers water and joint 
water and rail rates between Pacific Coast and interior 
points. Earlier orders amended to include and delete 
commodities. Following opinion of Attorney General 
that conference as to rates between rail and water car- 
riers, under Commission order, would not violate anti- 
trust laws, Commission directs carriers to negotiate and 
make public resulting proposals by April 7. Hearing 
in Washington set for April 22 


The Commission, March 18, instituted a new investigation 
of joint rail and water and water rates, and amended the com- 
modity lists included in appendices to orders issued earlier 
instituting two investigations, one into transcontinental rail 
rates, and the other into intercoastal water rates. At the same 
time, pursuant to a ruling of the attorney general of the United 
States, that rate negotiations between the rail and water carriers 
would not violate the antitrust laws if held under an order of 
the Commission, the latter directed the two groups of carriers 
to undertake such negotiations and submit proposals, to be 
made public by April 7. Hearings in the three proceedings will 
be held April 22, in Washington, D. C., before Commissioner 
Alldredge and Examiners Hosmer, Colgren, and McCloud. 


The new phase of the investigation was instituted by an 
order in No. 29708, All-Water, Water-Rail and Rail-Water 
Rates Between Pacific Coast Ports and Interior Points. An 
appendix to the order named 90 railroads and the following 
water carriers respondents: Bay Cities Transportation Co.; 
Border Line Transportation Co.; Inland Waterways Corpora- 
tion; Isthmian Steamship Co.; Mississippi Valley Barge Line 
Co.; Puget Sound Freight Lines; M. S. Lauritzen, G. B. Laurit- 
zen, and N. P. Bush, dba Richmond Navigation & Improvement 
Co.; California Transportation Co. and Sacramento & San 
Joaquin River Lines, Inc., dba The River Lines; and War 
Shipping Administration, Luckenbach Gulf Steamship Co., Inc., 
Agent. 

Rates to be investigated were named in an Appendix A, as 
follows: 

APPENDIX A 
a. 

All-water rates from points in Alabama, Arkansas, Illinois, Indiana, 
Iowa, Kentucky, Minnesota, Mississippi, Missouri, Ohio, Tennessee, and 
Wisconsin to Pacific Coast ports published in Agent W. G. Oliphant’s 
tariff I. C. C. No, A-59 on the following commodities: 


Commodity Tariff Item No. 
RR NENINN, OND ORI 5 rane. a: s-nicnore wronk arb da Aare km W Ae ee Bo aoecmate ede 410 
II eg) so bare a cS hone Geeta dae Rents tbawte 590 
Pee Enen Marlee aan NEED RN ENCION 5 ook «cipscaiew rcs sab edpadiasea dene 700 
RePUwG, ACNE, GEMICRIG, COC. o.oo 5 oasis ov o0cns cn bergsdeee 750, 780 
EE SSS a SEE ee a rites es “eee ee ot ee! al Selva Sg 790 
IDGRVEGED! © oo isis oli s-<'40 PF bt sacle wea eb QRey dis Chee wo aeids ¢ bee ONE eKeee eats 985 
GUND: SAS EN SRI os. ccs rw starnive oleseiw ns outros dea Sie ole te 1145-1262, inclusive 
ras ie NE I ME ao o.g aw po':0 gee e.d era be a,b W aie wh Ae 1450, 1452 
RETTIGCEREORE, CODUDS BOKEE,. CCC... <.0...0,s:00.0000 605.009.0004 00% 2000 020% 1660 
ag A IE a ESE Oe le ene OU AEE Ly IC Tek aL Se are A 1718 
PTUeENNNEL GUE 6 Obi sels) d ce ss ela a Deo cd eben bible ed 3 Oo Be 1793 
EE SRR eee Pat aes ee eer ee Pee Tees ees Reet eT: 1810 
EM BS ha ita ands ie Cas eA chs Seas dese vues sh d hain ome ete made 1840 
OUR SN ec ohne lc ate ia onl foi av ong s odcaiaieooie pease 1890, 1895, 1900, 1910 
Ses; UE AMREE on a chee Li hue CO a ee a nutavee aaa bee mane 1930 
On CORN 53 SSE CRU ee wa i oa sen Ok Re wees poioe tc on ee ee 1950 


Rail-water rates from points in Illinois, Indiana, Iowa, Kentucky, 
Missouri, Ohio, and Tennessee to Pacific Coast ports published in Agent 
R. G. Raasch’s tariff I. C. C. No. 477 on the following commodities: 


Commodity Tariff Item No. 
SRE SENS MAUI oc, 5s obo acme aan aie. sare wkd waRH DLR: ok haw teeeAMe 220, 225, 230 
DRUGS. GOONER, CHOENBIOEIE,. GRE 5 a6 0:0.0-050.05-<rba-e how Sages baba Sawiea 235 
ee ee FRR TOTS OTE E LS 240-407, inclusive 
BO reer ne Pl eg Mae REN Ore Li dey eats pina gate eehs aa oeeeeel Ae tee 410 
SUDA POURS 52) Lis d.cccnig ac Sebo ed CER See he oecele a ye hie.od RO bE eed 420, 425 


3. 


Rail-water rates from points in Illinois, Indiana, Iowa, Kentucky, 
and Missouri to Pacific Coast Ports published in Agent W. G. Oliphant’s 
tariff I. C. C. No. 249 on the following commodities: 


Commodity Tariff Item No. 
OTe ene ak ud dos eater lok wha Sates nian oie 220, 225, 230 
Drugs, Mesimes Cwemicals, Ete; ..i.....02 626%.0ss08eeeeuadseseeeeae 235 
CGT) AE ID UE, osc tease aneenwesewemawsca sgn 240, 407, inclusive 
SSE Anette et cha he is), 2 cat thn sed went Md wk encase Soe 410 
oe ake lat gear pi = “ohdlh am ed IR Nath Sadi ABE cel Caries eee ee KS Nid ced ee 425 


4, 


All-water rates from Pacific Coast ports to points in Alabama, 
Arkansas, Illinois, Indiana, Iowa, Kentucky, Minnesota, Mississippi, 


Missouri, Ohio, Tennessee and Wisconsin published in Agent W. G. 
Oliphant’s tariff I. C. C. No. A-58 on the following commodities: 


879 

Commodity Tariff Item No. 
EN hic es cus corde ot cae Uae Oise kh hams come Mane ~ ee ee Leet 1320 
ey Sn Oe aS 54 Ue oe ee OA a re CAR, TA EY e 1380 
CaRBGGtpotiat Otes sa ENA. SENSI iid as a 
BvasGee RIS, Wt BE So Sains 5 1B. OS ECs og Bia nig aia Cieiein oie hisi bid bleld « ails 1610 
Teese! >). otro rto bert. iss cs bigs bow bas biden’ slbsinks Chaba ante 1690, 1691 
pS eee eee er ee Pe eer Pee Pe re ee ee ety te 1740 


Water-rail rates from Pacific Coast ports to points in Arkansas, 
Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Mississippi, Okla- 
homa, Tennessee, and Texas published in Agent D. Q. Marsh’s tariff 
I. C. C. No. 3428 on canned goods, etc, (Item No. 500). 

6. 

Water-rail rates from Pacific Coast ports to points in Alabama, Illi- 
nois, Indiana, Iowa, Kansas, Kentucky, Mississippi, Missouri, Ohio, and 
Tennessee published in Agent R. H. Hoke’s tariff I. C. C. No. 547 on 
canned goods, ete. (Items Nos. 200-230, inclusive). 

- 
Water-rail rates from Pacific Coast ports to points in Alabama pub- 


lished in Agent W. G, Oliphant’s tariff I. C. C. No. 240 on canned goods 
(Item No. 150). 


Commission Explains Action 


In a notice accompanying the orders, the Commission said 
it had given consideration to the motion of the Maritime Com- 
mission requesting expedited disposition of the proceedings and 
suggesting means of accomplishing such expedition (see Traffic 
World, March 8, p. 728). The Commission said it was clearly 
desirable that the proceedings be completed as soon as pos- 
sible consistently with the rights of interested parties, in view 
of the limitation of June 30 placed by Congress on continued 
operation of intercoastal steamship service by the government. 

As aforementioned, it therefore assigned the proceedings 
for hearing April 22 for the purpose of receiving evidence from 
the respondents and such shippers as might be prepared to 
proceed at that time. Additional hearings would be assigned at 
other points as scon as practicable after conclusion of the Wash- 
ington hearings, the Commission said, and added that “shippers 
and others who plan to introduce evidence are requested to 
advise the Commission as soon as possible, stating the approxi- 
mate time required and their preference as to place of hearing.” 

The prehearing conference held in January, said the Com- 
mission, disclosed “an obstacle to expedited disposition due to 
the absence of definite proposals for adjustment of rates by 
either the water or rail respondents”. It continued: 


As prayed in the motion of the Maritime Commission, and in order 
to afford the respondents, in conformity with the Commission’s general 
rules of practice, an opportunity amicably to adjust their differences, 
to effect satisfactory settlement of the issues in these proceedings, and 
to promote peace and harmony in this phase of the transportation in- 
dustry, the respondents are hereby directed to submit to this Commis- 
sion, without prejudice to any party in interest, proposals of adjust- 
ment in the form of suggested rates which they are prepared to defend 
as just and reasonable in conformity with the rules of rate-making set 
forth in section 15a (2) and 307(f) of the interstate commerce act. To 
that end the rail and water respondents are directed to confer for 
mutual consideration of their proposals in accordance with the letter 
from the Attorney General of the United States referred to in the motion 
of the Maritime Commission. The Commission.also suggests the attend- 
ance at this conference of a representative of the Maritime Commission 
if it desires to participate. Proposals so arrived at shall be made public 
for the information of interested shippers not later than April 7, 1947. 
In this manner it is believed that the issues involved in these proceed- 
ings will be clarified and the shippers better enabled to meet those 
issues. Nothing done as a result of such a conference, however, shall 
bind the Commission in any way. 

The prehearing conference also disclosed the need of certain amend- 
ments to the original orders of investigation in Nos. 29663 and 29664, 
as well as initiation of an additional proceeding embracing certain all- 
water, water-rail, and rail-water rates between Pacific Coast ports and 
interior points, Appropriate orders having that effect are attached 


hereto. 
Special Rules of Procedure 


The Commission said petitions of intervention were unnec- 
essary, adding that “persons who appear in opposition to re- 
spondents’ proposed rates will be considered protestants.” 

In order to save time and expense, the Commission 
“strongly urged” persons having common interests to endeavor 
to consolidate their testimony and arrange for cross-examina- 
tion by a limited number of counsel, the same course to be fol- 
lowed on oral argument. 

Rules 81-84 of the general rules of practice are to be ob- 
served in the preparation of exhibits and the Commission said, 
if possible, all exhibits introduced by each witness should be 
included in a single pamphlet with pages consecutively num- 
bered and suitably bound, at least 150 copies of each exhib‘t to 
be made available. Exhibits should be self-explanatory as far 
as possible, it said, to minimize time required for oral testimony. 

Those preparing testimony in writing should comply with 
rule 77, it said, furnishing a sufficient number of copies to sup- 
ply opposing counsel, the official reporter and the presiding 
officers, such statements to be prepared with a view to their 
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being copied into the record by agreement without being read, 
or to be submitted as verified statements. 

Verified statements (affidavits) without personal appear- 
ance of affiants would be received in the absence of objection, 
the Commission said, 150 copies of such statements to be pro- 
vided. Notice of objection is to be given promptly and objection 
to be considered waived if no notice is given, subject to right of 
any person to raise questions as to the weight of such state- 
ments. The Commission said it might, on its own motion or 
objection, exclude a verified statements or any portion thereof 
of not material or relevant, obviously incompetent, or argu- 
mentative. All verified statements received in evidence would 
be part of the record on which it would base its decision, the 
Commission said. 


Transcontinental Rail Order Modified 


The Commission also issued an order in No. 29663, Trans- 
continental Rail Rates, amending appendix A, which contained 
the tariff items and commodity lists to be investigated (see 
Traffic World, Dec. 21, p. 1647). 

Transcontinental group K-1, was added as an origin in the 
first section of Appendix A, and item 770, Sulphur, was deleted, 
and “section 2” added to item No. 4370. 

The iron and steel article items were amended to carry 
the words “(including hardware)” and the following item num- 
bers added: 5265, 5525, 5585, 5595, 5615, 5655, 5685, 5710, 5760, 
5762, 5780, 5830, 5841, 5842, 5853, 5863, 6500, 8130, and 8135. 

In part II of Appendix A, territorial group K-1 was added, 
. — tariff items 6210, Rice, and 6800, Dried Beans, Peas, and 

entils. 

Part III of Appendix A was amended to include lumber and 
shingles described “or referred to” in Agent Kipp’s Tariff 17-3, 
I. C. C. No. 1511, and item C-945 was deleted. 


Intercoastal Water Rate Order Modified 


The Commission’s amendment of No. 29664, Intercoastal 
cat Rates, read as follows (see Traffic World, Dec. 21, p. 
1647): 


It is ordered, That Appendix A to the Commission’s order of Decem- 
ber 12, 1946, in the above-entitled proceedings be, and it is hereby, 
amended by striking out the word ‘‘sulphur’’ under the heading West- 
bound Commodities, by striking out the words ‘‘iron and steel articles’ 
under the same heading and substituting therefor ‘‘iron and steel 
articles, including hardware’’; by adding under the heading Eastbound 
Commodities the words “‘rice’’ and ‘‘dried beans, peas, and lentils.” 


Pacific Coast Phase Added 


As a result of a prehearing conference with railroads and 
water carriers, the Commission has instituted another phase of 
the competitive rail-water investigation in No. 29703, All-Water, 
Water-Rail, and Rail-Water Rates between Pacific Coast Ports 
and Interior Points. 


At the same time, to promote “peace and harmony,” the 
Commission directed respondents to submit to it proposals of 
adjustment in the form of rates they were prepared to defend 
as just and reasonable in conformity with the rules of rate- 
making in the interstate commerce act. To that end, the Com- 
mission directed the rail and water respondents to confer in 
accordance with a letter the Attorney General of the United 
States had written the Maritime Commission, expressing the 
view that such a rate conference of the carriers under an order 
of the Commission would not violate the antitrust laws. As 
a result of that letter, the Maritime Commission asked the 
Commission to tell the carriers to negotiate (see Traffic World, 
March 8, p. 728). 

In directing the carriers to confer, the commission said 
nothing done as a result of such a conference would bind it in 
any way. 

At the same time, the Commission issued orders in No. 
29663, Transcontinental Rail Rates, and No. 29664, Intercoastal 
Water Rates, making certain changes in the lists of commod- 
ities involved. 

The three proceedings were assigned for hearing at Wash- 
ington, D. C., April 22, before Commissioner Alldredge and 
Examiner Hosmer, Colgren and McCloud. 


Maritime Commission Pleased 


Gratification over the action of the Interstate Commerce 
Commission ordering a hearing April 22 on the Maritime Com- 
mission’s petition for an investigation of rail freight rates that 
“compete detrimentally” with those of intercoastal water car- 
riers was expressed by Maritime Commission officials. It also 
was announced that in accordance with the I. C. C. directive 
that rail and water transportation interests confer on proposed 
rate adjustments and in accordance with a request of the 
I. C. C. the Maritime Commission, had named George E. Tal- 
mage, Jr., chairman of its domestic shipping committee, its 
representative at the conferences. 

Mr. Talmage was the first director of the I. C. C.’s Bureau 
of Water Carriers, special assistant to the late Joseph Eastman 
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when he was director of the Office of Defense Transportation, 
and during hostilities he was special assistant to Capt. Gran- 
ville Conway, War Shipping Administrator. 


Agriculture Department Asks Motion Denial 


The Department of Agriculture has asked the Commission 
to deny various motions, statements and suggestions filed with 
it in Ex Parte 164, “as well as others of similar purport.” 

A motion of the New Orleans Traffic and Transportation 
Bureau, seeking to bring into issue all-rail, rail-ocean, ocean- 
rail, rail-ocean-rail, and all-ocean rates on cotton from points 
in the south and southwest to points in Canada and in the 
New England and Middle Atlantic states was an undue broaden- 
ing of the issues, said the department. 

As to a motion of Refrigerated Steamship Line, Inc., that 
the Commission investigate all-rail and rail and water rates 
on citrus fruits from points in Florida to points in Trunk Line 
and New England territories, among other things, the depart- 
ment said the matter of those rates was the subject of the 
Commission’s decision in Citrus Fruit from Florida to North 
Atlantic Ports, decided December 10, 1946. Issues as to fourth 
section application No. 22438, which Refrigerated asked be 
stayed, had no place in Ex Parte 164, said the department. 

It also objected to a statement of water carriers in the 
north Atlantic-Gulf trade as to including in Ex Parte 164 rates 
on agricultural products. More than a mere reference to tariffs 
containing the rates on the commodities listed in the statement 
and a suggestion that they be put under investigation, was neces- 
sary, the department said, and that the carriers had failed to 
set forth at least a prima facie case of unreasonableness or 
other form of unlawfulness. 


L. A. Reply in Nos. 29663 and 29664 


The Los Angeles Traffic Managers Conference, of Los An- 
geles, Calif., has adopted the reply of the National Industrial 
Traffic League to a motion of the Maritime Commission for is- 
suance of directives to the rail and water-carrier respondents 
in No. 29663, Transcontinental Rail Rates, and No. 29664, Inter- 
coastal Water Rates, requiring them to enter into negotiations 
to resolve by mutual agreement the issues involved in those 
proceedings (see Traffic World, March 15, p. 806). ; 

The Los Angeles group said it also opposed the motion for 
the reasons presented by the League in its opposition. 

The Los Angeles Chamber of Commerce likewise asked 
denial of the M. C. motion, for the following reasons: 


1. Shippers must bear entire burden of increases resulting from 
such negotiations. Rate adjustments should be decided in public hear- 
ing with shippers represented. 

2. Attorney General Clark’s letter, dated February 21, 1947, gives 
no positive protection to your Commission in event Supreme Court 
rules such rate agreements violate antitrust laws. 

3. Even proposed liberalizing legislation now being considered by 
Congress in H. R. 221 and S. 110, denies your Commission authority to 
approve any agreement between different classes of carriers, not relat- 
ing to through routes or joint rates. 


Therefore, said the Los Angeles chamber, it was the Com- 
mission’s duty to hold public hearings as originally ordered. 


POTATO REFRIGERATION SUSPENSION CONTINUED 
The Commission, March 20, issued a notice in I. and S. 
No. 5458, Refrigeration, Potatoes from Southeast, saying it 
has decided to withhold action on a petition of the respondent 
railroads to vacate the order until after hearing, April 9. 
Under the suspended schedules railroads would not supply re- 
frigeration east of the Mississippi River and east bank Missis- 
sippi River crossings (see Traffic World, March 15, p. 811). 


1. C. C. PERSONNEL 


Three Commission district supervisors have resigned, and 
the services of one supervisor terminated, according to infor- 
mation obtained at the Commission. 

The three supervisors who resigned were: Ellis T. Longe- 
necker, and Grant E. Syphers, of Los Angeles, and Alfred H. 
Ribbink, of Fort Worth, Tex. The services of district super- 
visor Alexander Baxter, at Chicago, were terminated. 

Mr. Longenecker was appointed federal manager of 103 
midwestern truck lines when the Office of Defense Transpor- 
tation took over their operation in the war period. He also 
was placed in charge of operations at Chicago during a strike 
of truck workers. 


HANDLING ACETYLENE AND ANHYDROUS AMMONIA 

The Manufacturing Chemists’ Association announces the 
publication of Chemical Safety Data Sheets SD-7 on acetylene 
and SD-8 on anhydrous ammonia, the seventh and eighth in 
the series of chemical product safety manuals being prepared 
by it. Copies are available at 15 and 20 cents each, respec- 


tively, from the association, 608 Woodward Bldg., Washington 
s 2. Cc 
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N. I. T. L. Raises “Basic Question” 
of Motor Carrier Fair Return 


Brief filed by League in Central Territory less-truck- 
load increase proceeding says proceeding involves 
questions and policies of motor carrier regulation rep- 
resenting culmination of events and issues in prior 
cases in which doctrines have not been established 
or controlling precedents laid down. Relation to later 
proposed increases discussed 


The first question of seven posed for the Commission in a 
prief filed by the National Industrial Traffic League in MC 
C-518, Central Territory-Less Truck Load Class Rates, was 
whether or not the Commission should consider “the basic 
question of fair return” for motor carriers. That question 
had been pretty well settled as to railroads, the League said, 
but added that corresponding provisions regarding motor car- 
riers in section 216(i) of the interstate commerce act had not 
had similar final consideration by the courts. In connection 
with the cited paragraph of section 216, the League said para- 
graph (h) of that section might “introduce a limitation by 
i. of real distinction against section 15a applying to rail- 
roads.” 

Another difficulty discussed by the League in connection 
with MC C-518, in which the Commission, division 2, refused 
to suspend the increases, which became effective February 28, 
1946, but voted to investigate them, was the further increases 
filed on behalf of motor carriers in Central Territory adding, 
the League said, further increases of 14 per cent to be super- 
imposed over those “here involved.” 

The questions which the League said, from its standpoint, 
included important features of the case, were stated as follows: 


1. Question: What rate of return or measure of profit over and 
above expenses are motor common carriers entitled to demand as of 
right, considering their entire revenues or entire business, either in 
harmony with or contrast to the rule of fair return to railroads as 
recognized in section 15a? 

2. Question: Are motor carriers entitled to insist upon realizing on 
each class or type of traffic or each division of their transportation 
performances, the rate of return or measure or profit which may be 
recognized as their just and lawful due upon their business as a whole? 


3. Question: What is the true significance and final value of a 
study or showing concerning the profitableness or return realized by 
motor carriers on a part of their whole business, on a selected type of 
kind of traffic? May the Commission properly accept the particular part 
of any such study or showing which relates to the particular segment 
of traffic and service under inquiry when the carriers insist that the 
results of the same study or showing as regards other traffic could not 
properly be considered against them (not even in the nature of admis- 
sions against interest) in other proceedings involving the propriety of 
the rates on such other traffic? 

4, Question: In a revenue case, where in a recognized rate territory 
the carriers collectively claim the need for increased revenues and pro- 
pose emergency rate advances, are they entitled to approval notwith- 
standing the fact that such proposal destroys rate relationships and 
creates disparities in charges on different lots of the same commodi- 
ties? 

5. Question: Because the respondent motor carriers may have 
needed temporary or immediate revenue increases, does the discretion 
and judgment of the Commission extend to approval of increased rates 
which are not just and fair but are unreasonably prejudicial in com- 
ae with ‘other rates maintained by the same carriers on other 
raffic? 

6. Question: Does the record justify the Commission in reaching a 
final conclusion as to the reasonableness and propriety of setting up a 
division of motor carrier less-truck-load traffic, shipments under and 
over 5,000 pounds, distinct from truck-load shipments, of general com- 
modities? 

7. Finally, as a matter of adopted policy and course of administra- 
tive action will the Commission follow the established procedures and 
enforce the same doctrines under part II in the regulation of motor 
carrier rates which it has long and unwaveringly applied to section 
15(1) in the regulation of railroads? 


In a paragraph preliminary to the questions, under the 
heading “Major Issues and Vital Questions of Principle,” the 
League said, “as too frequently is the case in suspension or 
investigation proceedings,” there had been no definite framing 
of issues representing the conclusions of facts in controversy 
between the respondent carrier and protestant shipper interests. 
Neither, it said, did the record set forth any list of questions of 
principle, so that ‘one must study the questions to and answers 
of witnesses and observe the colloquies of counsel to discover 
wherein the parties may disagree or fail of common understand- 
ing as to the principles which should control and the facts 
which should determine in the final order.” 

.... The League observed that the tariffs, filed on behalf of 
Some 858 individual motor carriers”, were drawn to expire 
December 31, 1946, but that the carriers had been granted per- 
mission to extend the life of the increased rates to expire June 
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30. They were now being succeeded by further increases, in 
the same rates, with increases also in other rates, published to 
take effect March 3, it said. 

For a case of the magnitude and importance of this one, 
said the League, the record was not especially voluminous and 
the testimony and exhibits did not treat the issues as minutely 
or completely as cases of ordinary controversial nature cus- 
tomarily are presented. The whole case, it said, had an “emer- 
gency flavor,” adding that “it comes on for final decision as 
involving an emergency of carrier revenue needs which the 
respondents would have the Commission suppose have grown 
even more acute recently, for while the rates in question expire 
June 30, as already stated, respondents have filed further in- 
creases of 14 per cent to be superimposed over those here 
involved.” 

Before developing its argument in connection with each of 
the seven questions, the League discussed the importance “of 
this case vs. the changing rate proposals,” and said the shippers, 
at least, were confronted with great perplexity through the 
vacillating changes in motor carrier position respecting the 
rates they should be permitted to exact as reasonable to pro- 
duce revenues yielding a fair profit or reasonable return above 
expenses. It added that the case involved questions of “exceed- 
ing great importance” in the program and policies to be ob- 
served in the regulation of rates of motor common carriers. 
It said that “these questions in a way represent a culmination 
of events and of issues in prior cases wherein doctrines have 
not been established or controlling precedents laid down.” 

In another sense, said the League, the case might have 
lost its first importance through the new proposals of further 
and different rate increases and new developments as to the 
costs of transportation and the condition of the respondent 
carriers. While it had been suggested in some quarters that 
the case was moot. the League said that was a mistake because 
“the issues remain to be decided and the decision (in the light 
of developments) may be of even greater importance than 
would have been a decision if entered by a pie-powder court 
the day the rates were revised!” 

It said there would become effective shortly (if not sus- 
pended) general increased rates of the same respondent car- 
riers that would supersede and enlarge the increases not sus- 
pended in MC C-518. The carriers were undoubtedly claiming 
that their current revenues were insufficient and that further 
substantial increases over and above those published prior to 
the order in MC C-518 were necessary to produce the needed 
additional revenue, said the League, and continued: 

By final order in docket MC C-518 if the Commission should hold 
that the increased rates here involved would be excessive and unrea- 
sonable, such order operating for the future would automatically or 
directly cancel the increases recently published to the extent that the 
same rates are involved; but there is a much larger scope to the re- 


. cent increases. 


Such an order was required by the record, it said. This was 
so, it continued, notwithstanding that any ordinary rate pro- 
ceeding involving rates for the future was heard and considered 
in the light of the inescapable fact that conditions sometimes 
changed and the forecast of conditions (including costs) for 
the future would be different in testimony given in January 
than it might be in testimony given months later in June. The 
League suggested that perhaps the record was not final ‘‘in the 
wider sense.” Every informed person must conded that there 
must have been substantial changes in carrier costs, may have 
been substantial traffic changes due in part to changes in com- 
petitive matters, and that there might have been substantial 
changes in revenue needs or realization of carriers in Central 
Territory. 

“The League adopts the views of many shipper representa- 
tives, (entirely outside of the record in this case) that since 
the beginning of 1947 the revenue needs of the respondent 
carriers are much less, their realizations are better, their com- 
petitive situation has improved,” said the League. “These con- 
clusions could only be established in further hearings under 
this or some subsequent investigation.” 

The League said taking away the increases involved in MC 
C-518 would almost certainly produce operating deficits. Never- 
theless, it continued, “in form and substance those rate in- 
creases were not the reasonable and lawful method for acquir- 
ing more revenues, despite the practical fact that the Com- 
mission had little choice of a better way for meeting the emer- 
gency at that time. 

“All this amounts to suggesting that to argue this case and 
to urge final decision in it seems to be something less than a 
realistic treatment of a difficult situation,” said the League. 

At one point the League observed that counsel and’ wit- 
nesses for shippers and motor carriers had labored under pres- 
sure for months, and the Commission’s staff had been burdened, 
in respect of “the very numerous” proceedings involving rates 
and services of motor carriers and related questions of freight 
forwarder status, functions and charges. 
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Ohio Commission Claims Jurisdiction 
in Fare Increase Case 


The Public Utilities Commission of Ohio, in No. 29711, 
Increased Passenger Fares—Eastern Railroads, has asked the 
Commission to dismiss that petition “for reconsideration or 
modification of order in No. 11830, Ohio Rates, Fares, and 
Charges, 60 I. C. C. 78, dated January 10, 1921, on the ground 
that the fixing of rates, fares and charges within the state of 
Ohio upon the intrastate transportation of passengers is be- 
yond the authority, control or jurisdiction of the Interstate 
Commerce Commission and is, in fact, specifically reserved to 
this state by the interstate commerce act.” 

In No. 29711, the eastern railroads are seeking a coach 
fare increase from 2.2 to 2.5 cents a mile, and a first-class 
increase from 3.3 to 3.5 cents, with minimum one-way fare 
increased from 10 to 15 cents, and commutation fares and 
other forms of multiple fares in some instances by specific 
amounts and in others by about 20 per cent (see Traffic World, 
March 8, p. 713). 

The Ohio commission opened its brief in support of the 
motion to dismiss by quoting from North Carolina vs. United 
States, 89 Law Ed. Adv. OPS 1287, 1303, as follows: 


Neither section 13(4), nor any other Congressional legislation, indi- 
cates a purpose to attempt wholly to deprive the states of their primary 
authority to regulate intrastate rates, since the enactment of section 
13(4), as before its enactment, a state’s power over intrastate rates is 
exclusive up to the point where its action would bring about the preju- 
dice or discrimination prohibited by that section. 


It said modification of an order issued in 1921 was “an 
attempt to exclude this state from the proper authority and 
jurisdiction over intrastate fares” on the theory that the matter 
had already been decided and “would permit.a finding by the” 
Commission on a matter of intrastate rates that had not been 
before the Ohio commission. The proposed increased fares, it 
said, had not been granted, denied or fixed by the Ohio com- 
mission because they had never been before it, adding that 
“section 13(4) does not automatically require complete uni- 
formity in intrastate and interstate rates.” 

In the Ohio case, said the Ohio commission, the decision 
was made in 1921 on facts, conditions and circumstances in 
existence 26 years ago. It said the Commission had specifically 
found that a fare of 3.6 cents a mile was a just and reasonable 
rate to be applied on Ohio intrastate traffic. This rate found 
to be just and reasonable, it continued, was not the rate now 
in effect on which increases were proposed. 

“This proceeding,” it said, ‘‘was predicated upon a mere 
. difference in rates and order provided for removal of undue 


prejudice and preference and unjust discrimination by making. 


the Ohio intrastate rates the same as interstate rates. 

“Changed conditions, facts and circumstances in the past 
26 years would seem to justify the denial of request for modi- 
fication of this order to enable this state to now determine, by 
‘proper action before it, what readjustments may be necessary 
in its internal fare structure, which would be denied to the 
Ohio commission if requested procedure is followed.” 

The Ohio commission, in a section entitled “Ohio Juris- 
diction” proceeded to observe that it had always been com- 
pletely cooperative with the Commission and had “fully recog- 
nized its obligation of requiring Ohio passengers and shippers 
to supply their fair share of carrier income.” This disposition, 
it continued, had led the Ohio commission to construe the in- 
terstate commerce act as “superseding Ohio statutory law, to 
the extent necessary to enable the Ohio commission to author- 
ize intrastate increases corresponding to those allowed by your 
Commission in general rate increases.” 


In the case under consideration, it said, it did not question 
the power of the Commission, nor did it manifest in any way 
a disposition to prohibit the establishment of a just and rea- 
sonable fare, under all the circumstances of the case. It de- 
sired to cooperate with the Commission, said the Ohio body, 
“for the purpose of satisfying your Commission that there is 
no federal necessity to deprive the state commission of Ohio 
of power to make adjustment of the fares as may be found to 
be necessary as proven by facts and circumstances as they 
exist today.” 

“Unless your Commission shall believe that an exercise of 
the dominant power entrusted to it by Congress is necessary 
to insure that Ohio intrastate traffic will bear a fair share of 
the transportation burden, we submit, it may not properly 
exercise that power,” it continued. 

The Ohio commission said it believed the railroads should 
submit their petitions for proposed increases to it, without 
reference to previous orders and that “need for proposed fares 
for the future on Ohio intrastate transportation should be de- 
termined on present existing facts and conditions.” 
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It said the railroads “here concerned” had previously rec. 
ognized the authority of the Ohio commission as to intrastate 
fares as shown by petitions filed before the Commission jn 
which, it said, a 10 per cent increase in passenger fares was 
asked and granted. It said it was unable to understand why 
those carriers should now hold that the Ohio commission haq 
no jurisdiction because of an order of the Commission issued 
26 years ago, adding that “their position is not consistent.” 


S. M. R. C. Asks Simplification 
of Issues in Rate Cases 


The Southern Motor Carriers Rate Conference has asked 
the Commission to discontinue MC C-538, Increased Rates— 
to, from and within the South, and to vacate a portion of the 
order in I. and S. M-2721, Increased Rates Within South and 
Between South-North. ‘ 

In explanation it said that, in April, 1946, it had filed tariffs 
generally increasing rates on shipments weighing less than 
2,000 pounds by 20 per cent, maximum 20 cents a 100 pounds; 
on shipments weighing from 2,000 to 5,000 pounds, 10 per cent, 
maximum 10 cents a 100 pounds. These increases became 
effective on that date over the protests of certain sh‘ppers, it 
said, but that the Commission, on its own motion, began an 
oo in MC C-538 (see Traffic World, June 1, 1946, 
p. : 

Additional increases were filed to become effective Febru- 
ary 17, the conference said, amounting to 22% per cent gen- 
erally interterritorially between the south and Official Terri- 
tory, and 20 per cent within the south, on shipments weighing 
more than 5,000 pounds, over the rates in effect March 17, 
1942. These increases, it said, were practically the same as 
authorized in Ex Parte 162, Increased Railway Rates, Fares, 
and Charges, 1946, effective January 1 for the railroads. 

In addition, it said, shipments weighing less than 5,000 
pounds were increased an additional 15 per cent over the bas's 
referred to which resulted in higher charges than those under 
investigation in MC C-538. These increases were suspended by 
the Commission in I. and S. M-2721 (see Traffic World, Feb. 
22, p. 559). 

The conference then recalled that the Commission, in 
issuing its order in I. & S. M-2721, said it would give consid- 
eration to a special permission application to publish on short 
notice rates on a basis not exceeding that proposed on ship- 
ments weighing 5,000 pounds or more where the rates con- 
tinued in effect by reason of the suspension were lower. Such 
a special permission authority had been issued, said the con- 
ference, the rates having been published effective March 12 
which, it said, resulted in motor rates on shipments weighing 
more than 5,000 pounds being generally the same as the rail 
rates, and those on shipments weighing less than 5,000 pounds, 
either on the rail basis, or the basis that became effective 
May 20, whichever was higher. 

As the rates on the larger shipments were increased March 
18, 1942, by about 6 per cent, and February 21, 1944, by about 
4 per cent, the special permission increased (M-56801) 
amounted to only about 9% per cent, said the conference, 
“which is much less than anyone contends operating costs in- 
creased during that time.” 

The real gravemen of petitions for suspension had been 
the rates higher than the rail rates, it said, and that the wishes 
of the majority of the shippers, simplification of the issues and 
a partial protection of the motor carrier industry, and a speed- 
ier and less complicated hearing could be accomplished by dis- 
continuing the investigation in MC C-538, as all of the issues 
therein could be tried in I. and S. M-2721; by an order vacating 
the investigation and suspension as to rates on shipments 
weighing more than 5,000 pounds, as there was no real objec- 
tion to these rates, and the elimination of their consideration 
would simplify the issues and tend toward a speedier deter- 
mination. 

The conference said respondents were collecting data con- 
cerning the effect of the increases that became effective under 
the special permission and would be prepared to show the 
Commission at an early date the results of that adjustment. 
It said an early hearing was desirable, and in a letter ad- 
dressed to all parties of record, suggested it would be prepared 
to go to hearing April 28 at Atlanta, adding that principal 
exhibits should be ready to distribute in 15 days from March 
14, the date of. the letter. The conference asked parties t0 
advise the Commission if they were “agreeable to this pro- 
gram.” 


NEW ENGLAND TARIFF CHANGE PROTESTED 
A protest against a tariff change that allegedly withdraws 
the privilege of utilizing commodity rates on shipments in truck- 
loads, thereby restricting the mixture application entirely 10 
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March, 22, 1947 


class rates, has been made to the Commission by Grinnell Co., 


Inc., operating plants in Providence and Cranston, R. I. 

The protested tariff change is identified as rule No. 8, sup- 
plement No. 7 to New England Motor Rate Bureau, Inc., Agent, 
Coordinated Motor Freight Classification No. 3, MF-I. C. C. 
A-60, effective March 22. 

Grinnell Co., Inc., said the proposed change would create 
increased rates and charges “reflecting in an unreasonable 
classification rule,” and added: 


The tariff publishing agent has committed a fault by indication of 
reference mark denoting that change in wording results in neither in- 
creases nor reductions, thereby causing a misconception of the true 
circumstances proposed by the changed wording in the aforesaid classi- 
fication rule No. 8 


The protestant asked for a hearing in Boston for determi- 
rpg) of a just and reasonable classification mixture rule. 
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artment of Agriculture Asks 
iews on “Morgan Report” 


The production and marketing administration of the mar- 
ket facilities branch of the Department of Agriculture, has 
addressed to about 800 farmers, farm organizations, agricul- 
tural associations, and producer cooperatives, a communication 
directing their attention to Ex Parte 165, Problems in the 
Regulation of Domestic Transportation by Water, the so-called 
“Morgan report.” (See Traffic World, Jan. 18, p. 166.) 

The department called attention to recommendations in 
the report for the regulation of certain water carriage now 
exempt, and asked the “reactions and suggestions” of those to 
whom the message was addressed. After referring to the re- 
port by name and docket number, the communication con- 
tinued: 


This 480-page report, available to the public in the middle of Janu- 
ary, 1947, goes very thoroughly into many phases of domestic water 
transportation, Formerly, barges and ships were supposed to have an 
inherent advantage in affording cheap transportation. Since World War 
II, however, the operating costs in this field of transportation have 
seemingly increased in far greater proportion than have comparable 
costs for rail and motor carriers. The inherent advantage, therefore, 
of the water carriers has declined and may have disappeared entirely 
in many instances. 

The Interstate Commerce Commission, under Part III of the present 
transportation act, has the authority to regulate rates, routes and serv- 
ices of common carriers, and certain contract carriers by water in 
domestic commerce. There are, however, many water carriers such as 
leased boats, barges, etc.; carriers of bulk commodities including coal, 
petroleum, ore, fertilizer and similar traffic including grain on the Great 
Lakes and inland waterways, now exempt from regulation by the Inter- 
state Commerce Commission. The ‘‘Morgan Report’? recommends that 
the present transportation act be changed to include many of these 
exempt carriers and give the Interstate Commerce Commission au- 
thority to regulate them to the same degree as the common carriers 
by water. 

Agriculture’s interest in this type of exempt water carriers is deeper 
than appears in the surface. In addition to the farm products which 
move via these channels, coal, petroleum, fertilizer, seeds and other 
supplies that the farmer buys utilize this means of transport. Careful 
thought should be given as to how the proposed legislation and regu- 
lations would affect the farmers’ interests. 

Another recommendation made in the ‘‘Morgan Report’’ which you 
will want to consider carefully is ‘‘That the Interstate Commerce Act 
should be made applicable to all port terminal operators performing 
service for common carriers engaged in interstate transportation.’’ The 
Interstate Commerce Commission has jurisdiction over*the rail, motor 
and water lines serving a port. The Maritime Commission has jurisdic- 
tion over practically all types of water carriers doing off-shore business 
into or out of the ports. There is, however, that link consisting of the 
port facilities, and the costs of doing business through the port, over 
which no Federal authority has clear-cut jurisdiction. 

There are also recommendations proposing a study by the Commis- 
sion of rail and water differentials, publication of proportional water 
rates and other matters of interest to shippers of agricultural products. 

We are bringing these matters to the attention of the farm interests 
so that they may study the ‘‘Morgan Report’’ and findings and make 
Such representations to the Interstate Commerce Commission, on or 
before May 1, as may be deemed proper. 

In order to guide us in properly presenting the views of agriculture 


on this subject, we would be pleased to have your reactions and sug- 
gestions. 





PENTAGON BUILDING BUS SERVICE 


a The Secretary of War has asked the Commission to issue 
the necessary orders” to require the Capital Transit Co., of 
Washington, D. C., to render continuous and adequate pas- 
Senger transportation service between the Pentagon, a War 
Department building, located in Arlington county, Va., a short 
distance outside of the District of Columbia, and Washington. 
Two Virginia bus lines, and Capital Transit, served the 
Pentagon, with Capital Transit carrying the vast majority of 
bus riding employes of the War Department, said the secretary, 
adding that 10,000 of the 20,000 employes now “housed” in the 
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building were dependent on bus transportation, with 7,000 of 
them daily utilizing the service of Capital Transit. 

Describing efforts to overcome crowding and other diffi- 
culties, such as inaugurating five periods of starting and closing 
hours, the secretary said that instead of improving service to 
The Pentagon, the company had advised it would discontinue 
service as of March 31. The two Virginia bus lines, he said, 
would not be able to take care of the rush-hour load. Inad- 
equate service would disrupt operations of the War Depart- 
ment, he said. 

He asked the Commission to issue the appropriate certifi- 
cates and such other orders as might be necessary to insure 
continuance of the service by Capital Transit in MC 75289, Sub. 
7TA and Sub. 8TA, or attached terms and conditions to those 
certificates to insure adequate and continuous service to The 
Pentagon, which, he said, was a point in the area of that com- 
pany’s operations. 


Motor Carrier Asks “Rule of 
Reason” in Tariff Rulings 


The respondent motor carrier in MC C-488, Servus Rubber 
Co. vs. Merchants Motor Freight, Inc., has petitioned the entire 
Commission for reconsideration of certain of the issues involved 
in the proceeding, in which division 2 determined the appli- 
cable rates on less-than-truckload shipments of rubber boots and 
shoes, from Rock Island, Ill., to the Twin Cities and Austin, 
ie intermediate-point rules (see Traffic World, March 

» Pp. . 

The defendant had paid certain claims on the basis of an 
82-cent rate, which the division found to be applicable. Quoting 
from the report, the defendant objected to a statement that the 
“most obvious reason” a fourth-section situation could not oc- 
cur, as it would be prevented by the intermediate rule. It said 
it failed to find “in such summary dismissal an adequate han- 
dling of the issue involved,” and quoted a Jetter from the Com- 
mission, which it said was an exhibit in the proceeding, indicat- 
ing that with an 82-cent rate from Joliet to Minneapolis, and 
a 90-cent rate from Rock Island, there would be a situation 
“where a carrier would haul traffic from a lower-rated territory 
through a higher-rated territory and create a fourth-section 
departure.” 


Merchants said there must be a rule of reason applied to 
tariff rules in doubtful cases setting up a line of demarcation 
between the reasonable and the unreasonable. It said the war- 
years rule holding motor carrier operations of more than 10 
per cent circuity unreasonable was a good rule, “in war and 
out of it.” Yet, it said, the division accepted a circuitous rout- 
ing of 16.4 per cent, ignoring the experience and common sense 
of the circuity rule “and as a result gives its blessing to strained 
interpretations contrary to the best interest of public and car- 
rier alike.” It said a different rule should be applied in the 
motor industry than in railroading where, it said, ‘“round-about 
rail routings have been a headache for years.” 


S. P. F. F. C. Revising 
Export Commodity Rates 


The Southern Port Foreign Freight Committee, Chicago, 
is taking steps to revise export commodity rates published in 
S. P. F. F. C. freight tariffs from points in Central Territory 
to southern ports, Wilmington, N. C., to Corpus Christi, Tex., 
inclusive, to become effective April 28, 1947, on statutory notice, 
according to H. M. Engdahl, committee chairman. The action 
will restore port relationships and established differentials, dis- 
rupted January 1, 1947, as a result of the Commission’s decision 
in Ex Parte 148-162, he said. 

Finding 7 of the Commission’s decision extended permis- 
sion to the carriers to increase export and import rates to the 
same extent and in the same manner as provided for domestic 
rates. In Finding 8, the Commission stated, in regard to rates 
with ocean, lake and inland water carriers, that such rates be 
increased to the same extent and in the same manner as pro- 
vided for all-rail rates. It further stipulated, said Mr. Engdahl, 
that after the increases became effective, such rates were to be 
revised promptly by specific publication to restore the existing 
differentials if such adjustment could not be made simultane- 
ously with the initial publication of the increases. 

Restoration of port relationships for class rates, both as to 
import and export traffic through southern ports, was accom- 
plished effective February 25, 1947. The publication to be made 
effective April 28 “is a follow-up of the Commission’s mandates 
in Findings 7 and 8 with respect to export commodity rates,” 
said Mr. Engdahl, adding that similar rate revisions will be 
made for import commodity rates as quickly as supplements to 
the tariffs can be printed. 
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Car Service Situation Discussed 


at Commission Hearing 


With a statement by Director Johnson, of the Office of De- 
fense Transportation, that everyone knew the car supply situa- 
tion was critical and that prolonged discussion was not neces- 
sary, the Commission, division 3, on March 18, began its hearing 
in No. 29669, Car Service—Freight Cars, an investigation into 
car-hire arrangements instituted at the suggestion of Director 
Johnson, who had previously asserted there was undue delay in 
handling and returning freight cars to owning carriers. 

Presiding at the hearing were Director Johnson, who sat 
as a member of the Commission, division 3, Commissioners 
Miller and Mitchell, and Examiner Claude A. Rice. 

They heard a statement on the steel situation with respect 
to car building by President R. V. Fletcher, of the Association 
of American Railroads, and testimony by Directar V. C. Clinger, 
of the Commission’s Bureau of Service, based on a report he 
submitted showing the activities of his bureau in February. 

With more steel in sight for building freight cars, said Mr. 
Fletcher, railroads had enlarged their program for new car 
buying to a total of 131,600 cars costing about $650,000,000. He 
said that carrying out these plans would mean booking the full 
capacity of the steel industry to supply steel for freight car 
construction until at least the middle of 1948. 

“Tt is everywhere recognized,” said Mr. Fletcher, “that an 
important limitation upon the ability of the railroad industry 
to augment its supply of freight cars has been the critical short- 
age of steel requisite for their construction.” 

Referring to activities of the O. D. T., the Civilian Produc- 
tion Administration, the Reed subcommittee of the Senate 
interstate commerce committee, the Commission, and the rail- 
roads, Mr. Fletcher reviewed recent developments. 

“A program was arrived at, to become effective April 1, 
1947, which contemplated a supply of 165,000 tons of steel per 
month, considered sufficient to supply the needs of the railroads 
for steel for car maintenance and repair and admit of the con- 
struction of 7,000 new cars per month,” said he. “On February 
26, the Reed subcommittee held a conference with representa- 
tives of the steel companies, the car builders and the railroads, 
this Commission and the O. D. T. being also represented. As a 
result the steel companies undertook to make available steel 
sufficient for construction of 10,000 new freight cars per month 
instead of 7,000 as previously programmed, and it is hoped that 
this enlarged program can be put into effect by July 1 of this 

ear.” 

. Mr. Fletcher asserted that as of February 15, reports re- 
ceived by the A. A. R. indicated 82,600 cars on order and un- 
delivered. He added that following adoption by the steel com- 
panies of the enlarged steel supply program to admit of 
construction of as many as 10,000 new freight cars a month, he 
canvassed the member lines to learn the railroads’ plans for 
placing additional orders or building additional cars in their 
own shops. 

Steel Industry Capacity Booked 


“The goal in mind was assurance of orders sufficient to 
bring the total up to at least 125,000 cars,” said Mr. Fletcher. 
“Responses to date indicate definite plans by individual rail- 
roads which appear to assure orders for a total of 131,600 cars. 

“If these plans be carried out, and I have every confi- 
dence they will be, it is apparent that the full capacity of the 
steel industry to supply steel for freight car construction will 
be booked for a period of at least more than a year to come.” 

In a discussion following Mr. Fletcher’s remarks, Director 
Johnson said that 10,000 cars a month would not be sufficient 
and that unless the country produced 15,000 to 18,000 cars a 
month a year from now it would be in for great transportation 
trouble. 

Mr. Clinger’s report of Bureau of Service activities in Feb- 
ruary showed the latest reports of the bureau’s agents in in- 
vestigating car movements. In February, he said, 1,107 agencies 
and yards were visited and 707 industrial and 2,246 railroad 
officials consulted. In addition, he said, agents not otherwise 
occupied made terminal checks in their territories to obtain 
information relative to the various types of delays. 

The investigations showed, he said, the following: (1) The 
most acute car shortage yet experienced; (2) a tendency on 
the part of agencies to order and hold more empty cars than 
necessary; (3) more detention on the part of industry in load- 
ing and unloading; (4) better overall terminal operations; (5) 
better car distribution; (6) increase in the movement of carload 
freight generally; (7) slight decrease in the movement of less- 
than-carload freight; (8) slight improvement in the bar order 
situation; (9) more delays for power on terminals; and (10) 
weather more severe than in the past two months. 


Unnecessary Delays Reported 


“These investigations,” said Mr. Clinger, “have also re- 
vealed that the railroads, in most instances, certainly are not 
helping themselves as they should. The most flagrant examples 
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of unnecessary delays to practically all types of cars were 
reported.” 

As an example, he referred to a check of the New Haven’s 
performance at Bridgeport, Conn., February 17, 18, and 19 
which showed, he said, delays of from two to five days of 
40 cars in the placing of loaded cars for unloading; and delays 
of from two to nine days for nine cars in the forwarding of 
loaded cars, after being released by shipper. He said that with 
regard to delays to empty cars awaiting movement, the records 
indicated that 27 were delayed three to four days after arrival 


for movement west; with respect to cars held for prospective. 


loading, five cars were delayed from two to six days after they 
arrived for loading; and with respect to cars held under load 
with company material, 17 cars were delayed from three to 
seven days before being released. 

Other reports showing delays related to checks by Com- 
mission agents at Red Bank, N. J., on the Central of New 
Jersey, at Trenton, N. J., on the Pennsylvania and the Reading, 
and on the New York, Chicago & St. Louis railroad at Edwards- 
ville, Ill. He said that investigation of car handling on the 
Illinois Terminal Railroad at St. Louis uncovered a “bad prac- 
tice” that resulted in the loss of car days and unnecessary 
switching through the “juggling” of empty bar-order cars be- 
tween various lines in St. Louis and East St. Louis. He said 
it was found that several hundred such cars were moved back 
and forth between various connections as many as seven times 
within 16 days before final disposition. 

Serious delays were observed ,said Mr. Clinger, in the 
placement of carioads at industries—delays that ranged from 
three to seven days a car. One example cited was at Indian- 
apolis, Ind., where, on the New York Central, said Mr. Clinger, 
delays were noted in the placement of company material that 
had been on hand four to 10 days. He cited the following: 
Specially equipped cars for Chevrolet commercial body loading 
(14 cars on hand from three to 163 days); bad order cars (49 
heavy repairs on hand from four to 131 days); 20 light repairs 
on hand from five to 42 days; and delays in placing five loaded 
cars from three to eight days. Various other examples from 
different parts of the country were given by Mr. Clinger. 

Shipper and container manufacturers, he said, were still 
confronted with shortages of containers and materials for their 
construction. Some relief had been afforded, he said, through 
amendments of the regulations and by special permits authoriz- 
ing temporary deviations from the regulations. 


Company Coal Holding Blamed 


Mr. Clinger’s report said coal cars were also found badly 
delayed because of the practice of holding too many cars of 
company coal on hand at one time. Delays of from 10 to 13 
days a car were not unusual, he said, adding that cars were 
found that had been on hand 15 days. 

Giving an example of delays to bad ordered cars, the report 
said that at Indianapolis, for heavy repairs 99 cars were delayed 
from three to 318 days, and for light repairs, 39 cars were de- 
layed from three to 56 days. 

Reporting on a check of operating conditions on the New 
York Central at Toledo, O., made on February 14, the report 
noted that eastbound and westbound trains were found delayed 
as long as 27 hours, 15 minutes, awaiting motive power, and 
that as a result of the power shortage, eastbound cars were 
delayed from three to seven days and westbound cars from four 
to nine days between arrival and forwarding in road movement. 
The report recited other instances of delay because of shortage 
of power. . 

The report observed that a check of the release of refrig- 
erator cars at Division, Kinzie, and Union Streets, Chicago, 
February 13 to 20, inclusive, showed that 97 cars were handled 
in a total of 350 car-days, or an average of 3.5 days a car. An 
investigation of carrier delay to equipment on the Milwaukee 
railroad, it said, showed a total of 261 cars delayed from three 
to 22 days or a total of 1,216 car days, an average of 4.6 days 
a car. 


L. C. L. Situation “Disappointing” 


“The 1. c. 1. merchandise situation at the close of the month 
is disappointing,” said the report. “Check of stations at Chicago 
January 31, showed a total of 2,457 cars on hand for unloading, 
while check for February 21, showed 4,565 cars on hand. Some 
lines placed partial embargoes during the month. The [Illinois 
Central, which had a total of 819 cars on hand February 21, 
placed an outright embargo February 25, which covers all 
l. ec. 1. freight for all consignees in the Chicago switching 
district.” 

Mr. Clinger’s report said the export relief wheat program 
appeared to be “moving along satisfactorily.” 

It said 20 railroads reported deficiencies in coal car place- 
ments totaling 27,051 cars for the week ended March 1, adding 
that heavy snow and severe cold weather made this about the 
worst week of the winter in release and movement of coal cars. 

Discussing Mr. Clinger’s report, Thomas J. Preston, of the 
A. A. R., said it was to be expected there would be various 
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delays at different points on all the railroads out of a total 
movement of 2,000,000 cars. John S. Burchmore, of Chicago, 
representing the National Industrial Traffic League, said the 
report was symptomatic of what was going on in the general car 
shortage situation. 

Following Mr. Clinger’s presentation, car shortage diffi- 
culties were further described by agents of the Bureau of Serv- 
ice. They were: R. C. Ott, San Francisco, Calif.; H. O. Bren- 
ner, Minneapolis, Minn.; D. L. Pope, Atlanta, Ga.; and G. L. 
Howard, Washington, D. C. 


Discuss Car Service Rules 


Mr. Preston said the car service rules of the A. A. R. re- 
lated to car distribution between the different territories and 
that their underlying purpose was an equitable distribution 
cars between the different railroads. He said the rules went 
“by the board” when the overall supply of cars was inadequate. 

Director Johnson asked “whose rules’? would be more likely 
to be observed, “I. C. C. rules or A. A. R. rules.” 

Mr. Preston said he believed the A. A. R. rules would, 
backed by the authority the Commission now possessed. In the 
case of car service rules promulgated by the Commission, he 
said, there might be delay because of the necessity to hold 
hearings on violations. 

Director Johnson said the point that would “boil down in 
these hearings” was the adequacy of the present car service 


rules. 


After Mr. Clinger and the Bureau of Service agents had 
concluded their testimony, Homer J. King, of the O. D. T., 
informed the presiding officers that there were 10 more men 
in the room who could testify further with regard to delays 
caused by car shortages, if the division desired to hear them. 
But, he added, their observations would be likely to differ only 
in detail.. Commissioner Miller advised Mr. King he had better 
not call any more of these witnesses than was necessary. 


Chairman Kendall Testifies 


Warren C. Kendall, chairman of the A. A. R.’s car service 
division, told the Commission that the only “lasting cure” for 
the car shortage was “an increase in the supply of freight 
cars” and that the O. D. T. was “assuming the leadership in 
carrying forward a program to assure the flow of materials 
as to expedited construction of new cars and repair of 
old cars.” 

He discussed suggestions that the railroads reinstate in 
detail the car service rules governing the return of empty cars 
to owning lines, that had not been fully operative in the 
extraordinarily heavy demands of recent years. 

“The car service rules represent the best judgment of the 
railroads as to the use and distribution of cars in times of 
normal relationship between equipment available and demand 
for transportation, but one of the rules, per diem rule 19, per- 
mits suspension of or departure from the system to meet ab- 
normal situations,” said Mr. Kendall. 

“We now have such a situation, with a demand for cars 
exceeding that of war time and with car supply diminished by 
the wear of war and inability since the war to get new cars 
built as rapidly as old ones are wearing out. To observe or 
enforce the rules literally at this time would be wholly im- 
possible without sacrificing the needs of commerce in an effort 
to get cars home to the owning lines, desirable as that is. It is 
the plan of the car service division to work to that end but to 
undertake to apply the ownership-return rules in their entirety 
at once would mean a real and large loss of transportation 
capacity through increase in yard switching and delays and 
added empty car mileage.” 

Mr. Kendall described the long-time operation of the car 
service rules as a “cooperative and flexible system under which, 
through the varying conditions of many years, hundreds of 
separate railroad companies have worked together to provide 
a national transportation system without equal the world over,” 
a System which, he added, it would be unwise to change. 


Shipping Requirements Now Greater 

Citing the fact that from 1922 until after World War II 
there had been no car shortages of consequence, Mr. Kendall 
said the present requirements of the shipping public were 
greater than in wartime. 

“The revenue ton-miles,” he continued, “are not as great 
as during the war years of 1943 and 1944, but the average 
length of haul is less, the average load is lighter, and the 
traffic is more diversified, all of which results in requiring a 
greater number of cars to handle the tonnage now. offered. In 
addition, there has been some loss of car time through the 
widespread adoption of the five-day week in industry. But with 
the help of the shippers, it was possible during 1946 to reduce 
the turn-around time of cars below what it was in 1945, while 
so far in 1947 there has been a reduction below 1946.” 

Mr. Kendall read a prepared statement of his testimony 
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covering almost 39 pages, copies of which were presented to 
those who had registered their appearances at the hearing. 
When he had finished reading about half of it, the hearing was 
recessed until the next day when, it was announced from the 
bench, he would be cross-examined on his entire testimony. 
In order to save time, it was announced, those who desired to 
cross-examine Mr. Kendall could read the remainder of his 
testimony overnight. 

On resumption of the hearing Mr. Kendall read the re- 
mainder of his prepared testimony and was asked by Mr. Pres- 
ton if he had had an opportunity to consider a so-called 
“24-hour rule” suggested by the Commission’s Bureau of Serv- 
ice agents who testified. 

Some of the agents had suggested that the car service 
rules be placed under Commission control and that the rail- 
roads be required to deliver cars to industrial sidings 24 hours 
after the trains had been broken up. 


Kendall. Opposes 24-Hour Rule 


Mr. Kendall said he did not subscribe to the proposal and 
added that varying conditions would, as a practical matter, 
preclude the successful enforcement of a flat 24-hour rule. He 
said he believed that exceptions would have to be so numerous - 
as virtually to destroy the rule itself. 

At many freight houses and transfer points, especially at 
the larger stations, continued Mr. Kendall, and because of the 
present heavy traffic volume and difficulty in maintaining regu- 
lar forces, there were numerous instances where it would not 
be possible to maintain operations on a current 24-hour basis. 

“That is,” he said, “after the house or platforms are com- 
pletely set-up there are cars left over which, added to later 
arrivals, constitute in excess of a day’s lag in handling cars 
and an unavoidable violation of a 24-hour rule. Particularly 
is this true on Mondays, and other days following holidays 
when arrivals have practically doubled.” 

At the larger terminal grain markets, said Mr. Kendall, 
federal and state regulations provided inspection privileges 
when grain was held in cars awaiting consignment orders or 
other disposition for periods in excess of one day. 

“There are many operations such as Cross Lake, New 
York Harbor, Hampton Roads, ferry services when fog, ice 
and other weather conditions interfere with normal operations, 
causing delays of 24 hours or more when accumulations occur 
and cars are unavoidably held up for more than one day,” 
said he. “Harbor operations are likewise interfered with at 
such ports as Philadelphia, Baltimore, San Francisco and 
Seattle.” . 

Mr. Kendall said the five-day week in industry caused 
week-end traffic accumulations with inevitable delays. He cited 
various other instances involving delays, all of which meant, 
he continued, that individual car records would have to be 
maintained in order to record and report violations or present 
explanations for possible recognized exceptions to a rule such 
as had been suggested. He said this task in itself would con- 
stitute a “prodigious, if not a prohibitive, volume of detailed 
clerical work.” 

“To summarize briefly,” continued Mr. Kendall, “the sug- 
gestion which has been made that a rule be formulated which 
will require that placing and pulling loaded and empty cars 
shall be performed within a 24-hour limit appeals to me to be 
quite impracticable, unwarrantedly expensive, and not respon- 
sive to the deficiencies which it is sought to correct.” 

r. Kendall said the principal rules affecting car move- 
ment had been directed to (1) the use of cars owned by the 
holding road, (2) cars owned by direct connections of the hold- 
ing road, (3) cars owned by indirect connections of the holding 
road, and (4) cars handled in switching service. 


Explaining the functions of the principal rules governing 
the handling of cars in these four categories, he mentioned 
rule 1, providing that home cars should not be loaded for off- 
line movement when other suitable cars were available; rule 2, 
providing for the handling of cars owned by direct connections 
and requiring that they should be loaded to or via such con- 
nections, or, if moved empty, should be forwarded to the home 
road at the nearest junction point with such road; and rule 3, 
dealing with cars owned by railroads that were not direct con- 
nections of the railroad on which the cars were located. 


Says Three Rules Disregarded 


At present, he said, car service rules Nos. 1, 2, and 3 
were in large measure disregarded because their application 
and enforcement was for the most part impracticable. He said 
the relationship between the demand for transportation and 
the available supply of cars has become distorted through a 
combination of abnormally high demand and a diminished car 
supply. In 1918, he said, there were available 2,385,582 cars 
for the movement of slightly more than 400 billion tons of 
revenue freight one mile, as against 2,014,654 available in 
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1946 or about 371,000 fewer cars with which to move 591 bil- 
lion tons of revenue freight one mile. In this fact, he said, 
lay the explanation of current departure from the car service 
rules. 

“When conditions are normal and the supply of and demand 
for freight car equipment about balance,” continued Mr. Ken- 
dall, “reasonable observance of car service rules is entirely 
practicable and thus cars are kept in possession of their owners 
in reasonable proportions, which is most desirable for an ade- 
quate maintenance program and to better satisfy needs of the 
shippers for whose use the cars were in the first instance pro- 
vided. But it would be wholly impossible to observe or enforce 
the rules at this time without sacrificing the needs of commerce 
in the equities of ownership.” 


Mr. Kendall said there was a general plan by railroads 
and shippers alike that the operation of the rules be restored 
at the earliest practicable time in the interest of an improved 
repair program and to bring the railroads those ownerships 
that best served their patrons. Aside from the car service rules, 
he said, there were supplemental regulations relating to car 
handling of interest to the Commission in this investigation. 
He said these took the form of circulars issued by the general 
committee of the operating-transportation division of the 
A. A. R., Commission service orders, and O. D. T. general 
orders. 

Cites Loss from Five-Day Week 


Commenting on a “serious retardation” in the movement of 
equipment due to the effect of establishment of the five-day 
week in industry, Mr. Kendall said such checks as had been 
made of unloading of cars on Saturdays indicated that the 
five-day week in industry was resulting in the loss of about 
60 per cent of one day’s unloading a week. He said that since 
the overall turn-around time for freight cars was approximately 
two weeks, it might be inferred that the five-day week in indus- 
try was responsible for about one day of the turn-around time 
for a substantial volume of carload traffic. 

Mr. Kendall said that after some 25 years of active and 
direct association with the application and administration of 
the car service rules, he now found himself without suggestion 
for their amendment or modification. 

“As things stand today,” he said, “‘the Commission is vested 
with full power to act in the premises, as conditions may 
require. The car service division, as the agency of the rail- 
roads, has the full backing of this power residing in the Com- 
mission. I believe this situation should remain undisturbed and 
that with the continuing cooperation of all concerned and dili- 
gent effort we can carry on this record of performance.” 

Walter Scott, representing the Kansas City Board of 
Trade, asked Mr. Kendall, on cross-examination, if the Pennsy]- 
vania or other eastern railroads voluntarily delivered cars to 
western lines and if so, what the number and percentages of 
deliveries were. Mr. Kendall said he did not have the data. 
Mr. Jackson wanted to know what authority there was for re- 
taining western cars in the east. Mr. Kendall said there was no 
authority and none were retained. 

Frank Townsend, of Minneapolis, Minn., representing 
northwest shippers, wanted to know why the Great Northern 
and the Soo Line could not get sufficient cars to move the 
grain trade. Mr. Kendall said it had not been possible to get all 
the cars needed in that area in spite of all orders issued. In 
answer to a question, he said priority could not be given to grain 
loading over a manufactured product without an order from 
the Commission. 


Shipper Protection Discussed 


I. M. Herndon, of the Chicago Board of Trade, asked Mr. 

. Kendall if shippers should be penalized by demurrage charges 
-because of car delay when the carrier went free. He asked 
if Mr. Kendall would be in favor of reversing the process to 

have the demurrage apply against the carrier. Mr. Kendall 

said he could not see how that would apply. 

Mr. King, of the O. D. T., asked Mr. Kendall what car 
service rules were now in effect that protected the shipper and 
the public in the present car shortage situation. In the ensuing 
discussion, it was developed that no rules were in effect at 
present covering the movement and distribution of cars. Mr. 
King asked whether the rules would be better observed if 
promulgated by the Commission. Mr. Kendall said he realized 
a 100-per-cent service under the rules was impracticable and 
that the present 85-per-cent response was adequate. 

Karl D. Loos, of the National Agricultural Cooperative 
Transportation Committee, Washington, D. C., said he under- 
stood there were no rules to penalize carriers and asked Mr. 
Kendall what incentive there was for carriers to avoid delays. 
Mr. Kendall said there was an economic incentive. 


Question Ruled Out 


Commissioner Mitchell overruled a question by James K. 
Knudson, Department of Agriculture transportation attorney, 
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as to why it was necessary for the Commission to make Mr. 
Kendall its agent under service order No. 534 in directing the 
movement of freight cars. Mr. Knudson also asked if the 
A. A. R. should administer all the rules and the Commission 
none. Mr. Kendall said the railroads, through the A. A. R. and 
individually, were capable of efficient administration. 

Herschel A. Hollopeter of Indianapolis, representing In- 
diana grain shippers and others, testified that revenue freight 
awaited movement west and in every direction from Indiana 
and that present practice required a large movement of cars 
west empty. He said that after careful study of existing or. 
ders, Indiana shippers recommended modification of the rules 
so that carriers could use empty cars for movement of west- 
bound freight when destined to western territory. At present, 
he said, it took two cars to do the work of one. He said he 
understood there was a proposal to designate 20 per cent of 
the westbound empties for loading but that this would not be 
sufficient to relieve the present car shortage. He said there 
had been decided slowdown in the carriers’ operation of cars 
in terminals and over the road and that the Indiana shippers 
believed that whatever could be done should be done to relieve 
the situation, either by modification or by direct action of the 
carriers. 


Asks Demurrage Rule Change 


Under demurrage tariffs, he said, a shipper could not re- 
ceive more than one day’s credit against any car, and that, as 
an emergency measure under an O. D. T. recommendation in’ 
wartime, the rule was changed to provide that the shipper 
must have two days’ credit to balance one day’s debit. This 
rule, he said, should now be modified. 

Mr. Hollopeter said that, as in the case of the carriers, it 
was economically unsound for shippers to cause delays in load- 
ing and unloading. 

On cross-examination, Mr. Hollopeter said that while the 
Commission was recognized as the most efficient regulatory 
agency ever set up, he believed that such an agency was not 
set up to administer the car service rules as efficiently as the 
carriers could through their own organization. 

Mr. Townsend said the 20-per-cent plan with respect to 
empty car movements mentioned by Mr. Hollopeter would de- 
feat any plans for car relief in the northwest where the car- 
riers had low percentage of ownership, and asked A. A. R. 
representatives to furnish information on the 20-per-cent plan. 

George S. Brackett, president of the Northern West Vir- 
ginia Coal Association, Fairmont, W. Va., asked the Commis- 
sion to take action to restrict railroads from constructing line 
extensions to mining operations at times when the car supply 
was not adequate to serve these mines and new sidings when 
the tonnage of coal expected was not sufficient for operation. 
He asked the Commission to find that the Monongahela Rail- 
way was a carrier owned by the Pennsylvania, the Pittsburgh 
& Lake Erie, and the Baltimore & Ohio, and that these lines 
should supply the M. R. with coal carrying equipment to the 
same extent as on their own lines. He said the spread of a 
given number of available cars over an increasing number of 
mines would result only in moving the same tonnage and was 
not an economical use of cars. He said he understood there 
were now applications on file with the Commission for sidings 
to handle 700 cars a day. : 

Noten Ballantine, transportation consultant, of New York, 
testified in favor of a more efficient distribution of cars and 
advocated, among other things, that free time in week days 
be reduced to 24 hours. 

The hearing was recessed on March 19, to be resumed 
March 20. 

Little Stricken at Hearing 


J. H. Little, general superintendent of transportation for 
the Missouri-Kansas-Texas railroad, became ill while attend- 
ing the Commission’s car service investigation hearing on March 
19, and was removed to a Washington hospital, where his cor- 
dition was reported improved. Mr. Little’s home is in Denison, 
Tex. 


O. D. T. Head Optimistic About 
Freight Car Program 


At the close of the first of two meetings to be held by the 
Office of Defense Transportation, car builders, railroads, and 
makers of component parts of freight cars, Robert R. Glenn, 
director of materials and manpower for the O. D. T., said that 
Director Johnson was satisfied that the goal of 10,000 cars 4 
— would be reached by June (see Traffic World, Mara 

3 ! { 

The first day’s meeting, March 13, was with the makers 
of component parts of freight cars. Fourteen representatives 
attended, and appointed a task committee to work with the 


Marcel 


oO. D. 
Co.; ¢ 
Stand 
Co;}:4 

E 


sched 
be se 
were 
DD: LD, 
nish t 
the s 
Prodt 
for tl 

N 
possi 


T 
of 86 
addit: 
woulc 
April 
C 


press 
Dd. 
mont 
railre 
the n 

i 
with 
reach 
for 4, 
June, 
sched 
that | 

f 
For 1 
A. A 
Soutl 
resen 
for tl 
Foun 
F. D. 

] 
the c 
to dc 
tees 


T 
freig] 
cars 
divisi 


box, 
cars, 
; 


auto 
misce 


Pa: 
Fel 


roads 
ing 1 
mate 
ruar} 
1946. 
ing x 
pens¢ 


1947, 


but ¢ 
per ¢ 


E 
repre: 
trict, 
ary, | 
reven 
but p 
30.7 

S 
sent | 
estim 
1947, 
reven 
but p 
perc 

Vv 


-LD 


Mr, 
- the 
the 
ssion 
and 


| In- 
eight 
liana 
cars 
> or- 
rules 
west- 
‘sent, 
id he 
nt of 
ot be 
there 

cars 
ppers 
lieve 
f the 


yt re- 
at, as 
on in’ 
Lipper 

This 


rs, it 
load- 


le the 
latory 
is not 
is the 


ect to 
ld de- 
e car- 
A. R. 
- plan. 
t Vir- 
mmis- 
g line 
supply 
when 
ration. 
| Rail- 
sburgh 
> lines 
to the 
1 of a 
ber of 
1d was 
there 
sidings 


York, 
rs and 
Kk days 


sumed 


ion for 
attend- 

March 
‘is con- 
enison, 


March, 22, 1947 


O. D. T., composed of: J. Ross Grever, American Steel Casting 
Co.; C. R. Ould, American Locomotive Works; S. L. Beymer, 
Standard Railway Equipment Co.; S. T. Mindes, W. H. Miner 
Co.; and H. W. Eckholm, Chicago Railway Equipment Co. 

He said the component makers were satisfied that an ideal 
schedule of production, matched with steel production, could 
be set up to reach the desired goal by June. Only 2,200 cars 
were received in February, Mr. Glenn said. He also said the 
O. D. T. director was satisfied the steel committee would fur- 
nish the necessary metal, adding that, in the week of March 24, 
the steel task committee would be called in by the Civilian 
Production Administration to set up new allocations of steel 
for the 10,000 freight car a month program. 

Mr. Glenn said the question of more pig iron, to make 
possible the program, had been under discussion. 

The railroads, he said, had on order as of March 1, a total 
of 86,031 freight cars, and that the O. D. T. was informed 
additional orders were being placed by the railroads that 
would bring the total on order up to 125,000 by the first of 
April. 

P Office of Defense Transportation, officials continued to ex- 
press satisfaction with the likelihood of success in fulfilling the 
O. D. T. program for the production of 10,000 freight cars a 
month after a meeting, March 14, with representatives of the 
railroads and car builders. Senator Reed, of Kansas, attended 
the meeting. 

Mr. Glenn said the car builders had attended the meeting 
with a monthly proposed schedule of production that would 
reach the 10,000 figure by July. The program, he said, called 
for 4,000 cars in March; 5,800 in April; 7,000 in May; 9,800 in 
June, and 10,000 in July, after which there would be a re- 
scheduling. The schedule, he said, was based on the condition 
that orders continue to be received. 

A task committee was selected at the meeting as follows: 
For the railroads: R. I. Renfrew, of the New York Central; 
A. A. Taylor, of the Missouri Pacific; L. H. Skinner, of the 
Southern; and E. R. Elmore, of Fruit Growers’ Express, rep- 
resenting all private car owners, including the meat packers; 
for the contract car shops: Herbert Streader, American Car & 
Foundry Co.; F. B. Baker, Pullman Standard Car Co., and 
F. D. Enterline, Greenville Car Co. 

Mr. Glenn said the makers of components of freight cars, 
the car builders, and the railroads, would set up a committee 
to do the necessary clerical work, and that the task commit- 
tees would work as advisers and consultants of the O. D. T. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2 686 
freight cars and an average daily shortage of 36,698 freight 
cars for the week ended March 8, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 55; flat, 48; gondola, 24; hopper, 80; and miscellaneous 
cars, 2,479. 

The shortage was made up as follows: Plain box, 25,147; 
auto box, 145; flat, 315; gondola, 4,647; hopper, 5,718; and 
miscellaneous cars, 726. 


Passenger Revenues Drop in 
February—Freight Up 


Based on advance reports from eighty-seven Class I rail- 
roads, whose revenues represent 81.3 per cent of total operat- 
ing revenues, the Association of American Railroads has esti- 
mated that railroad operating revenues of $513,970,371 in Feb- 
ruary, 1947, increased 9.1 per cent above the same month of 
1946. This estimate, it was pointed out, covered only operat- 
ing revenues and did not touch on the trends in operating ex- 
penses, taxes, or final results. 

Estimated freight revenue of $418,950,150 in February, 
1947, was greater than in February, 1946, by 22.9 per cent, 
but estimated passenger revenues of $56,794,177 decreased 39.4 
per cent. Data by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues 
represent 90.3 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $260,197,786 in Febru- 
ary, 1947, increased above February, 1946, by 14.3 per cent. Freight 
revenue of $209,033.947 was estimated to have increased 27.3 per cent 
but passenger revenue of $32,869,916 was estimated to have decreased 
30.7 per cent. 

Southern Region. Sixteen Class I railroads, whose revenues repre- 
sent 64.4 per cent of total operating revenues in the Southern Region. 
estimated that their operating revenues of $59,262,292 in February. 
1947, increased above those in February, 1946, by 4.7 per cent. Freight 
revenue of $48,803,106 was estimated to have increased 16.1 per cent, 
but passenger revenue of $6,114,894 was estimated to have decreased 43.6 
per cent. 

Western District. Thirty-seven Class I railroads, whose revenues 
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represent 78.1 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $194,510,293 in Febru- 
ary, 1947, were greater than in February, 1946, by 4.1 per cent. Freight 
revenue of $161,113,097 was estimated to have increased 19.6 per cent 
but passenger revenue of $17,809,367 was estimated to have decreased 
49.8 per cent. , 


Revenue Freight Loading 


Revenue freight loading the week ended March 15 totaled 
841,147 cars, according to the Association of American Rail- 
roads. This was 4.4 per cent above the preceding week; 5.2 
per cent above the corresponding week last year, and 3 per 
cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 51,568 cars, 243 above .preceding 
week and 3,197 above corresponding 1946 week. 

Livestock, 12,484 cars, 706 below preceding week and 2,722 
below corresponding 1946 week. 

Coal, 191,836 cars, 11,373 above preceding week and 3,367 
above corresponding 1946 week. 

Coke, 14,442 cars, 80 above preceding week and 1,296 above 


_ corresponding 1946 week. 


Forest products, 48,715 cars, 1,600 above preceding week 
and 6,442 above corresponding 1946 week. 

Ore, 14,825 cars, 1,814 above preceding week and 4,445 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 125,059 cars, 3,525 above preceding 
week and 2,324 above corresponding 1946 week. 

Miscellaneous, 382,218 cars, 17,429 above preceding week 
and 22,892 above corresponding 1946 week. 

Cumulative Freight Loading 











1947 1946 1945 
Four Weeks of January........ 3,168,397 2,883,863 3,003,655 
Four Weeks of February...... 3,179,198 2,866,876 3,052,487 
Te IM Bo a oe ie ep ces 850,031 782,397 785,736 
be: ee. een 805,789 786,189 767,055 
MO Aisles Sao ss eddies ee 8,003,415 7,319,325 7,608,933 


Rail Financial Data 


At the end of December, 1946, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $3,513,239,144, including $872,595,506 in cash and $1,103,- 
697,479 in temporary cash investments, as compared with total 
current assets of $4,358,845,095, including $968,653,762 in cash, 
and temporary cash investments of $1,588,471,446, at the end 
of December, 1945, according to a statement, M-125, selected 
income and balance-sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $87,889,145 of funded debt would 
mature within six months from December 31, 1946, as against 
$109,619,864 matured in the comparable 1946 period. 

Total current liabilities stood at $1,603.360,678 at the end 
of December, 1946, as against $2,103,867,025 at the end of 
December, 1945. Included in the current liabilities was accrued 
tax liability of $391,078,418 at the end of December, 1946, as 
against $750,823,411 at the end of December, 1945. U. S. Gov- 
ernment taxes accounted for $268,831,672 of the accrued tax 
liability at the end of December, 1946, as against $626,625,434 
at the end of December, 1945. 

A summary of items for the 12 months ended December, 
1946 and 1945, showed net railway operating income for the 
later year as $620,150507, compared with $849,228,190 in 1945. 
Comparable net income figures for each of the years were 
$288,534,467 and $446,761,553. Dividend appropriations for 1946 
totaled $234,581,735 as against $253,455,916 in 1945. 

As a result of federal income tax credits, the statement 
showed, the railroads as a group, in 1946, would have a tax 
credit due them of $15,604,660. In 1945, the railroads as a 
group paid $304,540,973 in federal income taxes. 


RAIL PASSENGER STATISTICS 


Passenger revenues other than commutation, of Class I 
railways, exclusive of switching and terminal companies, totaled 
$50,545,828 in coaches and $29,701,209 in parlor and sleeping 
cars for November, 1946, as against $83 665,265 in coaches and 
$57,266,314 in parlor and sleeping cars for November, 1945, 
decreases of 39.6 per cent and 48.1 per cent, respectively, ac- 
cording to a compilation by the Commission’s Bureau of Trans- 
port Economics and Statistics of passenger traffic statistics, 
other than commutation, statement M-250. 

For the 11 months ended with November, 1946, passenger 
revenues amounted to $653,209,235 in coaches and $455.612.274 
in parlor and sleeping cars as compared with $916,559,345 in 
coaches and $585,067,229 in parlor and sleeping cars for the 
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like 1945 period, decreases of 28.7 per cent and 22.1 per cent, 
respectively. 

Revenue passengers carried for November, 1946, totaled 
29,846,334 in coaches and 2,757,128 in parlor and sleeping cars 
as against 41,566,082 in coaches and 4,857,196 in parlor and 
sleeping cars for November, 1945. For the 11 months ended 
with November, 1946, revenue passengers carried totaled 377,- 
191,092 in coaches and 41,051,864 in parlor and sleeping cars, 
as compared with 466,581,243 in coaches and 54,540,984 in parlor 
and sleeping cars for the like 1945 period. 


Allegheny Advisory Board 


All officers of the Allegheny Regional Advisory Board were 
re-elected for the coming year at the annual meeting March 
13 in the William Penn Hotel, Pittsburgh. 

The board forecastt that carloadings will increase 76.6 per 
cent, as compared with the corresponding second quarter of 
1946. Coal and coke shipments will increase 110.7 per cent, to 
800,779 carloads, compared with 379,979 carloads in the second 
three months of 1946, shippers estimated. The second quarter 
will witness the first full quarter in almost seven years when 
the distribution of coal is not affected by some form of regula- 
tion such as the bituminous coal act, the Office of Price Admin- 
istration regulations, or rules of the Solid Fuels Administration 
for War, it was pointed out. 

Other commodities for which increases were predicted are 
the following: iron and steel, 38.9 per cent; gravel, sand and 
stone, 39.8 per cent; brick and clay products, 27.7 per cent; 
lumber and forest products, 21.4 per cent, and petroleum and 
products, 2.2 per cent. 

Decreases were predicted for the following commodities: 
livestock, 10 per cent; other metals, 6.9 per cent; lime and 
plaster, 5.9 per cent; and chemicals and explosives, 1.9 per cent. 

The board’s forecast for the fourth quarter of 1946 was 
over-estimated by 5.7 per cent, actual carloadings as reported 
by the. carriers indicate. It was estimated that 1,080,460 car- 
loads would be shipped, and railroad figures show that 1,019,296 
cars were actually shipped. 


Woodruff on Railroad Return 


Speaking at the luncheon session, R. E. Woodruff, president 
of the Erie Railroad, Cleveland, told board members that if 
American railroads are to maintain and improve service, they 
must be permitted to receive a fair return on the invested 
capital. The transportation act of 1920 permitted a return of 
5.50 per cent on railroad property valuation, the Commission 
has declared a 5.75 per cent return desirable, and the Supreme 
Court of the United States has held that 6.50 per cent on the 
rate base of a public utility is fair and reasonable, said Mr. 
Woodruff, adding: 


In contrast, in 1946, when the railroads handled the heaviest peace- 
time traffic in history, they earned less than 3.25 per cent on the 
Commission valuation. Out of this return, meager as it was, they 
had to meet the interest, rents and other fixed charges, pay dividends 
and finance improvements. 

With the beginning of 1947 the rairloads have been authorized to 
increase freight rates to more nearly meet the rise in wages and prices 
which has taken place since 1939. But even with this increase, all 
other things being equal, it is estimated that in 1947 the railroads 
will earn no more than 3.50 per cent on the Commission valuation. 


The railroads want to provide the improvements demanded 
by the public, but this cannot be done if the roads have insuf- 
ficient earnings, stated the speaker. “There is no reason why 
the railroads should not be treated the same as other public 
service industries and be given a chance to earn a 6 per cent 
return,” said Mr. -~Woodruff. “If this were done, money could 
be raised through the issuance of common stock instead of in- 
curring debt through the issuance of bonds. 


Committee Reports 
F. M. Russell, general chairman of the board, and traffic 


gael General Fireproofing Co., Youngstown, Ohio, pre- 
sided. 

J. W. Swoger, traffic manager, Knox Glass Associates, 
Knox, Pa., presided at the freight claim prevention meeting, 
which made plans for an extensive perfect shipping month cam- 
paign. The committee recommended that bundled iron and steel 
articles shipped l.c.l. should be limited to a maximum of 5,000 
pounds in the interest of claim prevention. The committee will 
also seek to eliminate the exception to classification which pro- 
vides that glass containers in cartons may be shipped with flaps 
not sealed when moving l.c.l. in certain territories; considerable 
damage claims have resulted from this means of shipment, it 
was reported. 

Reporting on the national transportation situation, W. E. 
Callahan, manager of the open top section, car service division, 
Association of American Railways, Washington, D. C., said that 
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revenue carloadings on all Class I railroads since January | 
were 10 per cent over the same period in 1946 and 5 per cent 
above the war-time year of 1945. He predicted an end of the 
freight car bottleneck by summer, based on the fact that stee] 
companies have agreed to boost production of new cars from 
the present monthly average of 3,000 to 10,000 by July, and 
the fact that in the last nine weeks more freight was loaded 
and moved than in any corresponding peacetime period. 


Trans-Missouri-Kansas Shippers Board 


J. W. Holloway was elected general chairman of the 
Trans-Missouri-Kansas Shippers Board, at the annual meeting 
March 12 in the Hotel DeSoto, St. Louis, Mo. J. W. Ground, 
ore buyer for Eagle-Picher Mining & Smelting Co., Joplin, 
was elected alternate chairman, and E. J. Ehlers, traffic man- 
ager, Quaker Oats Co., St. Joseph, was elected vice-chairman, 
The new general secretary is G. W. Thompson, traffic manager, 
Missouri Portland Cement Co., St. Louis. The board will hold 
its next meeting June 4 in Wichita, Kan. 

Reporting on general transportation conditions, R. E. Clark, 
manager of the A. A. R. car service division, told the meeting 
that carriers now have on order more than 107,000 new freight 
cars of all kinds, which figure is expected to be raised to 
125,000 by April 1. Mr. Clark said that weather conditions in 
the northeastern part of the United States in recent weeks 
have slowed down the return of empty cars to western roads. 
Movement in the central west has‘also been slowed down due 
to absenteeism, he said. Conditions in all sections have im- 
proved, he said, with indications that service will soon be 
normal, except for box and coal cars, there being little expecta- 


tion that any substantial relief to users of these cars will be 
witnessed soon. 


Carloading Forecast 


An increase in carloadings of 17.3 per cent for the second 
quarter of 1947 was predicted by the board. Loadings of 
packing house products and beverages are expected to show 
an increase of 27.6 per cent. Other large increases are expected 
for loadings of fresh fruits, automobiles and trucks, coal and 


coke, grain and grain products, lumber, and agricultural im- 
plements. 


Smith on Bulwinkle Bill 


Speaking on “The Common Interests of Shippers and Rail- 
roads,” Elmer A. Smith, senior general attorney of the Illinois 
Central Railroad, told the board at its luncheon session that 
“the rate-making procedures which you and the railroads have 
worked out over a period of several decades are now attacked, 
not by those who use the railroads and pay the freight, not by 
those who have had a wide experience like yourselves in rates 
and regulation, but by the U. S. Department of Justice.” 

Mr. Smith said that the Department of Justice proposes to 
compel shippers, when they want a change in freight rates, 
“to tramp from one railroad office to another, for no com- 
peting railroads will be permitted to sit down and confer 
with you on a rate and agree upon a rate that will meet 
the standards of the interstate commerce act, provide adequate 
revenues for the railroads, and meet your needs. You have 
got to incur the burden of separately persuading each one of 
the railroads with respect to the rates that you want, and each 
individual railroad must then run the risk of determining 
whether in the light of the rate structure on that particular 
commodity, the interests of other shippers, the relationships 
that may exist in the rates, the effect upon railroad revenues, 
and similar considerations, it will publish the rate. 

“You know what the result will be. Every rate in this 
country will be frozen, and the only changes you can get in 
the rates will be after you have hired a horde of lawyers to 
file complaints and try cases before the Commission and after 
the Commission has entered its orders on these complaints. 
The department wants to reduce the Commission to a state of 
administrative paralysis.” 

Mr. Smith said that the Department of Justice persists in 
treating the rate structure of the railroads as if it differed 
not at all from the price structure of industries whose prices 
are subject to no regulation whatever. 


NEW YORK SHIPPERS’ ELECTION 

At its annual meeting, held March 12 at the Commerce and 
Industry Association of New York, the Shippers’ Conference of 
Greater New York elected the following officers: Chairman, 
H. H. Horton, general traffic manager, General Baking Co.; 
first vice-chairman, E. K. Laux, traffic manager, Port of New 
York Authority; second vice-chairman, J. J. A. Winzenried, 
traffic manager, Devoe & Reynolds Co., Inc.; secretary-treas- 


urer, R. H. Goebel, traffic manager, Rubber Manufacturers 
Assn., Inc. . 








March 


Sup 
Cak 


P) 
the Ul 
Ameri 
Co., I 
Supre! 
decisic 
distric 
lation 
of Chi 
gers b 
Dec. 2 

T 
charge 
spired 
transp 
betwe 
secon¢ 
spired 
for us 
acquis 
porati 
said t 
its ca 
attack 

A 


Court 
betwe 
comm 
additi 
cab ¢ 
licens 
involv 


y 
an or 
vania 
case t 
tion o 
speci 
(see “ 


Cot 
Cle 
a 


divisi 
sion | 
order 
ing f 
in Cl 

I 


by tk 
carrie 
sider 
the vu 


‘ 
of th 
withi 
only 
it sai 
do ar 
becar 
and - 
excl 
& Cr 
Com: 
it ha 
it, t] 
prop 


said 






ry 
cent 
f the 
Stee] 
from 

and 
aded 


ses to 
rates, 
com- 
confer 
meet 
equate 
| have 
one of 
d each 
nining 
ticular 
mships 
enues, 


in this 
get in 
fers to 
1 after 
ylaints. 
tate of 


sists in 
iffered 
prices 


‘ce and 
ence of 
1irman, 
ig CO.; 
»f New 
enried, 
7-treas- 
cturers 





March, 22, 1947 


Supreme Court to Decide Chicago 
Cab-Transfer Anti-Trust Case 


Probable jurisdiction was noted by the Supreme Court of 
the United States on March 17 in No. 1035, United States of 
America, Appellant, vs. Yellow Cab Co., Chicago Yellow Cab 
Co., Inc., Parmelee Transportation Co., et al. brought to the 
Supreme Court on appeal by the Justice Department from a 
decision of the federal district court for the northern Illinois 
district, dismissing the Justice Department’s complaint of vio- 
lation of the Sherman act by the defendant taxicab companies 
of Chicago in the transportation of interstate railroad passen- 
gers between, to and from railroad stations (see Traffic World, 
Dec. 21, p. 1660). 

The district court found no evidence to support the first 
charge by the Justice Department, that the cab companies con- 
spired and combined to restrain and monopolize trade in the 
transportation in their vehicles of railroad passengers to and 
between railroad stations. The court, on consideration of the 
second charge in the anti-trust suit, that the defendants con- 
spired to restrain interstate trade in the sale of motor vehicles 
for use as cabs, found that there was nothing unlawful in the 
acquisition of control by the Checker Cab Manufacturing Cor- 
poration of two taxi operating companies. The district court 
said that, since the city of Chicago had authority to regulate 
its cab industry, the Sherman act could not be applied as an 
attack on that authority or on the exercise of it. 

Among questions presented for decision by the Supreme 
Court is the question whether transportation of passengers 
between, to and from railroad stations in Chicago is interstate 
commerce, and the question whether restriction or issuance of 
additional licenses by the city has been used illegally by the 
cab companies in their agreement concerning surrender of 
licenses in order to exclude newcomers from the “commerce” 
involved. 


GEORGIA SUIT AGAINST RAILROADS 


The Supreme Court of the United States, on March 17, by 
an order in its Original No. 11, State of Georgia vs. Pennsyl- 
vania Railroad Co. et al., referred to its special master in that 
case the motion of the state of Alabama for leave to file a peti- 
tion of intervention and directed the special master to make “a 
special report at his earliest convenience” on Alabama’s motion 
(see Traffic World, Feb. 15, p. 493). 





Court Enjoins I. C. C. Order in 
Cleveland Stockyard Case 


The federal court for the northern Ohio district, eastern 
division, has permanently enjoined the order of the Commis- 
sion in No. 28714, Swift & Co. vs. B. & O. et al., in which it 
ordered the railroad defendants to establish schedules provid- 
ing for delivery of livestock to the side track of Swift & Co. 
in Cleveland (see Traffic World, June 8, 1946, p. 1705). 

Delivery to Swift & Co. over 1,619 feet of trackage owned 
by the Cleveland Stockyards Co. was discontinued when the 
carriers were unable to reach an agreement on what they con- 
sidered a reasonable charge by the stockyards company for 
the use of the trackage. 

The court said it was mindful of the Commission’s powers 
of the effect to be given its findings in respect of matters 
within its jurisdiction, adding that “in this case we consider 
only the legality of its order upon the record.” The railroad, 
it said, complained that the Commission’s order’ required it to 
do an unlawful act and that it could not comply with the order 
because it was without control over the stockyard’s property 
and track 1619, and that the contract for the use of the track 
excluded the transportation of shipments of livestock to Swift 
& Co. The court said the stockyard company asserted the 
Commission was without jurisdiction as to it and that even if 
it had jurisdiction and power to enter a lawful order against 
it, the order made was unlawful in that it appropriated its 
property without due process of law. 

__ Referring to other allegations in the complaints, the court 
said it addressed itself to what it conceived to be the principle 











and fatal flaw in the Commission’s order. It assumed, without 
deciding, that under the Elkins act the Commission had juris- 
diction over the stockyard’s company when made a party as 
in this case, and had the power to enter a lawful order affect- 
ing the stockyards in respect of matters in which the Com- 
mission had authority. 

The only reason for subjecting the private property of the 
Stock Yards Company to the use of Swift & Co., said the court, 
appeared to be a finding that track 1619 for a number of years 
had been devoted to public use. It continued: 


We think the finding does not have legal support in the record 
since it leaves out of consideration the fact that such use has been made 
from the beginning to the end under the provisions of a written con- 
tract expressly asserting ownership and reserving therein the property 
right of the Stock Yards Company limiting the character of shipments 
and made mutually terminable upon 30- and 60-day notices, respec- 
tively. Certainly, upon these facts and upon the record there has been 
no such devotion of track 1619 to public use as to amount to a dedica- 
tion of the Stock Yards’ property as a public highway or as a part of 
the railroad company’s system over which the latter lawfully may move 
shipments of freight or live stock to the Swift & Co, plant. 


A little later, the court said that although the Commission 
held that the track had been for some years devoted to the 
public use, this was far from concluding that the Stock Yards 
had lost or surrendered ownership and control of its property 
when, over the whole period, it had “constantly, consistently 
and notoriously, by written contract, asserted and reserved 
complete ownership and control over the use of its track.” It 
added that everybody had full knowledge of that fact. 

The court said the Commission could not lawfully order 
the railroad to do what by law was forbidden by the declaring 
that the Stock Yards Co.’s track under the circumstances here 
was a part of the New York Central Railroad system. Such 
transfer of property lawfully could not be made short of con- 
demnation and compensation, it said. 

The opinion of the court was handed down in civil No. 
24435, Baltimore & Ohio et al. vs. United States of America 
= al., and No. 24479, Cleveland Union Stock Yards Co. vs. 

ame. 


COURT DISCHARGES FRISCO TRUSTEE 

Federal Judge George H. Moore, of St. Louis, on March 14 
entered an order formally discharging Judge Frank A. Thomp- 
son of St. Louis as trustee of the St. Louis-San Francisco Rail- 
way, which emerged from bankruptcy in January of this year. 
Judge Thompson was associated with the Frisco throughout its 
14 years of bankruptcy, first as counsel for the trustees, then as 
co-trustee, and for the past two years as sole trustee. He was 
recently unanimously elected as chairman of the board of the 
new company. 


ROCK ISLAND FEE HEARING POSTPONED 


A hearing before Federal Judge Michael L. Igoe, of Chi- 
cago, on fees to be paid in connection with reorganization of 
the Rock Island Lines, scheduled to be held March 14, has 
been postponed to April 18. 


Armour & Co. Overcharge Suits 


Civil suits against nine railroads claiming overcharges and 
taxes on overcharges aggregating $317,668.41 were filed March 
14 in the federal district court in Chicago by Armour & Co. 
The suits charge that the plaintiff shipped from its packing 
plants in South Omaha, Neb., Sioux City, Iowa, Kansas City, 
Kan.-Mo., and South St. Joseph, Mo., during the period from 
January 1, 1945 to date, carloads of fresh and salted meats to 
various destinations named in the attached exhibits, and that 
charges collected by the defendant railroads exceeded the 
charges legally applicable thereto under tariffs filed with the 
Commission and terms and provisions of written contracts be- 
tween the plaintiff and the defendants. Interest at 6 per cent, 
together with costs and reasonable attorneys’ fees are asked. 
F. R. Baird, A. F. Rackerby, and Paul E. Blanchard are attor- 
neys representing Armour. The suits are docketed as Nos. 
47C471-479. 

The railroads named, and the total alleged overcharges 
with taxes, are as follows. 
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Chicago, Milwaukee, St. Paul & Pacific, $41,074.08; Chicago Great 
Western, $20,039.21; Chicago & North Western, $45,803.06; Wabash, 
$9,838.51; Chicago, Burlington & Quincy, $50,812.35; Chicago, Rock 
Island & Pacific, $16,586.67; Illinois Central, $63,998.16; Missouri Pacific, 
$35,218.37; and the Atchison, Topeka & Santa Fe, $34,298.00. 


This is the second series of similar suits filed by Armour 
in recent years. On December 12, 1945, the company filed 
overcharge suits against ten railroads, alleging $228,477.04 in 
overcharges (see Traffic World, December 22, 1945). Both 
Swift & Co. and Wilson & Co. have similar suits pending in 
the Chicago federal court. Altogether, the overcharges claimed 
by the packing companies from the railroads now aggregate 
more than one million dollars. None of the suits has yet come 
to trial. 


Motor Use of Higher-Rated 
Route Taken to Court 


Ontario Freight Lines Corporation, of Syracuse, N. Y., has 
filed suit in the federal court for the district of New Jersey, 
asking the court to set aside an order of the Commission, divi- 
sion 2, in MC C-407, Great Atlantic & Pacific Tea Co. vs. On- 
tario Freight Lines Corporation, in which the division, with 
Commissioner Rogers dissenting, found unjust and unreason- 
able the practice of the defendant in transporting shipments 
of groceries over its local interstate routes instead of over its 
lower-rated local interstate routes (see Traffic World, April 6, 
1946, p. 1021). 

Ontario told the court the report of the Commission, re- 
quiring it to cease and desist or an appropriate order would be 
issued, was arbitrary and capricious. It asserted the interstate 
commerce act gave it the unqualified right to use its certificated 
interstate route and to apply thereover its tariff of inerstate 
rates, irrespective of possession by it of a different and lower- 
rated intrastate route derived from the state of New York. 
Nothing in the provisions of the act, it said, gave the Commis- 
sion authority to determine that it had been guilty of an un- 
fair and unreasonable practice. 

Ontario said the conclusion of the majority of the division 
was not supported by “any explication’ contained in the re- 
port enabling it to be determined by the court why the ma- 
jority acted as it did, and further asserted reference of the 
division to the distance of haulage had no support in the record. 
On the contrary, it said, the record unmistakably showed the 
distance of haulage was substantially less than that declared 
by the majority of the division. The Commission, it said, had 
erred as a matter of law in imposing on it a burden of proof 
that it had not been guilty of an unreasonable practice. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 

Minnesota district, third division, at St. Paul. Dart Transit 
Co., of St. Paul, on February 27, was fined $250 following entry 
of its plea of guilty to an information charging it, a contract 
carrier, with permitting and requiring drivers in its employ to 
drive and operate motor vehicles for excessive daily hours, and 
with failing to require its drivers to keep drivers’ logs. The 
fine was ordered to be paid. 


NON-OPERATING UNIONS SEEK WAGE INCREASE 


Representatives of seven non-operating railroad unions af- 
filiated with the A. F. L. railway employes’ department met in 
the Congress Hotel, Chicago, March 14, and drew up a demand 
for a 20-cent hourly wage increase, which will shortly be pre- 
sented to the railroads. 

Discussions were also held on proposals for a shorter work 
week and a revision of working rules, but the conference de- 
cided to concentrate on the wage demand. The seven unions 
received an 18%4-cent hourly wage increase last spring, as did 
the other railroad unions. 


YARDMASTERS SUE RIVER ROAD 
When the Chicago River & Indiana Railroad settled a dis- 
pute with the Brotherhood of Railroad Trainmen on January 
25, 1946 (see Traffic World, February 16, p. 548), it immediately 
was on the receiving end of an injunction suit filed by eight 
railroads, charging “unlawful” operating practices. On March 
14 in the federal district court at Chicago another suit was filed 
against the River Road growing out of the same situation. This 
time the plaintiff is the Railroad Yardmasters of North Amer- 
ica, Inc., an independent union, which charges that 11 of its 

members have had their seniority rights violated. 
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The suit alleges that in April, 1944, a contract was signeg 
between the River Road and the Yardmasters, stipulating that 
the seniority roster in effect should remain in effect; that on 
February 18, 1946, three workers were assigned regular posi- 
tions of yardmaster, in violation of the above seniority pro. 
vision; that the dispute was submitted to the National Railroaq 
Adjustment Board, and that the board decided in favor of the 
Yardmasers on June 19, 1946. Asserting that the railroad has 
refused to comply with the award, the union is seeking a court 
order to enforce the order of the adjustment board, plus allow- 
ances for attorney fees. 


N. M. U. Gets 6 Per Cent Pay Increase: 
C.I.O. Considers Super-Union 


The National Maritime Union has won a six pet cent wage 
increase, retroactive to January 1, under the decision of an 
arbitor, Paul Kleinsorge, Stanford University professor. Mr, 
Kleinsorge denied or refused to rule on 15 other union demands. 
The union had demanded a 25 per cent increase. The award 
was accepted by the union and the committee for companies 
and agents, Atlantic and Gulf coasts, at a meeting held recently, 
Three west coast unions were granted similar increases. 

Meanwhile several C.I.O. unions are again raising the idea 
of a super-union modeled after the recently disbanded com- 
mittee for Maritime Unity. The C.M.U. was split apart when 
Joe Curran, president of the N.M.U., withdrew his union, charg- 
ing communism among the C.M.U. leaders. Present negotia- 
tions between unions, temporarly recessed, propose asking the 
steamship companies to extend contracts to the last expiration 
date, so that all contracts may be negotiated at once on an in- 
dustry-wide basis. ; 

It is noted that steamship operators have not opposed in- 
dustry-wide bargaining as have many leaders in other in- 
dustries. Some operators testified in Congress against a ban 
on such bargaining. A frequent complaint in maritime circles 
is that the industry goes from one labor crisis to another. 
Maritime leaders have commented that conditions would be 
improved if all contracts ran out at the same time and if bar- 
gaining could be carried on with all unions simultaneously. 

Another chapter in quarrel among officials of the N.M.U. 
came to light with the suspension of Joe Stack, leader of the 
communist forces within the union, and leader of the opposi- 
tion to Joe Curran. Stack will be tried shortly, and faces being 
ousted from the union. It is by no means certain that Curran 
can muster the strength to have Stack ejected from the union, 
but if he can accomplish it the belief is current that the com- 
— grip on the N.M.U. will have been loosened to some 
extent. 


Frank J. Taylor, president of the American Merchant 
Marine Institute, commented as follows on the Kleinsorge 
award of a 6 per cent wage increase. 


This third wage increase in less than a year places American 
seamen at the highest level any merchant marine has ever known. 
These high wages, plus the best food and lodging, enable personnel 
aboard American ships to receive a great deal more than any com- 
parative shore industry. 

The new wage increase, coming on top of two others that have 
been granted since June, 1946, further weakens the competitive posi- 
tion of American shipping. Foreign competition is becoming keener 
each day and American operating costs must be carefully controlled 
if American-flag shipping expects to carry its full share of world trade. 


Under the new wage increase, an able seaman will receive 
$182.85 a month, a 121 per cent increase since January, 1941. 
Messmen, at $159, are up 127 per cent; while oilers, at $188.15, 
are up 107 per cent. In addition seamen have received raises in 
overtime and are now paid for Sundays at sea at the overtime 
rate. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,324,837 at the middle of 
February, 1947, representing decreases of 2.97 per cent under 
February last year and .69 per cent under January, 1947, ac- 
cording to a rail employment compilation based on preliminary 
reports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The February, 1947, employment 
was reported as follows: 

Executives, officials, and staff assistants, 15,058; profes- 
sional, clerical, and general, 224,102; maintenance of way and 
structures, 238,597; maintenance of equipment and_ stores, 
368,832; transportation (other than train, engine, and yard), 
172,888; transportation (yardmasters, switch-tenders, and 
in tnnsatl 17,134; and transportation (train and engine service), 
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Senate Labor Unit Members Toss 
Pointed Questions at Whitney 


Trainmen’s leader resents “implication” seen by him 
in statement made by Senator Jenner, of Indiana. 
Question of rail labor’s obligation to the public raised 
by Senator Donnell, of Missouri. Senator Morse, of 
Oregon, agrees with Whitney that strike votes should 
be taken after and not before appointment of emer- 
gency boards to investigate and report on rail labor 
disputes as now provided by railway labor act 


Though he was pressed repeatedly for a statement of his 
position on the question whether a nationwide railroad strike 
lasting ten days or more would paralyze the industry of the 
United States, A. F. Whitney, president of the Brotherhood of 
Railroad Trainmen, in testimony at a Senate labor and public 
welfare committee hearing on pending labor legislation, would 
not commit himself to a “yes” or “no” answer and sought to 
dismiss the question as one that was “hypothetical” and “very 
impractical.” 

He said, however, that he thought there was every reason 
to believe that industry and labor could “get together’ in the 
future on issues in controversy between them and that he was 
of the opinion there would not be any more work stoppages 
such as the general railroad strike of May, 1946. 

In the course of discussion of the 1946 railroad strike that 
occurred as a result of insistence of the Brotherhood of Rail- 
road Trainmen and the Brotherhood of Locomotive Engineers 
on certain work rule changes, Senator Donnell, of Missouri, 
asked, “Which do you regard as of greater importance, the 
maintenance of those rules of two out of 19 unions, on the one 
hand, or the transportation facilities and convenience of the 
entire public of the United States, on the other hand?” 

“T think that is an unfair question,” said Mr. Whitney. 

Later he added that that question had already been an- 
swered, and Senator Donnell suggested that it had been “an- 
swered by the calling of the strike.” 

“We violated no law in calling the strike,” said Mr. Whit- 
ney. “You seek to whitewash an arrogant group of railroads, 
operated under banker control, and the President, who upheld 
them in their refusal to negotiate... .” 

Senator Jenner, of Indiana, concluded that Mr. Whitney 
would insist on the “rights” of his union even if so doing would 
“bring about a strike that would paralyze the nation,” and 
asked whether, in such circumstances, surrender would not be 
better than to destroy the nation. 

“This nation is not going to be destroyed,” said Mr. Whit- 
ney. “This nation is a powerful nation.” 


Whitney Indignant 

“Under your philosophy it is inevitable that it would be 
destroyed,” said Senator Jenner. 

“T resent that implication,’ Mr. Whitney said. “I am and 
have been a good American citizen for 74 years, and I don’t 
like to be smeared, if you please, by anyone, not even a member 
of the Senate.” 

After there had been some discussion of Mr. Whitney’s 
opposition to compulsory arbitration, which he had stated 
earlier in testimony before the House education and labor com- 
mittee (see Traffic World, March 1, p. 663), Senator Donnell 
pointed out that, in the absence of compulsory arbitration, 
there might be an impasse in negotiations between management 
and labor. He wondered what course Mr. Whitney would rec- 
ommend in such a case. Mr. Whitney said he would cross that 
bridge when he came to it. 

“Why don’t you cross the bridge now?” asked Senator 
Jenner. “We have gotten to it in America. That is why we are 
here in this committee.” 

Before Mr. Whitney could answer, Senator Pepper inter- 
jected the comment that there was nothing in the legislation 
considered by the committee that dealt with government owner- 
ship, but that “lots of this questioning is about government 
ownership.” Senator Donnell said that “we are talking about 
government seizure.” He asked if it was not true that a nation- 
wide railroad strike lasting for ten days would in effect para- 
lyze the industry of the country. 


“IT have answered that by saying it would be very un- 
fortunate,” said Mr. Whitney. 

“You decline to tell us whether you think it would paralyze 
the country?” asked Senator Donnell. 

“I do not decline, no sir,” said Mr. Whitney. “I am not 
going to put myself in contempt of your committee if I can 
avoid it.” 

“What is your answer?” Senator Donnell resumed. “You 
prefer not to answer it?” 
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“T can’t answer it to suit you,” said Mr. Whitney. “I don’t 
like hypothetical questions and I think the question is very 
impractical.” 


Compulsory Arbitration 


Asked by Senator Pepper, of Florida, whether railway 
management proposed compulsory arbitration of all rail labor 
disputes as “the price of industrial peace” in the United States, 
Mr. Whitney said “no.” He agreed with Senator Pepper that 
it was “better to have temporary inconvenience or difficulties 
than to sacrifice industrial and economic democracy.” 

Senator Morse, of Oregon, said he thought that the “type of 
legal compulsion” that permitted seizure of industry by the 
government tended to cause the employer not to bargain in 
good faith and to take the position that in the long run man- 
agement would gain more by having the government take over 
the industry than by yielding to the unions’ demands. 

Much of Mr. Whitney’s testimony was designed to refute 
testimony presented before the committee earlier by Welling- 
ton Roe, head of the National Rank and File Association, of 
a nature inimical to the present leadership of the Brotherhood 
of Railroad Trainmen. Mr. Whitney said Mr. Roe had on two 
occasions been employed in headquarters of the B. R. T. at 
Cleveland but had not been a “special assistant” to the grant 
president of the B. R. T.; that Mr. Roe had been a member of 
lodge No. 598 of the B. R. T. at New York City from January 
25, 1944, to May 18, 1946, and that on the latter date he had 
been expelled from membership of the brotherhood after a 
hearing, on five charges against him, including a charge that 
he had made false and malicious statements villifying the char- 
acter of officers and members of the brotherhood. 

oa . making the rights of individuals like Wellington 
Roe superior to the rights of the vast majority of the peace 
loving, conservative, sensible American workers, eventually, 
if not shortly, the American labor movement would be torn 
asunder in a regime of industrial strife that would be worse 
than anything that can be imagined,” said Mr. Whitney. 


Taking of Strike Votes 


Describing a proposal by Mr. Whitney that rail union 
strike votes be taken after issuance of emergency board rec- 
ommendations, not before the appointment of such boards, as 
“an excellent suggestion,” Senator Morse said: 


It has been my experience and observation that these strike votes 
under the railway labor act before the board sits are pretty much mat- 
ters of formality. It is pretty much‘the attitude that ‘‘we have got to 
vote a strike now in order to get an emergency board to really go into 
the merits of the case,’’ mediation having broken down. In the 1941 
negotiations the expense was $100,000 or more. .. . But... once the 
board hands down its decision, and if further mediation with the car- 
riers should fail, the men would then know exactly what they are really 
going to strike for. 


Mr. Whitney said that the “closed shop” in the railroad 
industry, which he advocated, would “enable us to protect our 
contract.” He said that there had been ‘“mushoom strikes .. . 
fomented by some Red, some outsider,” and that in such cases 
he did the best he could to protect his union’s contract with the 
railroads affected by the strikes, but that he had found that 
perhaps 25 per cent of the men involved were not members 
= < B. R. T. and were wholly out of sympathy with the 

“If you had a closed shop . . . any employe who attempted 
to organize another union would be immediately expelled from 
the brotherhood and would lose his job,” said Senator Ball, of 
Minnesota. 

“Oh no,” said Mr. Whitney. “They have a property right 
and carry insurance in our organization. . . . We would be 
very cautious about expelling them. ... Is there any reason 
why the existing leadership should not be perpetuated, as long 
as it satisfies the membership?” 

“Not when it is done by expelling those who disagree with 
them,” said Senator Ball. 

Further questioning by committee members drew from the 
witness the information that the election of officers of the grand 
lodge of the B. R. T. at its national convention was effected 
with the use of voting machines; that guards were posted at 
the voting machines, but that the actual voting was secret. 

Mr. Whitney said he would not oppose government seizure 
of the railroads in event of a strike if the roads were actually 
operated by a government department and if the earnings went 
to the government. 


Strikes Against the Government 


‘Do you think that employes have the right, as a matter 
of law and equity, to strike against the government?” asked 
Senator Donnell. 

Mr. Whitney said he thought that that was “a very serious 
matter,” but that it had been decided by the Supreme Court in 
the “John L. Lewis case.” 


“I feel it is giving the government as an employer a lot of 
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authority when we take the position that anything the govern- 
ment does to the worker is O. K., even though the worker is 
deprived of the right to quit his job,” said Mr. Whitney. ; 

He added that if the government was so arbitrary that it 
did not keep wages in tune with the cost of living, it would 
not be in the interest of the public. 

Asked by Mr. Donnell who would determine whether or not 
the government was “arbitrary,” Mr. Whitney said he would 
cross that bridge when he came to it. 

“Would you put the workers’ views ahead of the rights of 
the public?” asked Senator Donnell. 

“IT have never taken the position that the rights of any 
individual group were superior to those of the government,” 
said Mr. Whitney. 

In discussion of demands of his brotherhood for rule 
changes, Mr. Whitney said that, under present conditions, din- 
ing car stewards, cooks and waiters had no place to sleep when 
traveling at night, except in diners, and that there were no 
toilets in the diners. 


Bills Affecting Court Review 
of I. C. C. Orders Discussed 


While expressing opposition to proposed legislation whereby 
federal court tests of validity of orders of the Interstate Com- 
merce Commission or Maritime Commission would have to be 
made in a U. S. Circuit Court of Appeals in the first instance, 
rather than in a federal district court, and whereby such cases 
could not be appealed directly to the U. S. Supreme Court from 
a district court but would have to come before the Supreme 
Court on certiorari petitions from a federal circuit court, Chair- 
man Aitchison, of the I. C. C., in testimony before a subcommit- 
tee in the House judiciary committee on March 17, endorsed 
other pending legislation that he said would effect “less drastic” 
revisions of the judicial review procedure in question and would 
“go far to remove the minor difficulties in the working of the 
present system of review.” 


The bill that Chairman Aitchison opposed was H. R. 1468, 
introduced on January 29 by Representative Michener, of Michi- 
gan, House judiciary committee chairman. That bill embodied 
recommendations of the Judicial Conference of Senior Court 
Judges, transmitted to Congress by Henry P. Chandler, director 
of the Administrative Office of the United States Courts (see 
Traffic World, Feb. 1, p. 336, and Feb. 8, p. 420). The bill that 
Chairman Aitchison supported was H. R. 2271, introduced on 
February 27 by Representative Michener and entitled “a bill 
to incorporate into the Judicial Code the provisions of certain 
statutes relating to three-judge district courts, and for other 
purposes.” Chairman of the subcommittee in charge of hearings 
on these bills is Representative Graham, of Pennsylvania. 


First among the witnesses heard by the subcommittee 
March 17 was Judge Ora L. Phillips, of the U. S. Circuit Court 
of Appeals for the Tenth Circuit, at Denver, Colo., chairman of 
the Judicial Conference sponsoring H. R. 1468. He said that 
under the urgent deficiencies act of 1913 appeal in cases con- 
testing I. C. C. or Maritime Commission orders could be had 
directly to the U. S. Supreme Court from a statutory three- 
judge court. He recalled that the late Chief Justice Stone had 
declared that something needed to be done to relieve the Su- 
preme Court of the burden of cases that came to it on appeal 
from statutory three-judge courts. It was pointed out that the 
Supreme Court had to decide cases brought to it on appeal, 
though it could shorten their disposition on motions to affirm, 
before oral argument or filing of briefs, when it found that 
appeal had been taken for delay only, or that the questions 
involved were so insubstantial as not to need further argument; 
but that it had discretion to accept or reject consideration of 
cases brought before it on certiorari petitions. 





Aitchison For Less “Drastic”? Means 


Chairman Aitchison said that as to the proposal in H. R. 
1468 to transfer the primary jurisdiction to review orders of the 
Commission from the district to the circuit courts of appeals, 
his opinion was that the change of forum and type of remedy 
was unnecessary and would be unduly confusing to litigants 
and the courts. Further, he said, he believed that any minor 
difficulties in the working of the present system of review 
could largely be overcome by less drastic means than by the 
changes in the action and in the form proposed. 


As to the proposal in H. R. 1468 to substitute certiorari for 
direct appeals, Chairman Aitchison said he was “not able to 
stand out as against the representations of the Chief Justice 
that the right of appeal has been.and is being so abused (par- 
ticularly in motor carrier cases) that the effectiveness of the 
Supreme Court is injuriously affected by the necessity for tak- 
ing time and attention from cases of greater public importance 
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in order to dispose of motor carrier and other Interstate Com- 
merce Commission cases improvidently appealed as of right.” 

The present system of statutory three-judge courts was 
contrived for the purpose of obtaining expeditious review of 
administrative orders of the Commission, to the end that proper 
orders of that body should be obeyed promptly, said Chairman 
Aitchison, adding that “for that purpose it was necessary to 
provide the remedy of direct appeal to the Supreme Court, as 
of right.” 

“Indeed,” he continued, “such right has been provided 
ever since the enactment of the original act to regulate com- 
merce in 1887. Since that time, while many uncertainties in 
regulation have been cleared up, business has become more 
complex and has developed new forms, and new uncertainties 
grow and are still multiplying with the evolution in economic 
and social policies accepted by the Congress. The Interstate 
Commerce Commission now has actively on its dockets more 
nationwide proceedings of extreme importance, and of novelty 
where far-reaching precedents having profound effect are to 
be made, than ever before in its history of 60 years. . . . Con- 
gress must weigh the advantages and disadvantages to the 
public interest as well as the question of convenience and the 
desires of the courts, the administrative agencies whose actions 
are reviewed, and the litigants before them. . . . The control- 
ling question is the public interest. 

“I have been impressed by the fact that the Supreme 
Court has found means to protect itself from unnecessary and 
frivolous appeals quite effectively just as it is able to conserve 
its time by examining and denying petitions for certiorari. .. .” 


1. C. C. Cases In Court 


Chairman Aitchison submitted a tabulation showing that 
in the Supreme Court’s October term for the years 1938-1945, 
inclusive, in cases decided on appeals from statutory district 
courts, involving I. C. C. orders, a total of 31 orders (including 
24 motor carrier act orders) had been affirmed per curiam, 
before oral argument or filing of briefs; two had been decided 
per curiam in a memorandum order after argument, two had 
been decided by per curiam opinions after argument, and 51 
had been decided by “opinions in course,” including 22 motor 
carrier act cases. 


“T have heard but two reasons advanced, other than the | 


conservation of time and effort of the Supreme Court in these 
cases, for substituting certiorari for direct appeal,” said Chair- 
man Aitchison. “The first is uniformity; the other, that when 
an appeal is dismissed, the court thereby is creating an un- 
desirable and not carefully thought out precedent. . . . I am 
not able to accept either consideration as necessarily compel- 
ling a change in an otherwise acceptable system. In fact, uni- 
formity will not be achieved. And it seems to me that no 
tribunal or lawyer is likely to give much more authority to 
the decision of a lower federal court as to which the Supreme 
Court has dismissed an appeal than if the Supreme Court had 
denied an application for a writ of certiorari from the final 
decree of the same lower court.” 


Cotterill Opposes H. R. 1468 

Charles E. Cotterill, of New York City, the next witness, 
said he represented motor carriers whose annual gross rev- 
enues aggregated about $350,000,000. He contended that motor 
carrier cases did not inherently have the aspect of not being 
important enough to merit the attention of the Supreme Court. 
The motor carrier industry grossed about $1,500,000,000 a year 
and employed more men than the railroads of the country, he 
said. He stated that it was true that in the early stages of 
motor carrier regulation by the Commission some cases went 
to the Supreme Court that were not “good cases,” and that 
this irritated Chief Justice Stone. He said that an unfair situ- 
ation that had prevailed, when a man charged with a criminal 
offense for violation of an order of an administrative agency 
of the government could not claim invalidity of the order as a 
defense, had been corrected by enactment of the administrative 
procedure act. In H. R. 1468, he said, it was expressly pro- 
vided that the system of review should be “exclusive.” Adop- 
tion of that provision, he averred, would be the death knell of 
the opportunity of a defendant to say that if he violated a 
Commission order unintentionally, the order itself was invalid. 

Mr. Cotterill said he had been amazed by the “technical 
proficiency” of Supreme Court justices in their opinions on 
transportation subjects. He said that such proficiency could 
not be gotten in the lower courts. 

“Under this bill,” he said, “a case goes to the Circuit Court 
of Appeals. It, not having a concentration of experience, will 
say that the I. C. C. knows what it’s doing . . . and that ‘we 
don’t see anything particularly wrong about its order.’ . . - 
Would the respective Circuit Courts of Appeals follow each 
other? . . . One circuit court might say that the Commission 
was correct, another might not... .” 

He argued that under H. R. 1468 it would be difficult to 


March, 


create 
possible 
preme > 
Ch 
conclus 
hearing 
In 
plained 
chief jt 
a mem 
Septem 
mittee 


Senc 
to E: 


Le 
to be s 
ing sel 
hearings 
merce 
with HB 
the civ 
March 

Th 
preside 
Morro\ 
Forwa: 
Air Tr 
depart: 
row sa 
fit to 
forwar 
provisi 
freight 
a cont 
the bi 
cepted 
bill wl 
sion @ 

M 


would 
which 
freigh’ 


ba 
the ci’ 
and a 
establi 
ing th 
Associ 
Truck 
object 
connet 
The a 
tion, J 
portar 
purpo: 
so thi 
venier 
Air cz 
may ' 
the tr 
In the 
where 
tation 
havin; 
haul ; 


“ 


that 1 
stand) 
ers al 
the s] 
The ¢ 
ladin; 
subse 
lish t 
publi: 


Wis., 
trans 
throu 
Racir 





LD 


Om- 
ht.” 
was 
V of 
oper 
man 
y to 
t, as 


‘ided 
-om- 
‘Ss in 
nore 
nties 
omic 
state 
more 
velty 
e to 
Con- 
the 
1 the 
tions 
\trol- 


reme 
and 
serve 

” 


that 
1945, 
strict 
uding 
riam, 
cided 
» had 
id 51 
notor 


n the 
these 
Yhair- 
when 
nN un- 
I am 
mpel- 
, uni- 
at no 
ity to 
oreme 
‘t had 
- final 


itness, 
s rev- 
motor 
being 
Court. 
A year 
ry, he 
ges of 
; went 
d that 
r situ- 
iminal 
agency 
r as a 
trative 
y pro- 
Adop- 
nell of 
ated a 
nvalid. 
echnical 
ons on 
~ could 


| Court 
xe, will 
rat ‘we 
. ’ ‘ 
w each 
mission 


icult to 


March, 22, 1947 


create a conflict of circuit court decisions that would make 
possible the bringing of a question of conflict before the Su- 
preme Court. 

Chairman Graham, of the subcommittee, announced at the 
conclusion of Mr. Cotterill’s testimony that the subcommittee 
hearings would be resumed at a later date. 

In the course of his testimony, Chairman Aitchison ex- 
plained that H. R. 2271 was prepared by Judge Albert B. Maris, 
chief judge of the U. S. Emergency Court of Appeals, who was 
a member of a committee of the Judicial Conference which, in 
September, 1943, was consolidated with the conference com- 
mittee headed by Judge Phillips. 


Senate Committee Reports Bill 
to End Air-Motor Rate Barrier 


Legislation to do away with legal technicalities now said 
to be standing in the way of establishment of through connect- 
ing service by truck lines and airlines was the subject of a 
hearing by the House committee on interstate and foreign com- 
merce on March 18. Testimony presented at the hearing dealt 
with H. R. 2109, the Wolverton bill to amend section 1003 of 
the civil aeronautics act of 1938 as amended (see Traffic World, 
March 8, p. 743). 

The witnesses were: Robert Ramspeck, executive vice 
president of the Air Transport Association of America; Giles 
Morrow, executive secretary and general counsel of the Freight 
Forwarders Institute; Stuart Tipton, general counsel of the 
Air Transport Association, and Roland Rice, head of the legal 
department of American Trucking Associations, Inc. Mr. Mor- 
row said the bill as introduced would be of no particular bene- 
fit to forwarders that were seeking to enter the air freight 
forwarding field. He offered amendments designed to make 
provisions of the bill applicable also to forwarders of air 
freight, but told the committee he would not insist on them if 
a controversy about them would be a hindrance to passage of 
the bill. The other witnesses supported the measure and ac- 
cepted most of the suggestions for changes in wording of the 
bill which were submitted to the committee by the Commis- 
sion and the Civil Aeronautics Board. 

Mr. Ramspeck, in urging passage of H. R. 2109, said it 
would “eliminate a technical difficulty in the present law 
which will interfere to a very substantial degree with the air 
freight program of the airlines.” 


Operations of Air Cargo, Inc. 


“The second sentence of subsection (b) of section 1003 of 
the civil aeronautics act says, in effect, that if an air carrier 
and a surface carrier establish ‘through service’ they must also 
establish ‘joint rates’ applying to that service,” he said. “Dur- 
ing the past two years the airlines, through the Air Transport 
Association, and the truck operators, through the American 
Trucking Associations, have been working together with the 
objective of eventually performing a nationwide system of 
connecting service between truck operators and air carriers. 
The airlines have recently organized and financed a corpora- 
tion, Air Cargo, Inc., which is carrying on this and other im- 
portant aspects of the industry’s augmented air program. The 
purpose of this is to combine the two types of transportation 
so that shippers in the most out-of-the-way places can con- 
veniently secure the benefits of the speed of air transport. 
Air carriers . . . do not serve many small cities whose citizens 
may wish to use the service. The purpose of the work with 
the truckers is to permit the trucker to develop the business 
In these small cities and haul it to the nearest airport city, 
where it would be placed on an airplane for further transpor- 
tation. If the shipment were destined to another small city not 
having direct airline service, there might be an additional truck 
haul at the other end. 


“In working on this project, it immediately became clear 
that the best way, from both the carrier’s and the shipper’s 
standpoint, was to have these shipments involving both truck- 
ers and air carriers move on a single bill of lading. Otherwise, 
the shipper would have to deal with both carriers individually. 
The carriage of a shipment by two carriers on a single bill of 
lading is quite clearly ‘through service’ within the meaning of 
subsection (b) of section 1003. Therefore, if we were to estab- 
lish the service contemplated, it would be necessary for us to 
publish joint rates for the haul. ... 


Practical Effect of Legislation 


“Let us assume that a trucker operating between Racine, 
Wis., and Chicago, and United Air Lines, which operates a 
transcontinental route through Chicago, desire to establish 
through service for shipments originating and terminating in 
Racine. If this were to be done under the present law, the 
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trucker and United Air Lines would have to agree to and file 
rates applying from Racine to every point on United Air Lines’ 
system—a very costly and time-consuming process. The effect 
of this bill would be to permit those to carriers to establish 
through service over their lines without taking any further 
action with respect to their rates. The rate for the through 
service would be merely the sum of the trucker’s rate from 
Racine to Chicago, and the airline’s rate from Chicago to the 
destination point on its line... .” 

Mr. Morrow said that, under present provisions of law, 
freight forwarders might utilize the services of motor carriers 
on an agreed basis when they operated under the provisions 
of the interstate commerce act, but that if they operated by air 
they would be required to pay the same motor carriers, or any 
others, full tariff rates. 


Agreements with Truck Lines 


“We do not seek to obtain any rights for forwarders under 
the civil aeronautics act in this regard which they do not have 
under the interstate commerce act, but we feel that we are 
justified in asking that forwarders be given the same authority 
to make agreements with motor carriers when their operations 
are subject to the civil aeronautics act as when they are sub- 
ject to the interstate commerce act,” he said. 

‘Mr. Tipton, in the course of a brief statement, said it was 
entirely likely that air carriers and surface carriers would 
work out a system of joint rates. Mr. Rice endorsed Mr. 
Ramspeck’s statement and said he hoped for expeditious pas- 
sage of H. R. 2109. 

Chairman Wolverton, of the committee, read a report of 
the Interstate Commerce Commission’s legislative committee 
on the bill. The Commission said it was not in position to ex- 
press a helpful opinion as to the need for the proposed revision 
of section 1003, but recommended that reference to the “motor 
carrier act of 1935” in this and certain other sections of the 
civil aeronautics act be deleted, in view of changes in ter- 
minology effected by the transportation act of 1940. A like 
recommendation was made in a report by Chairman Landis, 
of the C. A. B., which Chairman Wolverton also read. He said 
the bill had been introduced at the request of the Air Trans- 
port Association. : 
Committee Acts on Bill 


In an executive session on March 19 the Wolverton com- 
mittee ordered H. R. 2109 favorably reported to the house, 
with an amendment. The bill as introduced proposed substitu- 
tion of new language for the second sentence of Section 1003 
(B) of the civil aeronautics act of 1938. The committee amend- 
ment would strike out, also, the third sentence of Section 1003 
(B), and substitute therefor the following: 

“Any air carrier, and any common carrier subject to the 
interstate commerce act, which is participating in such through 
service and joint rates, fares or charges, shall include in its 
tariffs, filed with the Civil Aeronautics Board or the Interstate 
Commerce Commission, as the case may be, a statement show- 
ing such through service and joint rates, fares or charges.” 


I. C. C. Comments on Bill to Ban 
Transport of Liquor Ads 


A recommendation that there be stricken from the consid- 
ered bill a provision making unlawful the interstate transporta- 
tion by for-hire carriers of “any newspaper, periodical, news- 
reel, photographic film or record for mechanical reproduction . 
advertising alcoholic beverages or containing the solicitation of 
an order for alcoholic beverages” is contained in a report sent 
to the Senate interstate and foreign commerce committee by 
the Commission’s legislative committee concerning S. 265, intro- 
duced by Senator Capper, of Kansas, to prohibit transportation 
in interstate commerce of advertisements of alcoholic beverages. 

The Commission said in its report that “the question 
whether from the standpoint of social welfare advertisements 
of alcoholic beverages should be barred from interstate move- 
ment is not related to the jurisdiction of this Commission, and 
we are therefore unable to express a helpful opinion with 
respect to the merits of this legislative proposal.” However, 
it said, section 3 (the section affecting for-hire carriers) was 
of interest to it. It noted that this section, as presently worded, 
applied to “any common carrier” or “any private carrier for 
hire,” and suggested that the latter term was probably a mis- 
nomer for the term “contract carrier,” since the interstate 
commerce act contained no “private carrier for hire” classifica- 
tion. 

“Although carriers could not be held liable for violation 
of such an act unless they knowingly transported liquor adver- 
tisements,”’ said the Commission, “they might be put to a con- 
siderable burden in trying to avoid any possible charge of a vio- 
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lation. The tendency might be for some to refuse to accept 
any shipments of magazines, picture films, etc., rather than 
risk such a charge. In other instances, where Congress has 
prohibited movement of certain articles in interstate commerce, 
the act has been made expressly inapplicable to carriers.” 

The Commission cited, as such an instance, legislation af- 
fecting misbranded woolen goods, and suggested that the pro- 
vision of that act making it inapplicable to carriers be adapted 
for inclusion in S. 265, with addition of freight forwarders to 
the “exempted” carrier category. 

The Senate committee announced that hearings on S. 265 
would be held May 12, before the full committee. 


Johnson Asks Extension of I. C. C. 
War Powers Over Motor Lines 


“We, of course, do not contemplate any such transporta- 
tion crisis as the nation was confronted with in May, 1946, 
by reason of the coal and railroad strikes, but I am convinced 
that the government should be in position to marshal motor 
carrier equipment and facilities to ameliorate any emergency 
condition which might arise,” said Director Johnson, of the 
Office of Defense Transportation, as he testified before the 
House judiciary committee in support of legislation to extend 
for — year titles I, III and V of the second war powers act 
of 1942. 


Director Johnson’s testimony dealt particularly with title I, 
authorizing the Commission to ‘make reasonable directions 
with respect to equipment, service and facilities of motor car- 
riers, and to require the joint use of equipment, terminals, 
warehouses, garages, and other facilities,” and subjecting motor 
carriers to the same penalties for failure to comply with Com- 
mission orders under that authority as other carriers are sub- 
ject to in event of failure to comply with action taken by the 
Commission under section 1(15) of part I of the interstate 
commerce act. Other provisions of title I of the war powers 
act have the effect of removing limitations contained in parts 
II and III of the interstate commerce act on the Commission’s 
authority with respect to the period for which temporary 
authority may be granted to motor carriers and water carriers 
subject to its jurisdiction. 

Director Johnson said that the present shortage in the 
supply of freight cars had been reflected to a degree in the 
increased loadings of motor carriers; that there were limita- 
tions, however, on the type and amount of freight that could 
be diverted by shippers to motor carriers, but that “the fact that 
the demands upon motor carrier facilities are increasing be- 
cause of the freight car situation strongly supports the pro- 
posal to extend title I of the second war powers act until 
March 31, 1948.” 


As to temporary authority for motor and water carriers, 
Director Johnson noted that in the period from November 1, 
1945, to October 31, 1946, the Commission had more frequent 
occasion to authorize emergency water service than in any 
year of the war, and that with respect to motor carriers the 
number of applications increased 483 per cent over the number 
filed in the year ended November 1, 1940. 


Brigadier General Ernest M. Brannon, assistant judge ad- 
vocate, Procurement Group, War Department, asked for ex- 
tension of the Commission’s war powers under title I, saying 
that cessation of this authority of the Commission would handi- 
cap operation of agencies located in the War Department’s 
Pentagon building, now served by three bus lines connecting 
with points in metropolitan Washington, D. C., and Virginia. 
He expressed fear that the largest of the three bus companies 
would discontinue its service to and from the Pentagon on 
March 31 unless the Commission’s war powers under title I 
were extended. 


MONEY FOR O. D. T. 


Congress has completed action on H. R. 1968, the urgent 
deficiencies appropriation bill for the current fiscal year, car- 
rying $136,500 for the Office of Defense Transportation so as 
to permit continuance of its operation until July 1, or two 
months beyond April 30, the date on which O. D. T. functions 


otherwise would cease (see Traffic World, Feb. 22, p. 584, and 
March 8, p. 745). 


The Bureau of the Budget had requested an appropriation 
of $143,000 for the O. D. T., but the House reduced that amount 
to $130,000. After the Senate restored the amount of the House 
reduction, House and Senate conferees agreed on $136,500 for 


the O. D. T., and the two Houses of Congress subsequently 
adopted the conference report. 
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The bill also contained “cutbacks” in appropriations for 
the Maritime Commission (see Traffic World, March 8, p. 746), 


Truman Wants Export Control Law 
Extended for Year After June 30 


In a message to Congress on March 19, President Truman 
asked that existing legislative authority for control of exports 
by the federal government be extended for a year beyond its 
present expiration date—June 30, 1947—and that such exten. 
sion be made well in advance of that date, because “delay 
would prove unsettling to business and would handicap the 
planning and execution of food and other export programs.” 

Review of domestic and world supplies, the President said, 
had convinced him that the United States government must 
continue its control over the export of products in critically 
short supply here and abroad, “in order to protect the economy 
of the United States as well as to discharge our international 
responsibilities.” 

“Uncontrolled exports of food products would result in a 
marked increase in the already substantial burden of living 
costs borne by the American people,” he said. ‘Unlimited 
export of feeds, seeds and fertilizers would make extremely 
difficult the achievement of the food production goals which 
we have asked American farmers to meet and would increase 
the cost of production of farm products. . . . Our steel, lum- 
ber, building materials, industrial chemicals and many other 
basic industrial commodities are sought throughout the world. 
Shortages of many of these commodities restrict our own do- 
mestic production of other essential products. Unrestrained 
export would inevitably limit the level of our own industrial 
production and employment... .” 

The President said that the list of items subject to export 
control had been reduced from a wartime peak of over 3,000 
to approximately 725 on October 1, 1946, and approximately 
500 at the present time. He added that “we will continue to 
remove export controls as rapidly as the supply situation 
permits.” 


WOLVERTON TRANSPORT INQUIRY RESOLUTION 


Chairman Wolverton, of the House interstate and foreign 
commerce committee, has proposed continuance in the current 
session of Congress of the national transportation investigation 
instituted by the committee in the 79th Congress under author- 
ity of a resolution (H. Res. 318), offered by Representative Lea, 
of California, then chairman of the committee. The committee 
issued, on December 31, 1946, a summary of statements received 
by it from many sources in response to a list of “suggested 
topics” circulated by it in connection with its transportation 
inquiry (see Traffic World, Jan. 4, p. 33). 

The Wolverton resolution, H. Res. 153, to continue the 
transportation investigation in the 80th Congress reads as fol- 
lows: 


“Resolved that, effective from January 3, 1947, the committee on 
interstate and foreign commerce or any duly authorized subcommittee 
thereof is authorized to continue the investigation begun under au- 
thority of H. Res. 318 of the 79th Congress, and for such purpose shall 
have the same power and authority as that conferred by said H. Res. 
318. The committee may from time to time make such preliminary re 
ports to the House as it deems advisable and shall, during the present 
Congress, report to the House the results of its investigation, together 
with such recommendations as it deems advisable. Any report sub- 
mitted when the House is not in session shall be filed with the clerk 
of the House.”’ 


BILL AGAINST DISCRIMINATORY RATES 


Representative Bryson, of South Carolina, has introduced 
H. R. 2613, calling for adjustment of freight rates and classi- 
fications so as not to discriminate among regions or territories 
in the United States by addition to section 1 of part I of the 
act of a new paragraph (2a), reading as follows: 

“(2a) It is hereby declared that the establishment of 4 
classification of freight and a scale of class rates to apply to 
the transportation of property by common carriers by railroad 
subject to this part, so adjusted as not to discriminate among 
regions or territories in the United States, is necessary in the 
public interest; and it shall be the duty of the Commission t0 
administer and apply the provisions of this part so as to give 
full effect to the declaration contained in this paragraph.” 


LOCOMOTIVE INSPECTION COMPENSATION 


The House has passed and sent to the Senate H. R. 2123, 
the bill to amend the locomotive inspection act of February 17, 
1911, as amended, with respect to adjustment of compensation 
of the director of locomotive inspection, the assistant directors 
and district inspectors by the Commission. 
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Bill to Make Truck Lines Liable 
for Reparations Hit by A. T. A. 


Legislation sponsored by National Industrial Traffic 
League, to extend to parts II, III and IV of interstate 
commerce act the provisions of part I with respect to 
two-year limitation for filing of claims for overcharges 
and undercharges and with respect to reparations is 
subject of House interstate commerce committee hear- 
ing. Considered bill, H. R. 2324, is supported by wit- 
nesses for League and for Aircraft Industries Associa- 
tion of America 


In a House interstate and foreign commerce committee 
hearing March 18 on H. R. 2824, a bill embodying recommenda- 
tions of the National Industrial Traffic League for establish- 
ment of a uniform statutory period of limitation covering over- 
charges, undercharges and reparations for all four parts of the 
interstate commerce act (see Traffic World, March 8, p. 745, 
and March 15, p. 820), John V. Lawrence, managing director 
of the American Trucking Associations, Inc., endorsed some 
parts of the bill and objected to other parts of it, on behalf 
of the trucking industry. 

He said the motor carrier industry favored the provisions 
of H. R. 2324 that assumed federal jurisdiction over claims 
based on violations of the act and established a two-year time 
limit on the filing of such claims, but that the industry was 
“very much opposed” to the provisions of the bill that would 
subject motor carriers to payment of reparations “with respect 
to rates which, at the time they were charged, were the legal 
mera rates . . . but which at a subsequent date are found 
illegal.” 

F. F. Estes, vice chairman of the legislative committee of 
the League, told the House committee that the League in 
several successive annual meetings had taken a position favor- 
ing a uniform statutory period of limitation covering over- 


charges, undercharges and reparations for all four parts of the 
act. 


“Consistency” Advocated 


“No justifiable reason can be advanced for any inconsist- 
ency in such statutory period as between the various types 
of carriers, and it is the considered judgment of the League 
that this statutory period should be established as two years, as 
now provided in section 16, part I of the interstate cgmmerce 
act with respect to shipments via rail carriers,” he said. 

His testimony included the following: 


Part II of the act which deals with motor highway carriers at 
present contains no statutory period for the filing of such claims, nor 
does it contain any provision with respect to reparations. Part III 
of the act, covering water carriers, provides for a statutory period of 
three years, which applies only where shippers file claims for over- 
charges; and part IV of the act, covering freight forwarders, like part 
II, contains no statutory period, nor any provision for reparations. . . 


Keeping of Old Records by Shippers 


In the absence of a definite provision in the interstate commerce 
act for a statutory period with respect to, let us say, motor carriers, 
it is not uncommon for a shipper of freight via a motor carrier to 
be confronted with a bill for undercharges some three or four years, 
or even longer, after the shipment is made, depending upon the state 
laws covering the particular shipment, because in the absence of any 
federal period the state laws, of course, apply. This means that a 
shipper under such conditions is required for his own insurance to 
maintain shipping records far beyond any reasonable period of time 
and after the transaction has long been forgotten and even after the 
Parties who were involved in the transaction may have gone out of 
business. Further to complicate the situation, there is wide difference 
in the statutory period in the various states, varying all the way from 
two to ten years. There frequently is a difference of opinion as to 
the statute of which particular state will apply; that is, as to whether 
a statute of the state in which the shipemnt originates applies, or 
whether a statute of the state in which the shipment terminates ap- 
plies. . . 

We have had long experience insofar as the rail carriers are con- 
cerned, with respect to the two-year statutory period provided in 
part I of the act, and it has operated most satisfactorily both so far 
as the railroads and the shippers are concerned. . 


Mr. Estes placed in the hearing record a tabulation showing 
the differences in time limits on claims as among the different 
States. 


Calls Trucking Industry Full-Fledged 


He said a statutory period of limitation had been purposely 
omitted from the motor carrier act of 1935, because trucking 
was then a budding industry, but that since then the industry 
_ blossomed into a full-fledged transportation instrumen- 
ality. 

“An industry which was new in 1935 has now established 
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itself in the transportation field and must, therefore, assume 
its share of responsibility and necessary regulation, from which 
it was relieved in its infancy in 1935, in order to afford shippers 
and receivers of freight the protection to which they are 
rightfully entitled,” he said. 

He affirmed a conclusion by Representative Hinshaw, of 
California, that there was no intention to make a difference in 
treatment of the carriers subject to the different parts of the 
act. 


A. H. Schwietert, traffic director of the Chicago Associa- 
tion of Commerce and Industry, and vice president of the Na- 
tional Industrial Traffic League, said his association endorsed 
the bill as to the uniform period of limitation. He asked and 
obtained leave to file with the committee, after the hearing, a 
statement showing the effect on shippers and carriers of differ- 
ences in state laws on limitation periods for claims. 


Brashears’ Testimony 


Harry R. Brashear, director of traffic services of the Air- 
craft Industries Association of America, Inc., endorsed Mr. 
Estes’ statement. He said that, as there was now no federal 
law that limited the time within which claims for violations of 
the interstate commerce act might be brought, reliance must 


ke had on state laws that might run as long as four or even 
six years. 


“Right now in a number of instances,” he said, “our mem- 
bers are called upon to pay additional charges on shipments 
which were transported by motor carrier four years ago. Four 
years ago, that is in 1943, we were in the middle of the war 
and many of the shipments involved in these undercharge claims 
moved to plants that have long since been closed. The personnel 
that handled these shipments has largely been released and has 
gone into other activities, making the search of such records 
a difficult procedure.” 


Some of the carriers that relied on the state laws for col- 
lection of their undercharges, he said, had published rules in 
their tariffs limiting shippers to a two-year period for the filing 
of claims for overcharges. He added that highway carriers pub- 
lished and filed with the Commission bill of lading rules which 
limited the time for recovery of damage for loss or injury to 
goods to two years, and that part I of the act, which imposed 


a two-year limitation on railroads, had been found satisfactory 
over a period of years. 


Illustration of “Confusion” 


Mr. Lawrence, in expressing approval of the two-year stat- 
ute of limitations provisions of H. R. 2324, said that most of 
the motor carriers that were subject to the act performed oper- 
ations in several states, and that the confusion and difficulty 
inherent in this situation was “obvious.” 


“Consider, for example, a motor carrier who hauled a ship- 
ment through three states having varying statutory limits of 
two, four and six years,” he said. “In performing the operation, 
the carrier unwittingly charged the shipper more than his pub- 
lished tariffs provided. The shipper, under present circum- 
stances, could bring suit in any one of the three states involved. 
Such a situation . . . places the motor carrier in the position 
where he is subject to suit under the maximum limit of the most 
liberal state—in this instance, six years.” 


The fact that the railroads presently were subject to a “rep- 
arations” provision was not necessarily proof that the provision 
was proper, and in no case should it be considered justification 
for applying such a provision to motor carriers, Mr. Lawrence 
argued. Continuing, he said, in part: | 


This is what could and would happen under a reparations provi- 
sion as proposed in the bill. A carrier hauls a load of freight for 
a shipper, and’ charges the legal published rate, and the transaction is 
forgotten. At some future date the Interstate Commerce Commission 
for one reason or another decides that the legal published rate in 
question was higher than it should have been. The reparations pro- 
vision, as proposd in the bill, would apply and the carrier would 
be subject to payment of full reparations on every shipment moved 
under the rate. 

Possibility of ‘‘Overnight Bankruptcy”’ 


In other words, the bill would make decisions of the Interstate 
Commerce Commission as to the reasonableness and lawfulness of 
rates retroactive. The motor carrier industry believes this would be 
extremely burdensome and might well mean overnight bankruptcy 
for small motor carrier businesses if it were put into effect. Congress 
did not see fit to subject the motor carrier industry to such dire pos- 
sibilities in the original motor carrier law, nor has it seen fit to take 
such action when it has reviewed and amended the statute from time 
to time in the twelve years motor carriers have been under regula- 
tion. .i:. 


Mr. Lawrence then contended that there was a vast differ- 
ence in application of a reparations provision to truck lines as 
against its application to railroads, because 92 per cent of the 
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motor carriers operated fewer than ten trucks each and con- 
stituted “little business” in the “true sense of the word.” 


Rate Protection Problem 


“In theory,” he declared, “the reparations clause might 
sound perfectly logical and reasonable. But how does it work? 
Under regulation, the motor carrier must publish the exact 
rates he is going to charge. He then must file his rates with the 
Interstate Commerce Commission, usually to become effective 
within 30 days after filing. If someone . . . protests the rates, 
the Commission can suspend them pending an investigation and 
ruling as to their reasonableness. Even lacking a protest, the 
Commission can suspend the rates on its own initiative if it 
believes the rates appear to be unreasonable. If the rates are 
not suspended and are allowed to go into effect, it is a good bet 
that they are pretty well in line with the rates of other trans- 
portation agencies or the carrier is not going to get much busi- 
ness with them. The problem for the last 10 or 15 years has not 
been protection of the public from unreasonably high rates, but 
rather protection of transportation agencies from unreasonably 
low rates. As long as competition is the way it is, with shippers 
in a position to play one carrier against the other, it is not the 
shipper but the carriers who really need protection... . 

“Tt would be entirely unreasonable to require these little 
motor carriers to pay reparations on every shipment that had 
moved under the rate in the past. Why, most shippers of any 
consequence have commerce counsel who know infinitely more 
about rates and tariffs than the average motor carrier. It is 
conceivable, at least, that unscrupulous shippers might de- 
liberately pay a rate for months, confident that at a later 
date they could go to the Commission and get a retroactive 
reduction. 

“Earning a reasonable profit in the motor carrier industry 
these days is difficult enough without addition of any more 
threats to the industry’s existence... . 


Reparations in Reverse 


‘What about instances when shippers have taken advantage 
of the competitive situation to get rates that were lower than 
they should have been? Such instances are much greater in 
number than those involving rates that were too high. If it is 
fair to enable shippers to collect reparations on rates that were 
too high, is it not just as reasonable to enable motor carriers 
to collect reparations from shippers if the rates subsequently 
are declared to have been too low?” 

Representative Lea, of California, observed that a suit for 
reparations lay when a rate that had gone into effect uncon- 
tested had been subsequently found unlawful. Asked by Mr. 
Lea whether he had any information as to “the extent of the 
injustice” shown by recovery of reparations on unreasonable 
rates, Mr. Lawrence said that the Commission, in its annual 
reports for 1916 and 1931, had stated that reparations cases 
had cluttered up its work and had made the recommendations, 
among others, that power to award reparations be placed in 
the courts and that claimants be required to show that they 
had suffered damage by payment of the rates found unlawful. 
Mr. Lawrence said that in many cases the shippers, at the 
time they collected reparations, already had “passed on” to 
“somebody else” the amount of the freight charges originally 
paid by them. 

Mr. Lea observed that there were high price periods and 
low price periods, and that the system of reparations as it now 
stood did not allow for distinctions between such periods. Mr. 
Lawrence added the comment that “everybody might have been 
satisfied” two or three years ago with the freight rates that 
were then being charged, but that now conditions had changed. 


New Rates on New Commodities 


Representative Carson, of Ohio, suggested that in some in- 
stances the carriers had moved new commodities, on which 
no rate or classification had been in effect previously, and 
told of ‘a wartime experience he had had as a railroad attorney 
in collecting from a consignee an undercharge on a shipment 
as to which the rate, fixed in the first instance on the basis 
of advice from the Commission, had been increased on subse- 
quent notification from the Commission that it had made a 
mistake and that the rate originally applied had been too low. 

_Mr. Carson noted that, under terms of the bill, a com- 
plaint to enforce a Commission award of “damages” might be 
filed in the federal court for the district in which the com- 
plainant resided or in which was located the principal operating 
office of the carrier, “or in any state court of general jurisdic- 
tion having jurisdiction of the parties.” He called attention 
to pendency in the House of the Jennings bill, to bar the 
filing of suits in courts distant from the locality in which the 
cause of the action for damages arose. 


Forwarders Institute Views 


In testimony he gave on March 19, Giles Morrow, execu- 
tive secretary and general counsel of the Freight Forwarders 
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Institute, supported the provisions of H. R. 2324 with respect 
to establishment of a two-year time limit for recovery of over. 
charges or undercharges, but contended that existing law as 
to reparations should not be changed, or, if changes in such law 
were desired, that reparations should not be allowed unless the 
complainants could show that they had beeg damaged by the 
charging of the unreasonable rates on which they based their 
complaints for reparations. 

“A provision for award of damages, if included in part IV, 
even though it be in the same language as used in part I of the 
act,” he said, “will have an entirely different and more hurtful 
effect in the case of freight forwarders than it now has in the 
case of railroads. This is true because of the very material 
differer.ce in conditions to which the law would be applied in 
the case of the respective industries. The Commission has had 
power to prescribe maximum reasonable rates, insofar as rail- 
roads are concerned, since 1906. . . . In the Arizona Grocery 
Company case, 284 U. S. 370, decided in December, 1931, the 
Supreme Court held unequivocally that the Commission may not 
award reparation on shipments which moved under rates pre- 
scribed or approved by it. . . . It will thus be seen that, as to 
the vast body of rates which the Commission has prescribed 
or approved with respect to railroad traffic, it is estopped from 
awarding damages. 


“Freight forwarders have been regulated only since 1942 


and the Commission has had no occasion to prescribe maximum 
reasonable rates as to forwarder traffic... . 


Forwarder Rates and Reparations 


“Freight forwarder rates are patterned after and, in many 
cases, are identical with rail rates. To illustrate how this bill, 
if enacted, would work out in practice, take the example of a 
rail rate and a forwarder rate, identical in amount, between the 
same two points and on the same commodity. If, as the result 
of investigation and hearing, the Commission found the rail 
rate to be unreasonable it could prescribe a reasonable rate for 
the future but could not award reparations if, as would very 
likely be the case, it had previously found the rate to be reason- 
able. On the other hand, if the Commission found the for- 
warder rate to be unreasonable it could not only fix the level 
of the rate for the future, but could award as reparations the 
difference between the rate which had been in effect and the 
rate found reasonable. The inequity of this situation is ob- 
ViIOUR. 2” 

Mr. Morrow averred that if the forwarders were required 
to pay reparation they could not recoup, under H. R. 2324, from 
the underlying carriers, “who would have received four-fifths 
of the charges which were the subject of the reparations claim. 
He urged that the committee, if it decided that a provision for 
award of damages should be incorporated in all parts of the 
act, give a “de novo” consideration to the whole subject of 
reparations. With the passage of time, he said, the Supreme 
Court and the Commission had made a distinction between 
damages claimed where a rate was found to be unreasonable 
and damages claimed where a rate was found to be unjustly 
discriminatory. He explained that, in the Darnell-Taenzer 
Lumber Co. case, 245 U. S. 531, the Supreme Court held in 
effect that the Commission in awarding damages based on un- 
reasonableness of a rate was not required to ascertain whether 
the complainant was actually injured or passed the unreason- 
able charge on to others, while in the International Coal Case, 
230 U. S. 184, and another case cited as 289 U. S. 385, it held 
that where the claim was based on unjust discrimination and 
such discrimination was found, the complainant could not re- 
cover unless he proved he had suffered a loss in a pecuniary 
sense. Mr. Morrow quoted Commission criticism of provisions of 
the act with respect to reparations from its annual reports for 
1916, 1919, 1930, 1931 and 1932, adding that he regarded the 
Commission’s views there expressed as sound and that “there is 
no good reason why a person who alleges successfully that a 
particular rate is unreasonable should obtain, as a matter of 
course, and without proof of any injury, the difference between 
the rate prescribed for the future and the rate observed in the 
past.” 

I. C. C. on Motor Rates andi Damages 


Under questioning by committee members, Mr. Morrow 
said that the Commission, in the Bell Potato Chip Co. case, 43 
M. C. C. 37, had said it had the right to declare motor carrier 
rates unreasonable in the past and had suggested that if it 
had occasion to determine that motor rates had been unreason- 
able in the past, its determination could form the basis for suits 
for damages in the courts. 

He said the forwarders had published a two-year limitation 
on overcharge suits in their tariffs and that, in a Commission 
proceeding testing the validity of that provision in their tariffs, 
a Commission examiner had recommended a Commission find- 
ing that the forwarders had a right to make that provision 0 
their tariffs. 

Representative Carson suggested that the provisions of the 
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Jennings bill (H. R. 1639), limiting venue in damage cases, to 
which he had referred earlier, be incorporated in H. R. 2324. 

Mr. Morrow said he thought enactment of H. R. 2324 would 
encourage the filing of ‘“‘a great many” cases for reparations 
against forwarders, and that this had been true in the case of 
the reparations section of part I, affecting railroads. 

Representative Hinshaw, as acting chairman of the com- 
mittee, announced that there would be incorporated in the hear- 
ing record a statement that would be filed by J. K. Hiltner, gen- 
eral traffic manager, United States Pipe & Foundry Co., Bur- 
lington, N. J., on behalf of the New Jersey State Chamber of 
Commerce, the Atlantic States Shippers’ Advisory Board, and 
the Camden (N. J.) Traffic Club. 


H. R. 2324 a “Short-Cut,” Lacey Says 


Edward J. Lacey, executive secretary of the National In- 
dustrial Traffic League, arose to supplement Mr. Estes’ testi- 
mony with the statement that the Commission, in its decision 
in the Bell Potato Chip case, had said it had jurisdiction under 
part II to determine the lawfulness of motor carrier charges on 
past shipments and had suggested a method of obtaining relief 
in the courts, as to unreasonable charges in the past. He said 
that the course so proposed by the Commission was a “round- 
about way” and that the considered bill would provide a short- 
cut to the obtaining of relief in the form of reparations. Relief 
through the courts, he said, would probably be taken by the 
larger shippers who had their own counsel, in cases where the 
amounts involved were substantial, but would operate against 
“the little fellow, who would not have the means to take his 
case to court.” In the case of “the little fellow,” he said, the 
amount sought as reparation might be so small that the attor- 
ney’s fee he would have to pay in a court proceeding would 
equal or exceed that amount. 

Mr. Lacey stated that the unreasonableness of a rate was 
not the only basis on which reparations might be sought; that 
misrouting of a shipment or error in publication of a rate might 
also constitute ground for reparation. Acting Chairman Hin- 
shaw said Mr. Lacey might file a statement amplifying his 
views on these points. 

Mr. Lawrence, of the A. T. A., submitted to the committee 
some suggested amendments to the bill, in conformity with his 
criticism of it in his testimony. 


House Passes Measures Extending 
Waivers of Navigation Laws 


The House has passed and sent to the Senate, with amend- 
ments, H. R. 1240, providing for suspension of the navigation 
and vessel inspection laws as applied to ships operated by the 
War Department, and H. J. Res. 76, authorizing and directing 
the commandant of the Coast Guard to waive compliance with 
navigation and vessel-inspection laws administered by the 
Coast Guard, after March 31, expiration date of the second 
war powers act. 

It was explained in the course of House discussion of the 
two measures, that they were “almost identical’—that H. R. 
1240 dealt only with ships belonging to and operated by the 
War Department, while H. J. Res. 76 covered “all vessels 
operated by our merchant marine;” that retention of the ships 
in service was urgently needed for large movements of troops 
and passengers to and from overseas points, but that the ships 
could not meet the high safety standards required by Amer- 
ican navigation and vessel inspection laws. 

H. R. 1240 would permit War Department use, for trans- 
porting troops and passengers, of ships having safety stand- 
ards and equipment below those legally required, until De- 
cember 31, 1947. H. J. Res. 76 would apply to other passenger- 
carrying merchant ships such exemptions from the legal safety 
Standards. As introduced, the resolution would have continued 
this exemption (in effect in the war period under authority of 
the second war powers act) until January 1, 1948, but an 
amendment adopted by the House would make the exemption 
effective until April 1, 1948. 


“A Shotgun at Our Heads,” Says Bradley 


Chairman Bradley, of the House merchant marine and 
fisheries committee, author of the two measures, in the course 
of House consideration of them stated his position as follows: 


Very frankly, I personally do not like either of these bills. 
grave misgivings about both of them. 
name, but they were introduced as a matter of emergency. H.R. 1240 
was introduced at the request of the Secretary of War, and H. J. 
Res. 76 was introduced at the request of the President in his message 
to the Congress on February 3, asking that we extend title V of the 
second war powers act for one year... . 

We have in effect a shotgun at our heads in the request for en- 
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actment of both of these bills. We have a great many people over- 
seas that have to be transported back here. We have troops overseas 
that have to be transported to these shores. We have others who have 
to go abroad, and we simply do not have a passenger-carrying mer- 
chant marine afloat today that can take care of these people. . 


Chairman Bradley referred disapprovingly to information 
he said he had received to the effect that 2,300 persons had 
been carried in a War Department vessel, converted from 
cargo carrying to passenger transport, which had a lifeboat 
capacity for only 900, but he said that he had been assured by 
responsible officers of the War Department that the taking of 
such risks had been discontinued. Representative Weichel, of 
Ohio, charged that the War Department had been neglectful 
and inefficient in not “taking every shipyard facility in the 
United States to make safe ships” in the last two years since 
the end of World War II hostilities. 

Foreign-flag ships were ‘‘by and large” not as safe as the 
ships for which waivers were now being asked, as American 
a standards were the highest in the world, said Chairman 
Bradley. 


U. S. Merchant Marine Not Paramount 


“Look over the total carrying capacity of the present pas- 
senger-carrying merchant marine as contrasted with those of 
foreign flags and then ask yourselves whether the American 
merchant marine is today paramount on the high seas,” he 
said. “It certainly is not and it is to our disgrace that it is not. 
It is about time we wake up, if we would maintain the Amer- 
ican merchant marine paramount. 

“We have to have appropriations to build ships, if we are 
to compete in the world trade. We must have comparable 
operating costs, and that includes labor costs. Above all, we 
must have courteous crews. We must have a cuisine equal to 
that on foreign ships. . . . We must permit the American mer- 
chant marine to operate aircraft in the world trade paralleling 
their own steamship routes, on many of which we pay a hand- 
some subsidy from the American taxpayers’ pockets. .. .” 

Chairman Bradley placed in the Congressional Record a 
tabulation showing present and anticipated passenger service 
between North Atlantic ports.and European Atlantic and Medi- 
terranean ports by (1) U. S. flag ships and (2) ships under 
foreign flags, his point being that the number and total ca- 
pacity of the foreign passenger vessels was_ substantially 
larger. 


Alien Seamen and U. S. Citizenship 


He said that the crews on American ships now operating 
were about 17% per cent alien. He reported that a delegation 
had called on officials of the State Department, the Maritime 
Commission and the Coast Guard and on some members of 
Congress “with a proposal that we will have before our com- 
mittee very shortly, in which they asked that we blanket into 
American citizenship some 14,000 alien seamen who served in 
the American merchant marine during the war. 

“They made the representation,” he continued, “that the 
vast majority of these aliens were Norwegians, Danes or other 
Scandinavians. As a matter of fact, a breakdown of the fig- 
ures shows an entirely different story. There are perhaps 
within these 14,000 not to exceed 1,000 Scandinavians. By far 
the greater majority of them are men from the Latin-American 
countries who are National Maritime Union members and are 
very glad indeed to work under our high scale of wages and 
are very glad indeed to pay the union dues, which seems to be 
the principal concern of the unions and seems to be the main 
reason they are interested in having these men blanketed into 
citizenship. They are easier to control... . 

“Personally, I would like to insist that no waivers be 
granted on account of aliens anywhere on our ships, but they 
tell me there is a distinct shortage of qualified seamen in the 
steward’s department and they feel for the time being they 
will have to ask that some waiver be granted in the steward’s 
department... .” 

An amendment proposed by Mr. Bradley to H. J. Res. 76, 
permitting employment of aliens only in the steward’s de- 
partment of a merchant ship after July 1, was adopted by the 
House. 





MERCHANT SEAMEN ASK FOR “RELIEF” 


Appearing before the Senate interstate and foreign com- 
merce committee the afternoon of March 18 in what the com- 
mittee chairman described as a “special meeting,” a delega- 
tion of seamen from the crew of the S. S. America, accom- 
panied by Seth Levine, of Washington, D. C., research director 
of the C. I. O. Maritime Committee, complained about transfer 
of American-flag merchant ships to foreign-flag registry, asked 
that aliens with a record of years of wartime service on U. S. 
merchant vessels be qualified for American citizenship, and 
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urged enactment of pending legislation referred to as “the 
seamen’s bill of rights.” 

Scipio Collins, seaman, said that when American ships 
were transferred to Panamanian or Honduran registry the 
American crews of those ships were eliminated. As a result, 
he said, about 60,000 American seamen, or one-third of the total 
employed on the American merchant marine in World War II, 
were now unemployed. He said that the U. S. government was 
thereby losing taxes on the wages of the seamen and that the 
ship companies were obtaining substantial savings through a 
depreciation allowance about 100 per cent greater per year 
than under the American flag and through lower taxes and 
safety standards. 





McCarran Urges Early Enactment 
of All-American Flag Line Bill 


In letters he addressed to Chairman White, of the Senate 
interstate and foreign commerce committee, and Senator 
Brewster, of Maine, head of that group’s subcommittee on 
aviation, Senator McCarran, of Nevada, asked for immediate 
hearings on his bill to establish an All-American Flag Line as 
the principal airline to represent the United States in the for- 
eign air transport field, and urged passage of the bill without 
any unnecessary delay. 

His bill, a revival of similar legislation introduced by him 
in the 78th and 79th Congresses, is identified as S. 197. Copies 
of his letters to Senators White and Brewster were sent to all 
other members of the Senate committee to which the bill had 
been referred. 

‘I believe the time has come when world events have 
demonstrated beyond question the need for the All-American 
Flag Line,” he wrote. “I believe the present financial plight 
of many of our airlines demonstrates the desirability of pool- 
ing our interests in international air transportation, for the 
good of the carriers themselves as well as for the national 
welfare. And I believe that the speaking and the writing on 
this subject which you, Senator Brewster, and I and, more 
recently, others have done, has borne fruit, and that the people 
of this country are ready to accept the wisdom of applying 
to our operations in the field of international aviation that 
grand old American principle of ‘United we stand, divided we 
fall’... I am happy to invite you, Senator White, and you, 
Senator Brewster, to join with me in the sponsorship of my 
bill. I stand ready and willing to consult with you about 
details of language. ... 

“The vitally important thing, if this country is to main- 
tain her position as queen of the vast ocean of the air—a 
position without which we cannot preserve our essential lead- 
ership in world trade or in international affairs—is that this 
legislation shall be brought to public hearings, perfected as the 
wisdom of this committee may dictate, debated in the Houses 
of Congress, and passed without any unnecessary delay... .” 


ST. LAWRENCE WATERWAY 


Representative Kilburn, of New York, spoke briefly in the 
House, March 17, urging Congress to act on H. R. 13, providing 
for the completion of the St. Lawrence seaway and waterway 
project under the terms of the 1941 agreement between the 
United States and Canada and the federal-New York state 
power accord of 1933. 


GAS TAX INCREASES PROPOSED 


Bills which would impose additional levies on gasoline 
have been introduced in twenty-two state legislatures, accord- 
ing to information compiled by the National Highway Users 
Conference which says: 


The proposed increases range from one-half cent in North Dakota 
to 10 cents in Washington state. California, Colorado, Indiana, Maine, 
Massachusetts, Michigan, Minnesota, Missouri, Utah and Washington 
state bills propose increases of two cents or more per gallon. Minimum 
increases of one cent per gallon have been proposed in Connecticut, 
Maryland, Montana, New Hampshire, Nevada, Ohio, Pennsylvania, South 
Carolina, Texas, West Virginia, Wyoming and the District of Columbia. 

Revenue from the gas tax increase in South Carolina would be 
specifically earmarked for state schools, while in Massachusetts two 
bills propose that revenue from increased gas tax together with addi- 
tional $10 registration fee be used to make uniform the premiums on 
compulsory motor vehicle liability insurance. With these two excep- 
tions, all other increases apparently would be for road and highway 
pareants. The Massachusetts bills have received unfavorable committee 
action. 

Legislation authorizing counties and cities to levy gasoline taxes 
at the rate of three cents and two cents per gallon are under considera- 
tion in California and Nevada, respectively. Diesel motor fuel taxes 
would be greatly increased by bills in California and Washington pro- 
posing increasing the tax to seven and one-half cents and 15 cents a 
gallon, respectively. Existing ‘‘temporary’’ and ‘‘emergency’’ gasoline 


TRAFFIC WORLD 


taxes would be continued or made permanent in Idaho, Massachusetts, 
New York, Ohio, Pennsylvania, and West Virginia. In Idaho a four-year 
extension has passed the House. 


U. S. C. OF C. URGES RATE BILL PASSAGE 


The Chamber of Commerce of the United States devoted a 
special number of its “Governmental Affairs” bulletin to the 
so-called Reed-Bulwinkle bill, S.110, providing for exemption 
of carrier agreements from the anti-trust laws when approved 
by the Commission, and now pending in the Senate on a favor- 
able report from its interstate commerce committee. 

“Tf 50 years of usage is not deemed to have established a 
precedent for carrier agreements, that precedent was estab- 
lished definitely in the shipping act of 1916 with respect to the 
ocean carriers subject to that act, and similarly affirmed in the 
civil aeronautics act of 1938 with respect to air carriers,” said 
the Chamber. 

“Thus, rail, highway and inland waterway carriers under 
the pending bill merely would be given the same opportunities 
for concerted action, under supervision by the duly-constituted 
regulatory authority, as are now enjoyed by ocean and air 
carriers.” 

The Chamber said the statement on tthe bill should assist 
business men and business organizations in presenting the per- 
tinent facts regarding S. 110, its background and considerations 
bearing on the desirability of its enactment. 


STRIKE NOTICES IN TRUCKING INDUSTRY 


The American trucking industry was the target for 9% 
union notices of intention to strike which were filed with the 
Labor Department in February as compared with 77 notices 
in January, according to an analysis by the industrial relations 
department of the American Trucking Associations, Inc. In a 
statement the department said: 


The February notices involving the trucking industry were 17.9 
per cent of the total of 530 notices filed during the month against all 
industry and compared with 15.3 per cent of the January total of 
504 notices against all industry. 


The February notices involved 312 trucking companies and two 
employer associations, compared with January notices involving 217 
trucking companies and three employer associations. Thirty-six of 


the February notices involved more than one company, compared with 
21 in January. 


All of the February notices against the trucking industry were 
filed by the International Brotherhood of Teamsters. 

Illinois, which led all states in January with eleven notices, and 
Indiana, which was second in January with nine, topped the February 
list with 12 notices for each state. Ohio was next with nine, fol- 
lowed by Iowa, Pennsylvania and Kentucky with six each, and Mas- 
sachusetts with five. No notices at all were filed for 22 states. 


Cc. M. F. A. ATTACKS TRUCK THEFTS 


To cope with the rising problem of theft of shipments, a 
proposal to establish a special protective department in the 
Central Motor Freight Association has been submitted to men- 
bers by Chester G. Moore, chairman and general manager, of 
Chicago. The loss, mysterious disappearance or theft of motor 
freight shipments or parts of shipments has cost the industry 
an untold amount of money and the situation, rather than in- 
proving, seems to be getting worse, stated Mr. Moore. 


The proposed protective service department would employ 
trained criminal investigators, capable of investigating the back- 
ground and habits of any employe whom an employer might 
suspect of being implicated in theft. While the association 
receives a certain amount of cooperation from the Chicago 
police and the Federal Bureau of Investigation, said Mr. Moore, 
such aid is sketchy and is seldom followed through to com 
pletion. 

A questionnaire has been submitted to C. M. F. A. mem 
bers asking for information as to the amounts paid out in 194 
for shipments lost or stolen, experience with local police ané 
the F. B. I., and attitude towards the above proposal for 3 
special protective department. 


NEW WHITE TRUCK CABS 


An outstanding feature of the new White WB series 0 
trucks and tractors is the extremely modern cab design, the 
White Motor Co. has announced. Major considerations include 
driver vision, fresh air heating and ventilating, adjustable seats 
for greatest comfort, easy operating controls, improved riding 
qualities, quick access provisions, and special conveniences fo 
service and maintenance. With the new White ventilating anf 
heating system it will no longer be necessary for drivers 10 
strip down or bundle up in order to be comfortable during 
extreme conditions, said thé company. The seat can be adjust 
for correct position and back support, and for proper thigh sup 
port and consequent body comfort. 
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A.T.A. Customer Relations 
Section to Meet April 17-18 


“Is the trucking industry ready for the buyer’s market?” 
will be the theme of the spring meeting of the American 
Trucking Associations’ customer relations section (the former 
pusiness development section) to be held April 17 and 18 in 
the Sherman Hotel, Chicago. The section has been recon- 
stituted to direct more emphasis upon business building through 
better customer handling. Advertising and merchandising have 
a prominent place on the program, according to John Viking, of 
Webber Cartage Line, Chicago, chairman of the planning com- 
mittee. 

Two Clinics will be held the afternoon of April 17. Carter 
Justin, of George F. Alger Co., Detroit, will lead a sales expense 
clinic. An advertising clinic will have Phil Hinerfeld, of the 
Biow Co., as vice chairman, and Mr. Viking will preside at a 
sales training session. 

Robert Bayer, editor of Traffic World, will lead a discus- 
sion at the April 18 morning session, on the question, “What 
Do Our Customers Expect?” Industrial traffic managers will 
participate in the discussion. Walter Mullady, of Decatur 
Cartage Co., Chicago, will act as vice chairman at the afternoon 
session, devoted to a discussion on “‘Are You Ready for the 
Buyer’s Market?” A film, “Telephone Courtesy,” will be 
shown. 

Jim Crowley, former Notre Dame football star and now 
active in professional football circles, will be the speaker at 
the April 18 luncheon. Fruehauf Trailer Co., Detroit, will be 
host at a cocktail party the night of April 17. 

Ted V. Rodgers, president of A.T.A., in a letter sent to 
the motor freight industry explaining the purpose of the Chi- 
cago meeting, stated that “the ‘seller’s market’ is over in just 
about every line of business and that includes truck transporta- 
tion. The customer’s money is again beginning to talk. He 
wants super service, politeness and. courtesy on the other end 
of the telephone, and he’s going to get it. He’ll get it from 
us or from our competitors,” said he. 


Accounting Committee to Meet 


For the same dates and same place, the A. T. A. has an- 
nounced a meeting of its national committee on accounting. At 
the same time the committee announced appointment of a sub- 
committee to consider industry-wide adoption of a uniform 
method of depreciation, to study the straight line method, the 
declining method, and the group method, as used by the rail- 
roads. Members of the subcommittee are: W. L. Paul, E. L. 
Long Motor Lines, Inc., Greenwood, S. C.; chairman; Edgar S. 
Idol, Columbia Terminals Co., St. Louis; Robert Behlen, Motor 
Haulage, Inc., Brooklyn; Charles S. Isreal, Aero Mayflower 
Transit Co., Indianapolis, and Clayton E. Yeo, Belyea Truck 
Co., Los Angeles. 

According to the A. T. A. announcement, C. W. Emken, 
chief of the Commission’s section of accounts, is expected to 
be available for consultation as to the section’s views on 
matters to be discussed. 

_ Plans and programs for state accounting chapter and sec- 
tion meetings will be presented by J. Frank Dickson, Jr., of 
H. B. Church Truck Service Co., Boston, the A. T. A. said, 
while methods for better understanding and use of functional 
system of accounting will be discussed by O. L. Doud, general 
manager, Silver Fleet Motor Express, Louisville. Latest office 
methods and recommendations for greater uniformity in motor 
carrier office procedures will be outlined by J. J. Cunningham, 
comptroller, Decatur Cartage Co., the A. T. A. says. It added 
that a question and answer period on accounting interpretations 
would be conducted by A. P. Scott, treasurer, Associated Trans- 
port, Inc., New York, and that Walter Denkmann, secretary, 
Dohrn Transfer Co., Rock Island, Ill., would submit recom- 
mendations of a subcommittee he headed as to methods for 


assigning expenses and overhead in connection with cost studies 
now in progress. 





A. T. A. SPRING MEETING AT DENVER 


Roland Rice, general counsel of the American Trucking 
Associations, Inc., and Ben R. Miller, director of the associa- 
tion’s industrial relations department, will speak on manage- 
ment-labor problems at A. T. A’s safety operations and 
equipment spring meeting in Denver, May 12 to 15, according 
to an associatiton announcement continuing as follows: 


Mr. Rice will discuss application of the fair labor standards act to 
Specific employes of the trucking industry and Mr. Miller will speak on 
Causes of “‘fringe’’ issues in labor contract negotiations. 

John V. Lawrence, managing director of the association, also will 
Speak at the meeting. He will discuss the A. T, A. Roadeo and progress 
in its National Highway Courtesy and Safety Campaign for 1947. 

_ Other A. T. A. staff members who will speak at the sessions will 
include G. D. Sontheimer, executive assistant to the director of the 
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operations department, and Hoy Stevens, chief, equipment and main- 
tenance, operations department. 

Six other speakers announced for the sessions are V. M. Drew, 
director of research for the Fruehauf Trailer Company, Detroit; R. C. 
Norrie, chief engineer, Kenworth Motor Truck Company, Seattle; 
A. A. Kearney, Brown Industries, Inc., Spokane; J. G. Oetzel, Warner 
Electric Brake Company, Beloit, Wisconsin; M. E. Bealey, Silver Eagle 
Company, Portland, Oregon; Earl Lashmet, Liberty Mutual Insurance 
Company. 


A. T. A. SAFETY REGULATION MEETINGS 


The American Trucking Associations, Inc., has announced 
it will sponsor a series of meetings throughout the country to 
determine the trucking industry’s views on impending revision 
of the Commission’s safety regulations. 

The association has doubled the size of its national com- 
mittee on I. C. C. safety regulations, “indicating the urgency 
and importance being placed in the proposed changes.” The 
enlarged committee, attached to and a part of the A. T. A. 
safety and operations section, would work with the 53 affiliated 
state associations in an effort to crystallize the carriers’ views, 
said A. T. A. John M. Akers, of Akers Motor Lines, Gastonia, 
N. C. will continue as committee chairman. 

Ray G. Atherton, A. T. A.’s general manager, announced 
that cnlaresdnct of the committee was designed to give every 
state and section ample representation The regional meetings, 
he said, would be held in the two weeks beginning April 14 at 
San Francisco, Portland, Oregon, Denver, Omaha, Oklahoma 
City, Atlanta and New York City. These meetings will be fol- 
lowed by a general “round-up” session at Chicago. 


C. S. M. F. B. to Publish 
Rate Increases as Authorized 


The board of directors of Central States Motor Freight 
Bureau, at a special meeting held in Chicago, March 17, decided 
to abandon its attempt to obtain authorization for a 14 per cent 
general rate increase, and to accept the program indicated by 
the Commission in its decision in I. & S. M-2723, Middlewest 
General Increases (see Traffic World, March 1, p. 656 and 
March 15, p. 804). The Commission has granted special permis- 
sion to publish on five days’ nctice rates not in excess of 125 
per cent of the rates in effect March 17, 1942, so long as those 
rates do not exceed the rates now under suspension, and so 
long as the rates on shipments over 5,000 pounds do not exceed, 
for any carrier, his rates on the same articles in shipments of 
less than 5,000 pounds. In effect, the bureau’s new. rates will 
parallel the Ex Parte 162 increases granted the railroads; no 
rates will be reduced, and some rates will be higher. There 
will be no increases on shipments under 5,000 pounds, and the 
average increase on shipments above 5,000 pounds will be ap- 
proximately 12.13 per cent. It will probably require about two 
weeks for the bureau to compile and publish the new rates, 
bureau officials said. 

All participating carriers are being notified by registered 
mail of the board’s emergency action, so that individual car- 
riers may flag out if they so desire. In its letter to the carriers, 
the C.S.M.F.B. explained that “unless we hear from you with 
instructions to the contrary, your rates will remain the same 
as they are on shipments under 5,000 pounds providing they are 
as high or higher than the rates produced by taking 125 per 
cent of the rates in effect on March 17, 1942. If your individual 
exceptions have caused the publication of rates lower than 125 
per cent of the rates in effect March 17, 1942, the 125 per cent 
basis will be published for your account. 

“The class rates for shipments over 5,000 pounds will be 
125 per cent of the rates in effect on March 17, 1942. The com- 
modity rates which are to be published will be the presently 
effective rates plus 10 per cent, except in the cases of those 
rates contained in tariffs 280-C, 240, 271-E and 247-F, which 
rates will not be changed at this time.” 


TRUCK PRODUCTION HIGH 


Commercial truck production in February reached a new 
high of 114,909 vehicles compared with a January total of 
102,727 units, the Civilian Production Administration said 
March 18, adding: 


A total of 263,998 automobiles were turned out in February, com- 
pared with 252,160 in January when production was slowed while some 
manufacturers changed over to new models. 

Shortage of castings, due to scarcity of pig iron, and lack of suffi- 
cient steel of various types, barred greater production in February both 
of trucks and automobiles. 

Three companies, Checker Cab Manufacturing Corporation, Bobbi 
Motor Car Corporation and Tucker Corporation reported no production 
of automobiles during the month. 

February truck production by classes was as follows; Light 47,902; 
medium 57,757; light-heavy 6,464; heavy-heavy 2,786, 
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Transfer Charge on Interline 
Traffic Proposed to C.S.M. F.B. 


More than 100 motor carrier representatives met with the 
committee appointed by the Central States Motor Freight Bur- 
eau to study the problem of expediting the handling of interline 
freight, the morning of March 18, in the Palmer House, Chicago, 
and came up-with two concrete suggestions designed to meet 
the many complaints from motor carriers and shippers about 
the interline situation. 


The meeting directed the interline committee to recom- 
mend to the C. S. M. F. B. board of directors that a transfer 
charge of 25c a 100 pounds on all shipments up to 5,000 pounds, 
and a transfer charge of 20 cents a 100 pounds on shipments 
over 5,000 pounds, subject to a minimum charge of $1.00 to be 
added to the rates and applied at every transfer point, be 
applied to interline traffic. It was further recommended that 
the directors appoint a committee to study connecting line 
restrictions and submit a report within ten days suggesting a 
uniform basis for all carriers, the suggestions to be submitted 
to a mail vote. The meeting requested the C. S. M. F. B. direc- 
tors to consider the interline situation as an emergency matter 
and to hold a special directors’ meeting March 24. “y 

Inasmuch as the board has already been called to Chicago 
for two special meetings this month, it is somewhat doubtful 
that it will take up the recommendations until the next regular 
board meeting early in April. At its meeting the board will 
weigh the recommendations of the interline committee and 
decide what action may be taken on the matter: 


The problem of handling interline shipments has become 
particularly acute in Chicago, in Ohio and other midwestern 
points in recent months, and on February 10 and 11, W. Y. 
Blanning, director of the Commission’s Bureau of Motor Car- 
riers, held a series of meetings with shipper and carrier repre- 
sentatives in Chicago on the matter (see Traffic World, Febru- 
ary 15, p. 511). Following those meetings, the C. S. M. F. B. 
appointed a committee of seven, representative of the entire 
central states territory, to study the situation and bring in 
recommendations to the April board meeting. It was this 
committee, headed by Alex Scherer, of Scherer Freight Lines 
of Ottawa, which called the March 18 meeting to permit opera- 
tors from throughout central territory to discuss the situation 
and advise the committee. 


Equipment Shortage is Factor 


Several operators expressed the opinion that the reason 
more interline traffic isn’t moving in Chicago is because of the 
lack of equipment. Carriers can ill afford to have their equip- 
ment tied up at the docks of connecting carriers for days, wait- 
ing for unloading, it was asserted. 


The consensus of the meeting was, however, that addi- 
tional revenue is the key to untangling the interline question. 
Whereas today, most carriers prefer to handle local traffic 
rather than interline, because the former brings higher revenue, 
if the interline rate is raised nearer the local rate, the interline 
taffic would move, it was said. ‘We need a substantial increase 
on interline traffic, with the long-haul carrier getting the greater 
amount,” said Earl Girard, a member of the Scherer commit- 
tee. “The long-haul carrier will take interline traffic if he 


knows it is paying him somewhere near the return on local 
traffic.” 


It was pointed out that once the interline traffic began to 
move, trucking equipment would no longer be tied up for days, 
as it now is, during which efforts are made to induce other 
carriers to complete the interline haul. Furthermore, the addi- 
tional revenue accruing from higher interline rates would per- 
mit carriers to add to their equipment. 

There was general agreement at the meeting that today 
carriers are swamped with business, and that operators can get 
all the local traffic they need; and that individual carriers have 
so plugged the interline tariffs with exceptions that much of 
the interline traffic isn’t moving, except where carriers have 
= arrangements with other carriers on handling interline 

usiness. 


Several operators proposed that the tariffs be amended 
to furnish a through rates based upon a combination of local 
rates, but the committee pointed out that such action could 
not be taken in time to relieve the present congested situation. 

Walter Bockstahler, of the Scherer committee, said’ that 
when the interline rates were first published, in April, 1936, 
the traffic increase was phenomenal. “We have accustomed the 
public to through service, and we must keep up this service,” 
he said. ‘What is needed is a two-line scale bringing much 
higher rates than today.” 

Several expressed the view that higher interline rates would 
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turn back some of the traffic to the railroads, and thus relieve 
the highway carriers. 
Cite Losses on Interline 

Mr. Girard said that it should be possible within 30 days 
to put into effect the higher transfer charges plus the $1.09 
minimum. Later, other tariffs in addition to the C. S. M. F. B 
tariff would probably have to be amended, to cover interline 
movements to such points as Kansas City, and east of Buffalo, 

Many operators cited figures to show that, with present 
rates on interline traffic, they are losing money on handling 
such business, besides tying up their equipment for long 
periods. “The loads of interline traffic we get on Monday we 
cannot get rid of until Friday,” one operator volunteered. “If 
we could get rid of the load the same day we got it, it would 
certainly ease the equipment problem. An arbitrary, or transfer 
charge, is the answer. Then if the time comes when we need 
more freight, we can lower the transfer charge, or remove it.” 

Another operator said that eight of his trailers were tied 
up four days recently with connecting line traffic before he 
could get rid of the freight. A Cleveland operator said that his 
yard and dock were cluttered with interline freight, and that 
at Adsron th¢ situation was almost as bad. 


2 
a 


. 
‘ansport Public Relations 
iscussed in New Book 


selection of 30 case histories of successful public relations 
activities, awarded prizes by the American Public Relations 
Association in its first annual competition in 1946, is presented 
in a new book, “Public Relations in Action,” edited by Philip 
Lesly, of I. G. Grawoig & Associates, Chicago management con- 
sultants, and published by Ziff-Davis Publishing Co. The 280- 
page volume contains a glossary, and is priced at $4.50. 

e book is of special interest to those engaged im traffic 
and transportation, inasmuch as three of the case“ histories 
have to do with agencies in the field—the American Trucking 
Associations, Inc., the New Haven Railroad, and the Southern 
Railway System. 

By late 1944, the volume and intensity of shipper com- 
plaints over motor truck freight claims had reached serious 
proportions. The story of how this situation was met by the 
A. T. A. is related. It was recognized that complaints of 
shippers against the industry were well-grounded and immedi- 
ate claim improvements must be achieved by the industry itself. 
At the same time, it was felt that a substantial portion of the 
blame for mounting claims must be charged to the shippers 
themselves and a program of education was undertaken, di- 
rected at truckers’ own customers. The case history describes 
the organization of meetings between the A. T. A.’s national 
freight claim committee and important shipper groups; the 
leaflets, letters, and booklets issued by A. T. A.; the page 
advertisements published in Traffic World and other trade 
rapers; action taken to settle quickly through arbitration dis- 
putes between connecting motor carriers over liability; par- 
ticipation in the April perfect shipping month campaign; issu- 
ance of a film of claim prevention, and other successful means. 
While the claim problem is a continuing one, A. T. A. achieved 
its primary objective by the end of 1945, resulting in a greatly 
improved attitude of shippers and receivers toward the motor 
carrier industry, and the increase of motor carrier organizations 
dealing with claim problems. 

Railroad Public Relations 


One chapter deals with the successful efforts of the New 
York, New Haven & Hartford Railroad to fill a need in the 
educational system of New England through the production, 
publication and distribution of five studies dealing with the 
New England region and its resources, people, agriculture, in- 
dustry and transportation. Other 200,000 copies of these studies 
were distributed through teachers and educators, together with 
a teaching guide. The New Haven’s action in filling a need 
in the schools for study material concerning New England, ani 
doing it in a dignified and uncommercialized way, has receivel 
widespread recognition, it is said. 

A third chapter describes the means used by the Souther 
Railway System in its 1945 public relations program to tél 
people in its territory the story of the Southern Railway, 
stimulate interest in the study of railroad transportation 0 
schools located in the territory served by the Southern, and t 
interest the nation in the south. Publication advertising was the 
backbone of this program, such advertising being supplemented 
by press releases, magazine and newspaper feature articles, 
posters, speaking material, booklets, and the issuance of 212, 
‘pupils’ railroad kits” in answer to numbers of requests from 
children for railroad pictures and information. 

“Public Relations in Action” is said to be the first compilé 
tion of case studies in successful public relations activity. 
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Passenger Ship Shortage 
Pointed to by M. C. 


Statistics made available by it, said the Maritime Com- 
mission, March 20, “strikingly demonstrated” the serious short- 
age of ocean-going passenger ships operating under the Amer- 
ican flag. This was one of the factors that resulted in Pres- 
ident Truman creating his advisory committee on the merchant 
marine to study the problem, it said, adding: 


This tabulation shows that at the outbreak of World War II in 1939 
there were 162 passenger vessels with a total capacity of 56,516 pas- 
sengers under United States registry. Of this number more than one- 
third were more than 20 years old, the age limit set by the merchant 
marine act of 1936. 

Today the total is 91, capable of carrying only 27,017 passengers, 
and of these only 21, with an aggregate carrying capacity of 4,359 pas- 
sengers, are now actively in operation. Of the remaining vessels, 53 
with 16,453 passenger capacity, are in inactive status because of in- 
ability to meet present safety requirements of the Coast Guard. Seven- 
teen passenger-cargo vessels, capacity 6,205 passengers, are under re- 
conversion from war service or being repaired. 

Thirty-seven of the fleet of 162 liners this country had before the 
war were sunk while under American operation during hostilities. 
Twenty-seven were transferred to foreign registry in the United Nations 
war effort and thirteen of these were sunk. Eight were converted to 
freighters in the war emergency and four have been scrapped because 
of combat or other damage that made repair uneconomical. Twenty- 
five overage or seriously damaged passenger vessels are in the Maritime 
Commission’s reserve fleet, while twelve are still operated by the War 
Department and seven by the navy. Thirty-six are under private con- 
trol and six are operated for the Maritime Commission. 

Only seven passenger vessels are now under construction to help 
provide the nation with a more balanced merchant marine by providing 
more passenger accommodations. These are two P2 types for the Ameri- 
can President Lines, each carrying 550 passengers; three combination 
ships for the Alcoa Steamship Co., each of 97 passenger capacity, and 
two combination C3s for the Mississippi Shipping Co., each carrying 98 
passengers, Thirteen cargo vessels, each carrying twelve passengers, 
are being built, eleven for the United Fruit Co. and two for the Ameri- 
can-South African Line. 

The remainder of the current shipbuilding in United States yards, 
insofar as vessels of 2,000 gross tons and over are concerned, consists 
of fourteen cargo ships being constructed for Lloyd Brasileiro (Brazil), 
four ore carriers for Bethlehem Steel Corporation, two ore carriers for 
Panama (U. S.) Gypsum Co., one tanker for the Gulf Oil Company and 
one tanker for National Bulk Carriers. 


McKEOUGH M. C. VICE-CHAIRMAN 


_ Raymond S. McKeough, a member of the Maritime Com- 
mission since October 16, 1945, has been elected vice-chairman 
of the commission for the ensuing year. A native of Chicago, 
Ill., and former member of Congress, in which he was a mem- 
ber of the House ways and means committee, Mr. McKeough 
was acting chairman of the commission last year pending the 
appointment of Vice Admiral William W. Smith, U. S. 
retired, as chairman. 


M. C. APPOINTMENT APPROVED 


The Senate has confirmed the nomination of Joseph K. 
Carson, Jr., of Portland, Ore., to be a member of the Maritime 
Commission for the term ending September 25, 1952 (see Traffic 
World, March 8, p. 746). 





Resumption of Private Shipping 
in Atlantic-Gulf Trade 


According to Maritime Commission officials, there will be 

a greater measure of service under private operation in the 
Atlantic-Gulf coastwise trade following withdrawal of the 
M. C. than was offered in the period of government operation. 
. The statement was made in response to questions concern- 
ing a letter written to the Maritime Commission by Director 
Johnson, of the Office of Defense Transportation, in which it 
1s understood he requested reconsideration of the commission’s 
decision because of the current box car shortage and the con- 
sequent need for all forms of transportation, including water 
carriers. Neither Director Johnson nor the Maritime Commis- 
mt would make public his letter or the reply of the commis- 
_ As to service under private operation, officials of the com- 
mission said that as of March 14 there were 20 vessels under 





901 


charter to private ship lines in the Atlantic-Gulf trade, in ad- 
dition to four vessels owned by Seatrain which recently an- 
nounced resumption of service. Other lines now operating in 
the trade are Refrigerated Steamship Co., Pan-Atlantic Steam- 
ship Co., subsidiaries of Agwilines, Inc., Newtex Steamship 
Corporation (Sword Lines), and American Liberty Steamship 
Corporation. Officials observed that Ocean Steamship Co. of 
Savannah had purchased two cargo vessels from the commis- 
sion, but had not yet announced schedules. Ocean Steamship 
formerly operated between Savannah, New York and Boston. 


It was stated that the commission was encouraged by de- 
velopments following its action, and that, with the completion 
of voyages already initiated, there would be no further opera- 
tion of vessels for government account in this trade. 


PUGET SOUND TERMINAL RATE CHARGES 


The Maritime Commission has issued an order in No. 655, 
Terminal Rate Increases—Puget Sound Ports, denying motions 
filed on behalf of American-Hawaiian Steamship Co., American 
Mail Line, Ltd., Grace Line, Inc., Matson Navigation Co., 
Oceanic Steamship Co., Sudden & Christenson, Inc., and Sud- 
den & Christenson Overseas Corporation, interveners, for sus- 
pension in this proceeding of a service charge against vessels, 
so far as applicable to trade routes other than Alaska, and of a 
50 per cent cargo handling and loading emergency charge, which 
became effective last November in Seattle Terminals tariff 2-C. 

The order stated that if the motion for suspension of the 
service charge was denied, the interveners asked for an order 
directing respondents ‘“‘to impound all funds received from said 
charge and to agree to refund to such of said interveners as 
shall have paid said charge such portion thereof as the com- 
mission shall find to have been unlawful.” Suspension of the 
handling and loading emergency charge was asked without 
prejudice to the refiling of a charge of 30 per cent which was 
previously in effect. 

In denying the motions, the commission said it was without 
authority to interrupt the operation of either of the two charges, 
which had been in force for some time, or to direct the im- 
pounding of funds received from the service charge, in the ab- 
sence of a finding as to the lawfulness or propriety of such 
charges, and added that no’ such finding had been made and 
the proceeding had not reached the stage at which to make 
such a finding. 


NEW YORK FORWARDER HEARING CHANGE 


The Maritime Commission has announced that the further 
hearing in No. 621, Port of New York Freight Forwarder In- 
vestigation, will be held April 7, in the St. George .Hotel, 
Brooklyn, N. Y., beginning at 10 a. m., eastern standard time, 
instead of in the Great Hall, State Chamber of Commerce, 65 
“a Street, New York, N. Y. (see Traffic World, March 15, 
p. 834). 


SOUTH AMERICAN SHIP SERVICES 


The “SS Del Sud,” second of three sister ships of advanced 
postwar design to enter the South American trade as a pas- 
senger and cargo liner, which will be delivered into service on 
gompletion of her sea trials now in progress, is expected to sail 
on her maiden voyage in early April, according to an announce- 
ment by the Maritime Commission. The vessel was scheduled to 
make her shakedown cruise from New Orleans to Havana on 
March 18. 

With her sister ships, the “Del Norte,” already in service. 
and the “Del Mar,” scheduled for delivery in May, the an- 
nouncement said the “Del Sud” was built at the Ingalls Ship- 
building Corporation yard at Pascagoula, Miss., under the com- 
mission’s construction differential subsidy program. As in the 
case of the others, it added, she would be operated by the 
Mississippi Shipping Co. under operating differential subsidy 
contract with the commission. 

“Introduction of these vessels will provide the finest service 
ever offered between New Orleans and the east coast of South 
America,” the commission said, adding: 


They will service trade route No. 20, designated by the cgmmission 
as one of the essential world trade routes under its plan for promotion 
of the American merchant marine in international trade. The route is 
divided into two parts, one providing for combination passenger and 
cargo liner service, and the other providing for fast freighter service. 
For passenger service the Mississippi Shipping Company plans to build 
another ship in addition to the Del Norte, Del Sud and Del Mar. The 
company is already operating eight cargo ships and is purchasing three 
more from the Maritime Commission, They are the fast, modern Cl and 
C2 designs, Vessels of the fleet will call at such ports as Rio de Janeiro, 
Montevideo, Buenos Aires, and others. 


MARINE SURPLUS PROPERTY TRANSFER 


_ Surplus property disposal activities of the Maritime Com- 
mission, with the exception of ships and small vessels, will be 
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transferred to the War Assets Administration effective at the 
close of business April 5, according to a joint announcement 
by two agencies in which it was estimated that the total re- 
ported cost of the inventory to be transferred would not ex- 
ceed $20 million, since approximately 85 per cent of the marine 
material declared to the commission had been sold. The an- 
nouncement added: 


The Maritime Commission will transfer to W. A. A. all declarations 
of surplus property received after March 10, 1947; will stop all sales 
after March 21, and on April 5 will transfer all remaining declarations 
and certain personnel. The declarations and other documents such as 
inspection reports will be sent to the W. A, A. office of the region in 
which the property is located. Sales after April 5 will be handled 
through the W. A. A. regional offices. 

Items included in the transfer are marine engines, ships turbines, 
winches, windlasses, navigation equipment, anchors, life saving equip- 
ment, etc. 

Only the activities of the Maritime Commission’s materials disposal 
section are to be transferred. The action does not affect activities of 
the Maritime Commission relating to large and small vessels nor the 
owning agency sales by its surplus property division. 


Ship Conference Agreements 


Establishment of joint cargo and passenger steamship serv- 
ices between U. S. North Atlantic and Great Lakes ports and 
Baltic and Russian ports by two Swedish concerns and between 
U. S. Pacific coast ports and the Orient by four Norwegian and 
one Swedish concern, are proposed in new agreements filed 
with the Maritime Commission for approval under section 15 
of the shipping act, 1916, as amended. 

The agreements are designated as No. 7601, covering cargo 
transportation between U. S. North Atlantic ports and U. S. 
Great Lakes ports and Swedish, Norwegian, Danish, Finnish 
and Russian ports, and other ports on the Baltic, also regular 
passenger traffic between U. S. North Atlantic ports and Gothen-’ 
burg, and No. 7599, covering joint cargo and passenger service 
between U. S. Pacific coast ports and ports of Japan, China, 
and the Philippine Islands. 

Filed by Aktiebolaget Svenska Amerika Linien (Swedish 
American Line), referred to as “Sal,” and Rederiaktiebolaget 
Transatlantic (Transatlantic Steamship Co., Ltd., referred to 
as “Trans,” agreement No. 7601 provides that the division of 
cargo shall be 55 per cent to “Sal” and 45 per cent to “Trans,” 
except that “Sal’s” passenger vessels operating between New 
York and Gothenburg shall be annually allotted 10,000 tons 
(1,016 kilos) eastbound and 20,000 tons westbound. Eastbound 
sailings are to be divided between the parties in accordance 
with a schematic sailing list attached to and made a part of 
the agreement. “Sal” will handle cargo bookings for the joint 
service, and will defray the expenses for advertising its own 
passenger traffic. Cargo adjustments are to be made every 
six months. The agreement was filed to supersede agreement 
No. 7542. 

Agreement No. 7599 was filed by Skipsaktieselskapet Nord- 
heim, Skipsaktieselskapet Vito, Skipsaktieselskapet Kirkoy and 
Skipsaktieselskapet Skagerak, (Norwegian), referred to as the 
first party, and Transatlantic Steamship Co., Ltd. (Swedish), 
referred to as the second party. On approval, the agreement 
will supersede the presently effective agreement of the Pacific 
Orient Express Line (No. 7586) between Ditlev-Simonsen Lines 
and Transatlantic Steamship Co., Ltd. It provides that Ditlev- 
Simonsen Lines will operate and manage the vessels of the 
first party, ‘and the earnings and expenses incurred in such 
operation will be pooled among the vessels and the vessel 
owners. There shall be no pooling of profits and losses between 
the two parties, and General Steamship Corporation, Ltd., of 
San Francisco, will act as agent for the joint service. 

The Maritime Commission has announced approval, pur- 
suant to section 15 of the shipping act, 1916, as amended, of 


the following new agreements establishing steamship con- 
ferences: 


No. 7780, between Lykes Bros. Steamship Co., Inc., Silver Line, 
Ltd., and Java Pacific Line (N. V. Stoomvaart Maatschappij ‘‘Neder- 
land’’ and N. V. Rotterdamsche Lloyd), creating the Gulf/South anda 
East African Conference for the establishment and maintenance of 
reasonable rates, charges and practices for or in connection with the 
transportation of cargo from U. S. Gulf ports (Brownsville, Tex., to 
Tampa, Fla., both inclusive) to Southwest, South and East African 
ports from Walvis Bay to Italian Somaliland, both inclusive, and to the 
Islands of Madagascar, Reunion and Mauritius. 

No. 7690, between Lykes Bros. Steamship Co., Inc., Compania Sud 
Americana de Vapores, Grace Line, Inc., and West Coast Line (J. 
Lauritzen and West Coast Line, Inc.), establishing the West Coast 
South American Northbound Conference to govern the establishment 
and maintenance of reasonable rates, charges, and practices for or in 
connection with transportation of cargo from ports in Chile and Peru 
to U. S. Atlantic and Gulf coast ports. 


The commission also has approved cancellation of agree- 
ment No. 93-B, between Fred Olsen & Co., and member lines 
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of the Outward Continental North Pacific Freight Conference, 
under which the Olsen company agreed to observe rates of 
the conference and to restrict its sailings in the Hamburg/Dun- 
kirk range to the port of Antwerp. Olsen recently became a 
regular conference member in the trade covered by agreement 
No. 93, respecting cargo transportation from Scandinavian, 
Baltic, German, Dutch, Belgian and French Atlantic ports to 
U. S. and Canadian Pacific coast ports, and to the Hawaiian 
Islands, with transshipment at Los Angeles Harbor or San 
Francisco, and agreement 93-B was thereby rendered obsolete. 


EXPORT SHIPMENTS TO U. K. AND HUNGARY 


In line with the U. S. government policy that Hungary be 
treated as other independent and democratic states, the Depart- 
ment of Commerce has announced that exports to that nation 
of all commodities not in scarce domestic supply will now be 
permitted under general license. 

The department’s announcement stated that Hungary was 
formerly in the “E” category, which meant that all exports 
valued at more than $25 required special export licenses, and 
it had now been transferred to the “K” category, and added: 


Development of trade between the United States and Hungary will 
be facilitated by this action. In spite of many difficulties facing the 
Hungarian economy, foreign trade on a commercial basis has been 
resumed. 

Discussions have been conducted between the Department of Com- 
merce and representatives of the Hungarian Government with regard 
to commodities available for export from Hungary. While there is as 
yet no definite information on types and quantities, it is expected that 
the following commodities will be available in at least limited quan- 
tities: Paprika, feathers and down, seed specialties, meat specialties, 
brooms, and wine. 


It was also announced that the Office of International 
Trade, of the department, would resume certifying shipments 
of limited quantities of specified commodities to the United 
Kingdom under the British token import plan, as to which cer- 
tification was suspended a month ago. The plan permits U. §. 
manufacturers or other exporters with established pre-war 
trade connections in Britain to export to that area token ship- 
ments of certain commodities whose importation had been for- 
bidden by the British in the war period. Shipments are per- 
mitted in a yearly amount not over 20 per cent of the value of 
the average annual shipments of the specified commodities in 
th: years of 1936, 1937, and 1938. 


NORFOLK ARMY BASE TERMINAL LEASE 


Approval of the bid of the Stevenson and Young, Inc, 
with main offices in New York, for the operation of the Nor- 
folk Army Base Terminal at Norfolk, Va., under lease from 
the Maritime Commission, was announced by the Commission 
March 19. It said: 


Stevenson and Young, high bidder at the public opening on March 
6, offered 33% per cent of all gross revenue with a minimum rental of 
$15,000 per half pier and $1,008 per warehouse section per year. 

The commission had set 25 per cent with a minimum annual guar- 
antee of $15,000 per half pier and $725 per warehouse section per year 
as the lowest bid to be considered. The lease will run for five years. 


Appointment to I. W. C. Board 


Secretary of Commerce Harriman has announced the ap- 
pointment of George R. Call, of Sioux City, Ia., to membership 
on the advisory board of the Inland Waterways Corporation, 
the government barge line agency, for the term expiring July 
24, 1951. 

Mr. Call is president of the Call Bond and Mortgage Com- 
pany and president of the Northwest Dock and Transportation 
Company. He is also a director of the Toy National Bank of 
Sioux City. Mr. Call has been identified with Missouri River 
improvement and conservation work for the last twenty-five 
years. He was president of the Sioux City-New Orleans Barge 
Line before the war and was recently appointed chairman of 
the resolutions committee of the Mississippi Valley Associa- 
tion. Mr. Call is a veteran of World Wars I and II. In the last 
war he served as lieutenant-colonel in the signal corps. 

The advisory board of the corporation consists of a chall- 
man, and six members appointed by the secretary of com- 
merce from individuals prominently identified with commercial 
or business interests in territory adjacent to the operations of 
the corporation. In addition to Mr. Call, the advisory board 
of the Inland Waterways Corporation consits of the following 
members: 


South Trimble, Jr., chairman; T. J. Maloney, vice-president in 
charge of traffic, International Harvester Company, Chicago; Thomas 
Beach, president Ludy Company (real estate and insurance), Birming 
ham, Ala.; Col. Malcolm Elliott, consulting engineer, St. Louis; Hubert 
H. Humphreys, mayor of Minneapolis, and Frank Bourgeois, assistant 
to the president, New Orleans Public Service Company, New Orleans. 
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C. A. B. Orders Probe of. Airlines’ 
Mail Subsidy “Needs” 


The Civil Aeronautics Board has ordered investigations 
into the air transport operations of Northeast Airlines, Inc., 
and Colonial Airlines, Inc., with a view to determining why 
these carriers should require increased government financial 
support for transportation of mail over their routes. 

The investigations were instituted in No. 2853, Northeast 
Airlines, Inc., and No. 2852, Colonial Airlines, Inc. Represen- 
tations of these airlines together with reports and other infor- 
mation and data available, the board said, reflected an increas- 
ing dependence on the U. S. Government for financial support 
of their air transport operations. Specifically, the inquirie 
are to determine: . 














To what extent, if any, the carriers’ increasing financial dependence 
upon the U. S. Government is due to uneconomic characteristics of 
their route patterns; in what ways the dependence of their certificated 
operations on the financial assistance of the U. S. Government through 
need mail payments may be decreased; whether operations not yet in- 
augurated should be postponed indefinitely or for a period of time; and 
whether a further proceeding should be instituted pursuant to section 
401(h) of the act. 

















In aid of such investigations, the board said, special re- 
ports were required from the carriers on their financial and 
operating problems and plans together with recommendations 
and analyses designed to remedy any financial and operating 
deficiencies and to decrease their dependence on financial 
assistance from the government in the form of need mail pay- 
ments. 

At the time it instituted the aforementioned investigations, 
the board issued an order in docket No. 2724 requiring Colonial 
Airlines, Inc., to show cause why the board should not fix 20 
cents an airplane mile as mail pay over its entire system, with 
the exception of its Bermuda routes, on and after April 15, 
1946, pending establishment of the final rate. 

In docket Nos. 1932 and 1890, the board issued an order 
fixing compensation for Northeast Airlines, Inc., at 25 cents an 
airplane mile to be paid without reference to base mileage or 
base poundage for the period May 1, 1945, to February 28, 
1947, and, on and after March 1, 1947, a base rate of 25 cents 
an airplane mile for a base poundage of 300, plus an excess 
poundage rate of 0.03 cent for each pound or fraction in excess 
of the base, when mileage does not exceed 11,049 daily;. when 
mileage exceeds that daily figure, a rate and adjusted base 
poundage to bear the same relation to 25 cents an airplane 
mile and 300 pounds, respectively, as 11,049 miles bear to the 
average daily designated mileage, plus the aforementioned 
excess poundage rate. 































Detroit-Washington Air Service 


In a report in docket No. 679, et al., Detroit-Washington 
Service Case, dealing with applications of seven certificated air 
carriers for new or extended routes in the general area between 
Washington, D. C., and Detroit, Mich., in which it was noted 
that. Northwest Airlines, Inc., was the only transcontinental 
carrier without a Washington entry, Examiner Edward T. 
Stodola, of.the Civil Aeronautics Board, has recommended that 
the board authorize amendment of that carrier’s certificate for 
Toute No. 3 to extend from the intermediate point Detroit, 
Mich., to the terminal point Washington, D. C., via Cleve- 
land, O., and Pittsburgh, Pa. 

The examiner proposed that this authorization to North- 
west be subjected to the “condition that service east of Mil- 
waukee on said extension shall be limited to that provided by 
flights originating and terminating at Minneapolis-St. Paul or 
points west thereof, and Washington, D. C.” 

The examiner stated that the “far reaching” importance of 
Washington to every part of this country was manifest, and 
added that Northwest’s proposal “will provide a link between 
Washington and the only major area in the United States now 
without direct air connections to its capital.” 

Carriers other than Northwest which sought new or ex- 
tended routes in the area were United Air Lines, Inc., Trans- 
continental & Western Air, Inc., Eastern Air Lines, Inc., Penn- 
sylvania-Central Airlines Corporation, National Airlines, Inc., 
and. Colonial Airlines, Inc. 
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In the disposition of applications of these carriers, the 
examiner recommended that the certificate of Pennsylvania- 
Central for route 14 be amended to include Toledo, O., as an 
intermediate point thereon, that a condition in the certificate 
of United for route No. 1 preventing that carrier from serving 
Detroit and Cleveland by the same flight be removed, and that 
the applications in all other respects be denied. 


AIR ROUTE INQUIRY ASKED 

Mid-Continent Airlines, Inc., of Kansas City, Mo., has filed 
a petition with the Civil Aeronautics Board, in docket No. 2844, 
asking the board to enter an order instituting a proceeding to 
determine the public convenience and necessity require that the 
amended certificate of Inland Air Lines, Inc., for route No. 35 
east of Huron, S. D., should be suspended until further order 
of the board, and that Inland Air Lines, Inc., be ordered and 
restrained from inaugurating service on such route east of 
Huron pending determination of such proceeding. 


WEST COAST AIRLINES MAIL PAY RATE 


The Civil Aeronautics Board has issued an order in No. 
2732, West Coast Airlines, Inc., fixing 35 cents an airplane 
mile as a temporary rate of compensation to be paid the carrier 
for transportation of mail over its system between points in 
Oregon and Washington, to be known as route No. 77. The 
rate is to apply for the period beginning December 5, 1946, 
and thereafter, pending determination of a “fair and reason- 
able’ final rate. The carrier asked for a temporary rate of 25 
cents, but the board said that rate was substantially less than 
its need, based on operating experience to date and the operat- 
ing experience of other similar carriers thus reported. 


AIR FREIGHT FORWARDER HEARING 

Anticipating conclusion by March 21 of the first session 
of its hearing in the so-called Air Freight Forwarder Proceed- 
ing, docket No. 681 et al., which began February 17, before 
Examiner J. Earl Cox, in New York, N. Y., officials of the 
Civil Aeronautics Board have disclosed tentative arrangements 
to hold the second session of the hearing in Washington, D. C., 
beginning March 24. The Washington session is expected to 
last approximately three weeks, following which further ses- 
sions will be held in Chicago and San Francisco, at times and 
places later to be announced. : 

The proceeding involves proposed indirect air transporta- 
tion to and from any point in the United States and to and 
from points in the U. S. and foreign countries, into which 
nearly 200 applications for certificates, exemption orders or 
other authorization in connection with air property transporta- 
tion on file with the board have been consolidated (see Traffic 
World, Feb. 15, p. 516). 


Air Service Applications 


Pan American Airways, Inc., has filed an application with 
the Civil Aeronautics Board, designated as docket No. 2847, 
for an exemption order under section 416 of the civil aero- 
nautics act permitting it to extend its present air transporta- 
tion service between the United States and Australia beyond 
Sydney to Melbourne. 

The carrier’s request is based on, what it calls, “the exist- 
ing unequal competitive advantage” enjoyed by Australian Na- 
tional Airlines “by reason of its direct access to transpacific 
Melbourne traffic.” 

The application stated that under the recently concluded 
Australian bilateral air transport agreement, the United States 
was granted a route from Melbourne and Sydney to points in 
the United States, and that applicant had been designated by 
its government to operate this route as far as Sydney. Austral- 
ian National, its main competitor, the application asserted, 
“now operates regularly-scheduled service from the United 
States to both Sydney and Melbourne.” 

While the applicant planned to petition the board in the 
“immediate future’ for a permanent amendment of its cer- 
tificate to include Melbourne as an additional point therein, the 
application said this “competitive advantage” worked an undue 
hardship on the applicant, was not in the public interest, and 
therefore warranted immediate correction. It said the appli- 
cant estimated that approximately 40 per cent of the through 
Pacific traffic between the U. S. and Australia “does and will” 
originate or terminate at or in the vicinity of Melbourne, and 
added, in part: 

Melbourne is the financial center of Australia and the main city of 
Victoria which has a population of more than 2,000,000 people. More 
than four thousand factories are located in or near Melbourne. The 
head offices of the Australian post office are located there and during 
1943-44, 13,700,000 pieces of foreign mail were handled in these offices. 
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During 1945-1946, over 1,500,000-tons of foreign cargo were handled at 
Melbourne whose foreign commerce exceeded $30,000,000. 


Other new applications filed with the board for air rights 
and service follow: 


No. 2845, Charles S. Cheston, of Philadelphia, Pa., and American 
Airlines, Inc., for joint approval of interlocking relationship of Cheston 
as director of both American Airlines, Inc., and Kansas, Oklahoma & 
Gulf Railway Co. 

No. 2846, Mercury Airlines, Inc., Fort Worth, Tex., for a perma- 
nent certificate authorizing air transportation of passengers, mail and 
cargo between Fort Worth, Dallas, Austin, San Antonio, and Laredo, 
Tex., and between Fort Worth, Dallas, and Houston, Tex. 

No. 2848, Southwest Airways Co., Beverly Hills, Calif., for an order 
relieving it from requirements of a condition imposed by its certificate 
to engage in air transportation over route No. 76, insofar as such con- 
dition prevents it from originating morning flights and terminating 
afternoon flights at Redding, Calif., instead of Medford, Ore., while 
terminating and originating mid-day flights at Medford, and from 
originating and terminating flights at Eureka, Calif., instead of Medford. 

Nos. 2850 and 2851, Pioneer Air Freight, Long Beach, Calif., for 
certificates to engage in air transportation as an air freight forwarder 
from Long Beach and other California cities over scheduled and non- 


scheduled domestic air lines, or for other proper authorization or 
exemption therefrom. 





Reserve Fleet of Transport 
Aircraft Urged by Airlines 


A peacetime reserve fleet of 5,000 transport aircraft, cor- 
related into a system of civilian-military air power adequate 
to meet any emergency that might confront the nation was 
suggested to the American Legion Aeronautics Conference today 
by Robert Ramspeck, executive vice president of the Air Trans- 
port Association of America, in an address made at Indian- 
apolis, Ind., March 20. 

Mr. Ramspeck’s subject was “Air Transport Equals Mo- 
bility Unlimited,” a phase of the general theme of the con- 
ference that the United States should maintain supremacy in 
the air. He said that the airplane had, by the end of the first 
World War, emerged from its status as a weapon and had 
changed the entire method of warfare. 














ONE NAME—THREE SERVICES 


Pope & Talbot Lines is the name to re- 
member for safe, fast, dependable water- 
borne transit over three important routes: 
Atlantic and Pacific Intercoastal, Pacific 
Coastwise, and Pacific Coast to Puerto Rico. 
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Recognizing this fact, Mr. Ramspeck said that the first 
action of the Air Transport Association, after it was organized 
in January, 1936, was to urge upon the War Department the 
necessity for formulating a plan to mobilize and utilize the 
scheduled airlines of the United States in case of emergency. 
Such a plan was worked out between the association and the 
War Department, which, after some development in the service 
of the Ferrying Command before our declaration of war, went 
into immediate and effective service on the day of Pearl Har- 
bor, said he. 

“So smoothly did the mobilization plan work out,” Mr. 
Ramspeck said, “that every plane needed for immediate service 
on the afternoon of December 7, 1941, was grounded within a 
matter of minutes, their passengers discharged, and, after tak- 
ing on military personnel or urgent war cargoes, were off again 
to secret destinations, in many cases places the pilots had never 
heard of before. ... 

“The United States began World War II with a huge de- 
ficiency in air transport, for in 1941, there were less than 500 
civilian transport aircraft available for use by the scheduled 
airlines and the armed services. The military transport aircraft 
program began with less than 200 aircraft drafted from the 
airlines, and we were well into the second year of the war 
before the supply became adequate.” 

The Legion was asked by Mr. Ramspeck to consider the 
relation of civil aviation to national defense in the light of 
the historical need for it, and to help find a way to build and 


sustain an adequate air fleet that could meet any emergency 
now foreseen. 


Air Transport Association Tells of 
Air Cargo Coordination Plans 


“Plans for the early establishment of field quarters in five 
strategic cities, as a means of coordinating the intensified do- 
mestic and international air cargo operations of the scheduled 
air transport industry, have been announced by officials of Air 
Cargo, Inc., ground and terminal service corporation organized 
by the nation’s certificated airlines,” says the Air Transport 
Association of America. 

Three of the sectional offices chosen to augment Washing- 
ton headquarters of the newly-activated organization will be 
set up shortly at New York, Chicago and San Francisco and 
similar offices will be opened later in Atlanta, Ga., and Dallas, 
Tex., according to Fred M. Glass, president of Air Cargo, Inc. 

“Indicative of the scheduled air carriers accelerated con- 
centration on the immediate development of air cargo are the 
manifold functions outlined for Air Cargo, Inc.,’”’ said the trans- 
port association, adding: 

Among them are plans to negotiate and execute nation-wide pick-up 
and delivery contracts with cartagemen, affording the certificated air 


carriers operating on a common carrier basis with door-to-door air 
freight service at every stop on their routes. 

Arrangements also will be made to provide consolidated freight ter- 
minals at intermediate points to handle all types of commodities, in- 
cluding those requiring refrigeration. The terminals will serve as the 
focal point for all air traffic originating, in transit, or terminating in 
their respective areas. 

In addition to serving as agent for scheduled airlines participating 
in joint airline cargo tariffs, Air Cargo, Inc., will negotiate tariff ar- 
rangements and handling procedures between air and surface carriers 
for various types of combination air-surface movement of goods between 
certificated and non-certificated air carrier points. 

Exclusive of sales promotion, it will be the central agency on all 
industry cargo activity, including the standardization of forms, inter- 
line agreements and practices, claims forms and procedures and other 
related matters. This embraces the purchase of materials on an indus- 
try-wide basis. 

It will also conduct analyses and kindred cost studies, set up ac 
counting and disbursement facilities, coordinate industry and military 
activities regarding the development of cargo planes and provide legal 
services in coping with tariff, regulatory and other problems incident 
to the air freight program. : 

At a recent meeting, officers named by the board of directors to 
serve with Mr. Glass were: Vice-president, Jervis Langdon, former 
general traffic manager of Capital Airlines-PCA and prior to that, as 
sistant to the vice-president of the Chesapeake and Ohio Railway: 
secretary, Emery F. Johnson, formerly secretary of the cargo traffic 
section of the Air Transport Association of America; treasurer, Joseph 
Hintersehr, who is also treasurer of A. T. A.; and assistant treasure!, 
Robert E. Guest. 


The board also approved the organization’s budget for the first six 
months of 1947. 


CLASSROOM ON RAILS TOURS WEST 

Two cars on the Santa Fe Railway’s California Limited 
provided a “classroom on wheels” for 75 cadets from the Kem- 
per Military School of Booneville, Mo. who arrived in Ld 
Angeles March 8. The unusual four-day trip was planned “to 
give the students a better understanding of the West” and “to 
teach the cadets geography without books.” Other points e? 
route include the Grand Canyon, San Diego and/San Francisco. 
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THE DELAWARE, LACKAWANNA AND WESTERN RAILROAD COMPANY 


A Report to the Public 


HIGHLIGHTS FOR THE YEAR... 


Out of gross revenue of $69,481,551, net income 
was only $36,216. This slight net income was pos- 
sible only because of a carry-back tax credit of 
$933,531 and because we were favored with rea- 
sonably good operating weather. Except for an- 
thracite coal, we handled the greatest volume of 
freight traffic of any peacetime year... 


. . - Strikes! Two bituminous coal strikes, a 
truck strike in New York City and vicinity, strikes 


in the automobile, steel, meat packing, electrical 


this shortage. 


supply and other industries. The first nation-wide 
railroad strike since the shopmen’s strike of 1922 


and the first since the enactment of the Railway 
Labor Act of 1926. 


... Freight car shortage, the first since 1923. 
A record grain crop, a heavy volume of less 
carload freight, strikes, the five-day week and a 
deficiency in total railroad ownership caused 





Operating Revenues 
Net Railway Operating Income 
Income Available for Charges 


Net Income after Fixed and Contingent charges 


* Decrease 





Rates and Fares 


To meet rising costs resulting from an in- 
crease of 51 per cent in wages and increases 
in the cost of materials‘and supplies varying 
up to 60 per cent, the Interstate Commerce 
Commission granted an interim increase, 
effective July 1, which yielded $2,271,159, 
but which in terms of gross revenue was only 
6.6 per cent and was clearly inadequate. 
Effective January 1,.1947, the Commission 
allowed increased freight rates averaging 
about 17.9 per cent, and it is hoped that the 
new freight rates will add $10,200,000 to 
gross revenue, or about 14.6 per cent. This 
will still fail to yield a rate of return suffi- 
cient to meet the needs of the industry, pre- 
serve it in private ownership and improve its 
credit. 

The railroads are the keystone in the arch 
of private enterprise. Should that keystone 
collapse and the railroads become govern- 
ment owned and operated, no one can pre- 
dict how many other industries would 
become the victims of state socialism. Trans- 
portation is the medium through which 
dollars of production are converted into dol- 
lars of sales, and the railroads are the most 
vital factor in transportation. There must be 
an awareness on the part of the people and 
their public servants that if the railroads are 
to be operated and maintained as a private 
enterprise it will be possible only by the 
realization of an adequate return on the 
investment in transportation property. The 
financial credit of no industry can be main- 
tained on a rate of return as low as that of 
the railroads in the last 26 years. And there- 
in lies the real danger of government own- 
ership. For that reason and so that the 
railroads can perform their public service 
properly, the Member Roads of the Asso- 
ciation of American Railroads have adopted 
a resolution to do all within their power 


CONDENSED 


1946 
$69,481,551 
5,109,258 
5,779,864 
36.216 







necessary to secure a 6 per cent return on 
the valuation of railroads established by the 
Interstate Commerce Commission. 


Wages 


Average hourly wages in the railroad in- 
dustry have increased 51 per cent since 1941. 
The increased wages, effective in 1946 only, 
including payroll taxes applicable thereto, 
cost our Company $6,063,061, while the 
interim rate increases, effective July 1, pro- 
duced additional revenue of only $2,271,159 
The additional revenue thus failed to com- 


pensate for the 1946 wage increases alone by 
$3,791,902. 


Taxes 


The Railroad Social Insurance Bill, also 
known as the Crosser Bill, became law on 
July 31, 1946. This comprehensive amend- 
ment of the Railroad Retirement and Rail- 
road Unemployment Insurance Acts raised 
the payroll tax rate to be paid by employes 
from 3% per cent to 5%4 per cent and the 
rate to be paid by the railroads from 614 per 
cent to 8% per cent, effective January 1, 
1947. The Bill was vigorously opposed by 
railroad management because it makes the 
Railroad Retirement fund actuarially un- 
sound, provides for benefits for railroad em- 
ployes far more liberal than for employes of 
other industries and because of the addi- 
tional cost. The increased payroll tax re- 


‘sulting from the Crosser Bill alone is 


estimated to cost our Company $840,000 
annually, and will make the total payroll 
tax for pensions, unemployment and other 
benefits about $3,250,000 per year, and that 
is about 45 per cent of our total railway tax 
accruals other than Federal income tax. 


Financial 


During the year 1946, our Company paid 
off $2,808,000 principal amount of ferry 


INCOME STATEMENT 






Increase or Decrease 


1945 Amount | Per Cent 
$72,245,847 $2,764,296* 3.83 
2,347,901 2,761,357 | 117.61 
3,260,762 2,519,102 77.26 
. 3,292,145 3,328,361 — 





bonds, which at maturity were outstanding 
in the hands of the public. In addition, the 
Company purchased $1,772,000 par value of 
its bonds at a cost of $1,202,850, and also 
purchased $705,810 par value of leased line 
stocks at a cost of $754,635 making a total 
reduction of $5,285,810 par value of out- 
standing bonds and stocks, at a cost of 
$4,765,485. For this purpose, a temporary 
bank loan of $2,000,000 was made on May 1, 
of which $750,000 has been paid. 

As of December 31, 1946, net fixed charges 
were reduced to $4,690,734, and contingent 
interest reduced to $586,605 annually, com- 
pared with net fixed charges on December 
31, 1940, of $6,336,319. 


The Outlook 


With New Jersey back ‘taxes and the Fed- 
eral income taxes of lessor roads paid up, 
the mergers of leased lines about completed 
and Ferry bonds redeemed, our Company 
has no immediate debt obligation except 
$1,250,000 remaining of bank loans. Busi- 
ness men inform us that there is a continu- 
ing demand for goods and that production 
will depend upon the absence of strikes and 
improved labor efficiency. Should produc- 
tion of goods be not curtailed and costs not 
materially increased, our Company may look 
forward to an improvement in net earnings, 
but in order to insure an adequate return 
it is our opinion that there must be some 
further increase in freight rates and pass- 
enger fares. There is, however, a limit to 
which freight rates and passenger fares can 
be increased because of competition from 
other forms of transportation that receive 
financial subsidy at the expense of tax- 
payers. 


Wn. Wuaire, 


PRESIDENT. 
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John I. Swan has been appointed traf- . 
fic manager, at Cleveland, for the Greif 
Bros. Cooperage Corp. Mr. Swan suc- 
ceeds Orr B. Treadwell, recently elected 
vice-president. 


* * 


Arthur H. Petts has been appointed 
manager of transportation, at New 
Britain, Conn., for the American Hard- 
ware Corp., succeeding J. F. Atwater, 
resigned. 

* * * 

Noel R. Michell, secretary for the 
Akron, Canton & Youngstown Railroad 
Co., has been elected vice-president— 
industrial, of the company. 


H. W. Stanly has been elected chair- 
man of the board and president of the 
Tennessee Central Railway. The office of 
general manager, has been abolished. 


George R. Fairhead, general traffic 
manager for the Canadian National Rail- 
ways, has retired after a half-century 
of service. Frank J. Stock has been ap- 
pointed traffic manager of the foreign 
freight department at Montreal. 


L. B. Schlosser, assistant general 
freight agent, at Philadelphia, for the 
Reading Company, has been appointed 
general freight agent, succeeding L. R. 
Jones, who is retiring after 46 years of 
service. H. J. Lobb, Jr., assistant gen- 
eral freight agent, assumes the duties 
formerly performed by Mr. Schlosser. 
J. F. Leibrandt succeeds Mr. Lobb as 
assistant general freight agent. L. C. 
Bosler, Jr., succeeds Mr. Lebrandt as 
division freight agent. 

* * ok 


John Bickel, retired export agent, 
Grand Trunk Railway, died March 15, at 
Sharon Hill, Pa. Mr. Bickel was a mem- 
ber of the Traffic Club of Chicago. 
Funeral services were held from the 
McCausland Funeral Home, Glen Olden, 
Pa., with interment in Arlington Ceme- 
tery at Darby, Pa. 

* * * 

F. W. Brown, vice-president in charge 
of operations, for the Atlantic Coast Line 
Railroad, died March 14. Mr. Brown 


had completed 27 years of service with 
the railroad. 
* * * 


The Southern Pacific Lines announce 
the following appointments: G. A. Erick- 
son to industrial agent, San Francisco; 
Willard Barr to district freight agent, 
San Francisco; C. H. Reeves to district 
freight agent, Oakland; H. E. Hinshaw 
to district freight agent, Sacramento; 
J. T. McCann to district freight agent, 
San Jose; W. S. Wood to district freight 
and passenger agent, Salinas, Calif. 

* os * 

Francis J. Pflaum, assistant to the 
general passenger traffic manager, at 
Omaha, for the Union Pacific Railroad, 
died recently at the age of 45. A native 
of Humphrey, Nebr., and a graduate of 
Creighton University, Mr. Pflaum is sur- 
vived by his wife and four children. 
Burial was in Holy Sepulchre Cemetery 
at Omaha. 

* * * 

G. Swift Williams has been appointed 

division freight agent, at Birmingham, 


for the Seaboard Air Line Railroad. Mr. 
Williams is president of the Jackson- 
ville Traffic Club. 
* * * 
Ralph G. Carlson has been appointed 
general agent, at Chicago, for the Litch- 
field & Madison Railway. 


R. S..Van Ness has been appointed 
supervisor of safety, at Ottumwa, Iowa, 
for the Chicago, Burlington & Quincy 
Railroad, succeeding P. L. Jones, pro- 
moted. han 


The Santa Fe Railway announces the 
following appointments: A. N. Baker to 
general safety supervisor of coast lines, 
Los Angeles; W. J. Tillman to safety 
supervisor—Albuquerque division, Wins- 
low, Ariz.; L. R. Villermin to safety 
supervisor — Arizona division, Needles, 
Calif.; Norbert F. Young to safety super- 
visor — Valley and San Francisco ter- 
minal divisions,-Fresno, Calif. 

* 


Willis T. Carpenter, Jr., has been 
appointed commercial agent, at Greens- 
boro, N. C., for the Southern Railway 
System, succeeding M. T. Farlow, who 
has resigned to accept a position in the 
traffic department of the R. J. Reynolds 
Co., Winston-Salem, N. C. 

* 


* * 


M. T. Mack has been appointed travel- 
ing freight and passenger agent, at Bir- 
mingham, for the Missouri-Kansas-Texas 
Railroad, succeeding Otha Thomas, pro- 
moted. g>ece 


H. C. Everett, Jr., has been appointed 
New England coal traffic agent, at Bos- 
ton, for the Chesapeake & Ohio Railroad. 
Gibson Seward, has been appointed pas-. 


— service agent at Newport News, 
a. 
* * * 


Otis O. Mills has been promoted to 
general manager of Fruit Growers Ex- 
press Co., Burlington Refrigerator Ex- 
press Co., Western Fruit Express Co. and 
National Car Co., with headquarters at 
Washington, D. C. 


* * 


Roland S. Neff has been appointed di- 
rector of public relations and advertising, 


at Memphis, for the Chicago & Southern 
Airlines. oi Oh 


W. E. Larned has been appointed di- 
rector of flight operations, at Chicago, 
for the United Air Lines. 


* * * 


Olga Broman, formerly associated with 
American Airlines, has been placed in 
charge of agency relations, at New York 
City, for K. L. M. Royal Dutch Airlines. 


* * * 


Henry Rowold has been appointed as- 
sistant general sales manager, at New 
York City, for Mack-International Motor 
Truck Corp. Mr. Rowold, also a vice- 
president of the company, combines his 
new duties with those of national ac- 
counts manager. 

* * * 


The Alumni Association of the College 
of Advanced Traffic held an educational 
night meeting March 18 in the Morrison 
Hotel, Chicago. 
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The New Jersey Merchandise Ware. 
housemen’s Association held a meeting 
March 18 in the Robert Treat Hote), 
Newark. Carl Williams, assistant to the 
president of the Pyrene Manufacturing 
Co., spoke .on “Fire Safety.” 





RARE 


O. K. Quivey, manager, agricultural] 
development, for the Baltimore & Ohio 
Railroad, was elected president of the 
American Railway Development Associa- 
tion at its annual meeting held at Dallas, 
March 10-12. 

* * * 

The Alumni Association of the Traffic 
Managers Institute held a meeting March 
20 in its new headquarters at the Train- 
ing Center of the Socony Vacuum Oj] 
Co., New York City. Hernando Ramirez, 
secretary of the Latin-American Cham. 
ber of Commerce, spoke on export and 
import traffic. R. J. Van Liew, assistant 
to the vice-chairman of the Intercoastal 
Steamship Freight Association, spoke on 
Ex Parte 162. pent 

The Wilmington, Del. chapter of the 
Delta Nu Alpha Transportation Fra- 
ternity will hold a meeting March 27 at 
the Y. M. C. A. Oscar W. Large, gen- 
eral foreman—Car Dept., Pennsylvania 
Railroad, will speak on “Mechanical De- 
partment Procedure.” 





* 


Delta Nu Alpha Transportation Frater- 
nity held a dinner meeting March 12 at 
Oak Hills Manor, Metuchen, N. J. Presi- 
dent Robert E. Heidt, of the Calco 
Chemical Division, American Cyanide 
Company, Bound Brook, N. J., intro- 
duced Charles W. Schwartz, superin- 
tendent of operations, Central Railway 
of New Jersey, who spoke on “Functions 
of the Operating Department of a Rail- 
road.” 


The Central New Jersey chapter of the 


* * * 


John W. G. Ogilvie was appointed ex- 
press traffic manager of Pan American 
World Airways, at New York City, suc- 
ceeding Louis Cholot, resigned. 


Captain Conway, U. S. Co-ordinator 
of Emergency Export Programs, was 
honored on March 18 by the Maritime 
Association of the Port of New York, 
which presented him with the Maritime 
Association Award for distinguished con- 
tribution to the development of the mari- 
time activities in the Port of New York. 





The Traffic Club of Chicago will hold 
its annual business meeting and election 
of officers, March 27, in the Palmer 
House. J. M. Cunningham is chairman 
of the entertainment committee. 





The Traffic Club of Fort Worth held 4 
luncheon March 17 in the Blackstone 
Hotel. Galen H. McKinney, vice-pres 
dent and general manager, Waples-Plat- 
ter Co., spoke on “Transportation and 
Food Distribution.” 





The Richmond (Va.) Traffic Club, at 
its first 1947 luncheon meeting, heard 
Henry E. Ketner, former commerce 
counsel, State Corporation Commission 
of Virginia, speak on “Rates and Trans- 
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portation.” John T. Meadows, the club’s 
president, presided. 





The Traffic Club of Houston will hold 
an Easter dinner dance April 7 at “The 
Plantation.” Al Hatcher will be chair- 
man. 

The Evansville Transportation Club 
held a meeting March 19 in the Vendome 
Hotel. Les Allman, vice-president of the 
Fruehauf Trailer Co., was guest speaker. 





The Buffalo Traffic Club will hold a 
“past presidents’ night” meeting March 
25 at the Elks’ Club. Raymond Cannon, 
superintendent, at Buffalo, for the Balti- 
more & Ohio Railroad, will speak. 





The Transportation Club of Des Moines 
held its annual carriers’ party March 17 
at the Moose Lodge. Dr. Eddie Anderson 
presented his pictures of the I[linois- 
Iowa football game. 


The Chattanooga Traffic & Transpor- 
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tation Club will hold a meeting March 
26 in the Patten Hotel. H. G. Edmond- 
son, Nashville, Chattanooga & St. Louis 
Railway, will be chairman. 





Chester W. Deppen, representative of 
Jones Motor Co., Inc., was elected 
president of the 
Reading Traffic 
Club at the an- 
nual meeting 
March 6. James 
D. Arrington, 
mayor of Collins, 
Miss., was guest 
speaker at the 
dinner. Others 
elected are: First 
vice-president, J. 
William Trump, 
district store- 
keeper, Reading 
Co.; second vice- 
president, Gerald 
E. Deam, traffic 
manager, E. & G. 
Brooke Iron Co. and Birdsboro Steel 
Foundry & Machine Co.; secretary- 
treasurer, O. Daniel Dreyer, commer- 
cial freight agent, Western Maryland 
Railway; and directors: J. R. Goodhart, 
city ticket agent, Pennsylvania Rail- 
road, and A. F. Schmidt, manager, Jones 
Motor Co., Inc. 


Cc. W. Deppen 





The Women’s Traffic Club of Metro- 
politan St. Louis held a meeting March 
20 in the Hotel DeSoto. B. W. La Tour- 
ette, I. C. C. practitioner for trucking 
lines, and the mayor of Richmond 
Heights, Mo., were the speakers. 





The Traffic Club of St. Louis held a 
meeting March 17 in the Hotel Jefferson. 
Community singing was conducted by the 
club’s music master, B. E. Lemen. The 
annual election will be held April 29. 





Arthur J. Ribe, industrial traffic con- 
sultant, has been elected president of 
the Birmingham 


Traffic and 
Transportation 
Club. Mr. Ribe 


is a member of 
the committee on 
professional eth- 
ics and _ griev- 
ances of the As- 
sociation of I. C. 
C. Practitioners 
and is chairman 
of the regional 
committee for 
admission to 
practice before 
the Commission; 
has served on 
various commit- 
tees of the National Industrial Traffic 
League; is a member of the board of 
governors of the Associated Traffic 
Clubs of America; and has served the 
Birmingham club as_ vice-president, 
treasurer and a member of the board 
of governors. A native of Vicksburg, 
Mr. Ribe began transportation work as 
a messenger for the Southern Railway 
in Selma, Ala. He was later employed 
in the joint freight office of the Louis- 
ville & Nashville and Western Railway 
of Alabama as claim clerk, trace clerk, 
bill clerk and revise clerk. In 1908 he 
moved to Birmingham as rate clerk for 
the L. & N. and later became traffic 
manager for the Conners Steel Co. For 
a short time he was chief traffic clerk 
for the Republican Iron & Steel Co., 





A. J. Ribe 
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then re-entered the service of the South. 
ern Railway as chief clerk to the gep. 
eral freight agent. In 1916 he began his 
own business as industrial traffic map. 
ager and traffic consultant and is toda 
employed by 60 industries. John C. Sap. 
ford, Chicago Bridge & Iron Co., was 
elected first vice-president of the Bir. 
mingham club, and William E. Chadick 
of Moore-Handley Hardware Co., was 
elected second vice-president. The fol. 
lowing were elected to the board of 
governors: transportation classification: 
John D. Lee, Louisville & Nashville: 
Arthur Reichley, Monon; Harry Fogarty, 
Terminal Transport Lines; D. B. Cronin, 
Frisco; L. P. Speigel, Illinois Central, 
and J. H. Lindsay, Seaboard Air Line: 
industrial classification: Warren Crow, 
U. S. Tire Supply Co.; Henry Obering 
Superock Co., and Julian P. Patterson, 
Patterson Pine & Hardwood Co. 































Walter Birtchet, traffic manager, 
Fowler Manufacturing Co., has _ been 
elected president 























club’s recent an- 
nual dinner in 
the Portland 
Transportation 
Club. Others in- 
stalled were: 
Vice - president, 
Leo A. Baker, 
Western Pacific 
Railroad; secre- 
tary, R. J. Hast- 
ings, West Coast 
Fast Freight, and 
treasurer, C. W. 
Booth, Humboldt Plywood Corporation. 
Glen Blackstone, Pacific Storage & 
Transfer, was named chairman of the 
executive committee. 













Walter Birtchet 












The Metropolitan Traffic Association 
of New York held a meeting March 13 
in the Hotel Pennsylvania. James W. 
Harley, director of traffic, U. S. Rubber 
Co., spoke on “Science of Industrial 
Traffic Management.” A traffic forum, 
also held March 13, was conducted by 
Joe Connors, who spoke on “Nationaliza- 
tion of Transportation in England.” A 
meeting, to be held March 27 in the Hotel 
Pennsylvania, will be conducted by Sam 
P. Bartoletta, first vice-president. 











The Transportation Club of Saint Paul 
held a meeting March 18 in the Hotel 
Lowry. Entertainment was provided by 
juvenile actors from the department of 
parks and playgrounds. 















The Pikes Peak Traffic Club held 2 
meeting March 18 at the Blue Spruce 
Restaurant, Colorado Springs. 





The Oakland Traffic Club held a rai- 
road night meeting March 18 in the Hotel 
Leamington. Chairman Willard Batt, 
district freight agent, Southern Pacific 
Lines, introduced Lawrence Johnsto, 
University of California physicist, wh0 
spoke on “My Experiences with the 
Atomic Bomb.” 


























The Transportation Club of the Hart 
ford Chamber of Commerce held a meet- 
ing March 14 in the Bond Hotel. H. 6. 
Topp, manager of Arrow-Hart & Hes 
man Co., was chairman. 








The Traffic Club of Detroit will hold 
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its next luncheon March 25 in the Hotel 
Statler. Prentiss M. Brown, chairman of 
the board, Detroit Edison Co. and former 
States Senator, will speak. 







The Traffic Club of Wilmington (Del.) 
held its annual dinner March 11 in the 
Hotel Du Pont. Dr. William S. Carlson, 
president of the University of Delaware 
and war-time director of the U. S. Army 
Air Forces’ arctic, desert and tropic in- 
formation center, spoke on “The Strategy 
of the North.” Gov. Walter W. Bacon of 
the State of Delaware and Mayor Joseph 
S, Wilson of the City of Wilmington 
were among the guests at this dinner 
which was presided over by club presi- 
dent, Clarence Simpson. Kenneth J. 
McAuliffe, former traffic counsel of the 
du Pont Co., was toastmaster. 
























The Fox River Valley Traffic Club 
held a truckers’ night meeting March 11 
in the Hotel Appleton, Appleton, Wis. 
Edward J. Konkol, general manager, 
Wisconsin Motor Carriers Association, 
spoke. 


The Oklahoma City Transportation 
Club held a meeting March 20 at the 
Oklahoma Club. Judge John Brett was 
the guest speaker. 

























The Los Angeles Transportation Club 
held its St. Patrick’s annual dinner 
dance March 15 in the Hollywood Roose- 
velt Hotel. A luncheon was held March 
17 at the Biltmore Hotel. Jack F. Park- 
inson, general freight agent—steamship 
division, Pope & Talbot, was chairman of 
the day. The golf tournament was held 
March 20 at the Inglewood Country Club. 


The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce 
held a round table discussion March 20 
at which a film, “Port of Manila,’ was 
presented by the Chamber of Commerce 
world trade committee. 

The Traffic Club Of Kalamazoo joined 
with the Kalamazoo Freight Agents Club 
in holding the annual motor carriers’ 
night March 18 at the Kalamazoo Cham- 
ber of Commerce. 


The Rock River Valley Traffic Club 
held a meeting March 19 in the Hotel 
Faust, Rockford, Ill. George H. Weiss, 
western manager for the Port of New 
York Authority, spoke on “The Purposes 
and Accomplishments of the Port of New 
York Authority.” Adolph Chiodini, Rock- 
ford Milwaukee Dispatch, was reception 
chairman. 







_ The New Haven Traffic Club will hold 
its annual dinner April 23 in the Hotel 
Taft. Judge Tom FitzSimmons will serve 
as toastmaster. Mayor William C. Celen- 
tano will speak. 


The Birmingham Traffic & Transpor- 
tation Club held a luncheon March 30 in 
the Thomas Jefferson Hotel. Laurence 
F. Whittemore, president of the Federal 
Reserve Bank of Boston, spoke on “The 
New England Economy.” The annual in- 
eugural ball was held that evening at 
the Highland Park Country Club. 


Walter W. Belson, director of public 
relations and assistant general manager 
of the American Trucking Associations, 
Inc., addressed the Traffic Club of Cleve- 
land at its March 20 meeting. He dis- 
Cussed methods of chipper-carrier co- 





operation in the “Perfect Shipping 
Month” campaign. 


The Traffic Club of New York will 
hold a forum luncheon March 25 in the 
Biltmore Hotel. William C. MacMillen, 
Jr., president, Federation for Railway 
Progress, will speak. 





The Junior Traffic Club of Metropoli- 
tan St. Louis will have an ‘‘Anheuser- 
Busch Night” meeting April 2 in the De 
Soto Hotel. Raymond E. Krings, assistant 
to the vice-president in charge of brew- 
ery sales, Anheuser-Busch Co., will 
speak. 


The Chicago Transportation Club (for- 
merly the Junior Traffic Club of Chi- 
cago) held a traffic forum March 20 in 
the Morrison Hotel. Irving M. Peters, 
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traffic manager for the Corn Products 
Refining Co., spoke on the “Perfect 
Shipping Program for 1947.” Carl H. 
Moeller, Yale & Towne Mfg. Co., dis- 
cussed ‘‘Material and Freight Handling.” 
A motion picture, “On Time,” was shown. 


The Omaha Traffic Club held a Mc- 
Cormack Night dinner March 20 in the 
Fontenelle Hotel. 


The Traffic Club of Minneapolis held 
a meeting March 20 in the Hotel Nicollet. 
A. A. Dailey, general advertising man- 
ager, at Chicago, for the Santa Fe Rail- 
way, spoke on railroad advertising. 


The Traffic Club of Eastern Connecti- 
cut held its annual motor carrier night 
meeting March 13 at the Norwich Inn, 
Norwich, Conn. Philander Cooke, presi- 
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dent of the Motor Transport Association 
of Connecticut and the Cooke Express 
Co. of New Haven, spoke on the current 
safety campaign of the American Truck- 
ing Association. 


The Brooklyn Traffic Club will hold 
its annual dinner March 27 at the 
Knights of Columbus Clubhouse. G. D. 
Cederholm, general traffic manager, Wil- 
liam R. Warner Co., and club president, 





Routing and Misrouting—Duty of Motor 
Carrier to Follow Shipper’s Routing 


Michigan.— Question: A, a trucking 
company, accepted a shipment in Jan- 
uary 1946 at St. Louis, Michigan, spec- 
cifically routed to Chicago and B, a 
carloading company, beyond to Los 
Angeles, California. The rate via this 
route is $3.03 per 100 pounds, based on 
a combination of rates from Saginaw, 
Michigan, Saint Louis, Michigan being 
an intermediate point to Saginaw, Mich- 
igan. 

However, A turned the shipment over 
to C, another trucking company, who 
handled it through to destination. A 
company is now attempting to collect 
on basis of $4.03 per 100 pounds. 

Are we liable for the excess charges 
due to the fact that our specific routing 
was not complied with by company A? 

Answer: The following statements of 
the Commission in its report in Haus- 
man Steel Co. vs. Seaboard Freight 
Lines, Inc., 32 M. C. C. 31 are applic- 
able, in our opinion, to the facts you 
set forth: 


There is no provision in Part II of the act 
which gives the shipper the right to specify 
the route of movement. . . In addition to 
what has been said, another consideration 
impels us to hold that an initial motor car- 
rier of property, in the absence of joint rates 
or through routes with other such carriers, 
is not responsible for failure to forward a 
shipment over the lines of other carriers af- 
fording the lowest rates. If we were to hold 
the initial carrier responsible in such cases, 
such holding would be tantamount to forcing 
such carriers to enter into through routes 
and joint rates. Thus, they would be deprived 
of the choice of action conferred upon them 
by sections 216(c), and the permissive char- 


will preside. A meeting, April 3, will be 
held in the Hotel Granada. 

A materials handling exhibition, spon- 
sored by Raymond L. Smith Associates, 
will be featured. A film, on the subject 
of palletized materials handling, will be 
a by the Automatic Transporta- 
tion Co. 


The Baltimore Traffic Club will hold 
its annual president’s ball March 27 in 
the Lord Baltimore Hotel. 


acter of the section would be effectively nul- 
lified. 

From what has been said, it is apparent 
that motor common carriers of property may 
operate in complete independence of one an- 
other with respect to routes and rates. Any 
such carrier may refuse to receive and trans- 
port shipments destined to points beyond its 
line, in instances where it has established no 
joint rates applicable to such shipments, or 
maintains no through routes to the destina- 
tion thereof, in conjunction with other car- 
riers. As a practical proposition, of course, 
there is very little such independent action 
by such carriers, as in most instances it 
would so restrict their opportunities for ob- 
taining traffic as to make successful opera- 
tion extremely difficult. Where such carriers 
do establish joint rates with other such car- 
riers, or maintain through routes with other 
such carriers, it would seem to be the duty of 
the initial carrier, where it has a choice of 
routes available, ordinarily to forward a 
shipment over the lowest-rated route. To do 
otherwise might subject the initial carrier 
to a charge of exacting unjust and unreason- 
able rates, or of engaging in an unreasonable 
practice. Section 216(b) of the act makes it 
the duty of every motor carrier to ‘‘estab- 
lish, observe, and enforce just and reasonable 
rates, charges, and classifications, and just 
and reasonable regulations and practices’’ 
relating to the transportation it provides. 

This brings us to the question of whether 
defendants in the instant case had formed a 
through route or through routes from origin 
to destination and whether the second ship- 
ment was properly routed by the initial car- 
rier. As has been noted, despite the allega- 
tion in the complaint that routes other than 
the route of movement were available to Sea- 
board, that defendant was not a party to any 
joint rates from origin to destination with 
any other. carriers, However, by accepting 
the first shipment and routing it over their 
lines, defendants indicated that they main- 
tained a route from and to the considered 
points. We think that this is a reasonable 
holding, inasmuch as Seaboard, when it ac- 
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cepted the first shipment, could have 
formed complainant that no route in conne 
tion with Keeshin was available, if such 

the fact. When a shipment is tendered to an 
initial motor common carrier, such carrie 
clearly is bound to inform the shipper of its 
inability to forward the shipment beyond its 
lines, because of the lack of joint rate 4 
through routes with other carrier, if suc 
lack exists. 


See, in this connection, Bell Potato 
Chip Co. vs. Aberdeen Truck Line, 43 
M. C. C. 337, as to a shipper’s remedy 
where a motor carrier exacts unreagon- 
able charges or engages in unreasonable 
practices. 


Tariff Interpretation - Words and Phrases 
—“And” and “Or” 


Ohio.— Question: This refers to your 
answer to Missouri, on page 530 of the 
August 17, 1946 issue of the Traffic 
World, under the above caption. 

While we have no particular interest 
in the involved situation, we believe it 
might have been well to point out in 
your answer that in all probability the 
commodity rate tariff covering the de. 
scription involved also gives reference 
to the carriers’ classification for govern- 
ing rules, etc., which in the event of 
motor carrier movement doubtless is 
covered by National Motor Freight Clas. 
sification No. 8, MF I. C. C. 15, page 1, 
and when via rail by Consolidated 
Freight Classification No. 17, I. C. ¢ 
No. 61, Rule 46, indicating that “and” 
is used to couple the terms between 
which it appears, and “or” permits the 
use of either or both of the terms be- 
tween which it appears. 

Answer: Motor Classification provision 
reads as follows: 


“‘And’”’ is used to couple the terms between 
which it appears; ‘‘or’’ provides for alterna: 
tion or use of either or both of the terms 
between which it appears; and the terms 
appearing within parentheses constitute an- 
other description of the identical article im- 
mediately preceding the parentheses. 


In our opinion, it is doubtful whether 
the classification provision would govern 
the commodity description, in view of 
the wording of the classification provi- 
sion, which appears to limit its applica- 
tion to ratings therein. 


Liability of Carrier—Iimproper Packing 


or Loading by Shipper « 
Ohio.— Question: We will appreciate , 
your comments and opinion as to liabil- I 
ity together with reference to any re- : 
cent court: decisions, preferably U.S 9 ! 
Supreme Court, on the following situa- i 
tion: 
We received a carload of paint packed 
in 5 gallon steel drums, the car being | 


loaded three tiers high over the entire 
car floor. It appears as though the cal 
received extremely rough handling i 
transit. The drums were badly mangled ’ 
and many were broken open, spilling 
the contents on the car floor, resulting 
in considerable loss to us. 

The shipper leaded the car and main- 
tains the car was properly loaded and 
braced and was adequately packed to 












’ Rio-Gra 





+4+4+4+ 





F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 






rticle im- 


Ss. 


whether 


applica- 


Packing 





to liabil- 
any re- 
y U.S. 
g situa- 


t packed 





It copies 40 way bills 
a minute...and more 


that’s why Recordak brings new speed 


and efficiency to waybilling procedures 


@ Because it reproduces automatically 
...and with photographic speed... 
Recordak can copy as many waybills 
in a minute as a yard clerk can copy 
in an hour by ordinary methods. 


As a result, yard clerks—despite the 
limited time at their disposal—can 
make complete, accurate reproduc- 
tions of all waybills. Waybills are ready 
when the train is. 


Three departments benefit . . 


1. The Operating Department— 
because typists, working unhurried- 
ly from photographically-accurate 
reproductions of the original way- 
bills, have all the information they 
need to prepare complete, accurate 
passing reports. 


Rd 
= E L r ! 3 f) ] originator of modern microfilming 
—and its application to railroading 


2. The Traffic Department— 
because it receives complete mani- 
fests of freight forwarded for cross- 
checking other reports. 


3. The Accounting Department— 
because it gets accurate informa- 
tion for checking freight revenue 
... and for preparing commodity 
reports. 


Its photographic speed . . . plus its 
photographic accuracy and simplicity 
. . . gives Recordak a wide range of 
business and industrial uses. To learn 
about them, write for “50 Billion Rec- 
ords Can’t Be Wrong.” It’s free. 


RECORDAK CORPORATION 
(Subsidiary of Eastman Kodak Co.) 
350 Madison Ave., New York 17, N.Y. 


. 


(Subsidiary of Eastman Kodak Company) 
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¢$ 


Mail coupon 
for free book 


Recordak Corporation 
350 Madison Avenue, New York 17, N. Y. 


I want to know more about Recordak 
and its many uses. Please send me - 
**50 Billion Records Can’t Be Wrong.” 


Name 
(please print) 


Line 


Street $$$ _$_______ 


a 
26 






























912 


insure safe transportation under ordi- 
nary and usual transportation condi- 
tions. A bill of lading was issued bear- 
ing a “shipper load and count” notation. 
The loading of the car was then in- 
spected by the original carrier’s agent, 
who is the person who makes the usual 
inspections of carload freight at the 
point of shipment. This agent also fur- 
nished a written statement to the effect 
that the car was properly loaded for 
shipment and in good condition. 

The delivering carrier, with whom our 
claim for damage was filed, is attempt- 
ing to disclaim liability because of im- 
proper loading. We are, of course, aware 
of conditions in the Uniform Bill of Lad- 
ing Contract relieving the carrier of 
liability because of default of the 
shipper. However, it is our contention 
that even if the carrier could prove 
improper loading and further prove that 
such improper loading was the direct 
cause of the damage, they would still 
not be relieved of liability in this in- 
stance because the origin carrier in- 
spected the loading of the car, approved 
it and accepted the car for transporta- 
tion. 


We contend that if the car was im- 
properly loaded, it was the duty of the 
origin carrier to refuse to receive the 
shipment, and if they accept the car 
after inspecting the loading, that they 
can not thereafter allege improper load- 
ing as a relief of liability. 

Answer: One of the exceptions of the 
carrier’s common law liability arises in 
cases where the injuries are due to im- 
proper packing of the goods by the 
shipper. Many decisions apparently hold 
without qualification that the full duty 
of the carrier is simply to carry the 
goods in the condition in which they are 
offered and that where goods tendered 
are insufficiently packed, the carrier is 
not liable for loss or injury due to such 
defect, whether the defect in the pack- 
ing is latent or not. Cohn vs. Platt, 43 
Miscl. 378, 95 N. Y. S. 535; Nelson vs. 
Stephenson, 12 N. Y. Super, 538; R. Co. 
vs. Oil Co., 249 Fed. 308; R. Co. vs. 
Morris, 248 Fed. 312. 


This principle would seem to be espe- 
cially applicable where the shipper 
failed to comply with a rule of the In- 
terstate Commerce Commission pre- 
scribing the method of packing goods 
of the character of the goods injured. 
However, the foregoing view has not 
met with universal approval, and a num- 
ber of decisions hold that the carrier, 
being entitled to reject defectively 
packed goods tendered for shipment, if 
it accepts for transportation goods which 
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it knows are defectively packed, or which 
by the exercise of reasonable care it 
could have observed were defectively 
packed, it assumes to carry the goods 
as they are, and its common law liabil- 
ity as carrier attaches, and it is subject 
to all the liabilities usually attaching 
to an ordinary shipment of the same 
character. But even where this view 
prevails, it cannot be said that the car- 
rier must, at his peril, know that the 
goods are not in fact safely packed. 
Northwestern Marble, etc., Co. vs. Wil- 
liams, 128 Minn. 514, 151 N. W. 419; 
Mitchell vs. No. Pac. S. S. Co. (Calif.), 
213 Pac. 293. 

See, also, Central of Ga. Ry. Co. vs. 
Grinner & Rustin, 127 S. E. 878; Thom- 
son vs. C. M. St. P. Ry. Co., 238 S. W. 
647, and St. Valentine Co. vs. A. T. & 
S. F. Ry. Co., 220 Ill. App. 188. In the 
case last cited it was held that where 
defects in a shipment are perfectly ap- 
parent, it is the carrier’s duty to refuse 
the shipment, and having elected tto 
carry it in a defective condition, the 
carrier will not be allowed to urge these 
defects as a defense; but that this does 
not preclude the carrier from showing 
that the loss proceeded from a cause 
which existed, but which was not appar- 
ent when he received the goods. 


Tariff Interpretation—Stopping in Tran- 
-sit for Partial Unloading—Non-Ap- 
plication of Rule 51 of Classification 
and General Order ODT 18-A 


Indiana.—Question: Will you please 
give us your interpretation with regard 
to stopping in transit under O. D. C. 
Order No. 18 revised or Rule 51 of the 
Consolidated Freight Classification with 
respect to Item 4440, Note 4, in Trans- 
continental West Bound Tariff No. 4-W, 
Agent L. E. Kipp’s I. C. C. 1521? 

In connection with this item, would it 
be possible to stop once in transit to 
partially unload, protecting the 45,000 
pound minimum, and still enjoy ‘the 
rate provided for a shipment of this 
kind? 

Answer: The pertinent portions of 
Item 4440 of the tariff to which you 
refer, are as follows: 


Electrical appliances: 

Are Lamp Carbons, boxed... . 
Battery Plates, in crates (subject to 
Note 4).... 

Note 4—(The provisions of this note are 
an exception to Item 804). In connection with 
entries made subject to this note, rates sub- 
ject to minimum ‘C. L. wt. of 45,000 lbs. are 
not subject to stopping in transit to partly 
unload privileges. 


Item 790 provides: “This tariff is 
governed except as otherwise provided 


* 


The Port of San Francisco 


Center of Pacific Coast Shipping + 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 
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herein, by the Rules (numbers 1 to 5) 
inclusive), also Bills of Lading and Live. 
stock Contract provisions published jp 
the Western Classification.” 

In our opinion the provisions of Rule 
51 and General Order O. D. T. 18-A are 
rendered ineffective by the provisions 
of Note 4 of Item 4440, in view of the 
proviso reading “except as otherwise 
provided herein,” in Item 790 and the 
fact that the provisions of Section 500.77 
of General Order O. D. T. 18-A are up. 
supported by tariff authority. See in the 
latter respect, the report of the Interstate 
Commerce Commission in Docket 29448 
(mimeographed), Hackney Bros. Body 
Co. vs. New York C. R. R. Co., decideg 
Dec. 10, 1946. 


Tariff Interpretation — Application of 
Rule 1 of Consolidated Freight 
Classification 


Illinois.—Question: We have a matter 
I believe of general interest as to which 
we would like your comments on the 
justification of the carrier’s position in 
the following circumstances: 

For twenty years, as to our shipments 
from our East St. Louis plant, we have 
endorsed bills of lading generally (but 
not all of them) with a clause to the 
effect as follows: 






































This car must not be delayed in transit, 
Railroad will be held strictly accountable for 
any loss occurring by reason of delay. 


In practice, the railroad companies 
have in most cases copied this clause 
on their waybills. We know this because 
we find the clause duplicated on the 
freight bill. 

Since the commodity shipped is fertil- 
izer and as many roads do not consider 
fertilizer a high grade commodity—in 
fact, apparently think of it as manure, 
their operating departments keep fertil- 
izer cars off their fast merchandise 
trains, which is wrong practice in view 
of the importance of fertilizer to the 
country’s welfare, and particularly in 
view of the fact that for the major por- 
tion of the shipping season it is an ab- 
solute necessity that fertilizer be ac- 
corded expedited service in order that 
the farmer may have it in time for use 
before the planting season is ended. 

We believe that this clause has had 
the effect of at least partially overcom- 
ing the prejudice of operating depatt- 
ments against fertilizer cars. We, of 
course, have experienced delay but we 
have had occasion to file a claim based 
upon delay in only one instance in the 
past twehty years. 

Now, one railroad comes along, after 
twenty years, to say that based upon 
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Rule 1 of the Consolidated Classification, fails to complete loading until Friday after the goods are put into the hands 
the freight claim agent has advised out- morning? The team track is located a of the agent of the carrier before they 
hound bill clerks to assess charges on considerable distance from the main are to be transported, the carrier does 
cars covered by our bills of lading which freight station and during the first night not become liable as carrier until the 
pear this clause, in accordance with the after the car was placed and prior to a goods are ready for shipment. The risk 
provisions published in Rule 1 of Con- bill of lading being signed by the carrier, of the carrier, as such, begins on re- 
solidated Freight Classification, which a portion of the commodity which the ceipt of the goods for immediate trans- 
they interpret to. mean a 10% increase shipper was loading in the car was portation; that is, as soon as the delivery 
over the tariff rate. stolen. A regular signed order for the is complete, so as to place on the carrier 
























Since this statement comes from only car was executed but the car was not _ the exclusive duty of seeing after their 
one carrier, and after such a long period under demurrage nor, as stated above, safety. After the carrier has received 
of use of the clause quoted, we don’t had a bill of lading been issued prior the goods for transportation it is liable 
know how much attention should be to a part of the contents being stolen. as common carrier, not merely as ware- 
paid thereto, consequently we would like Your answer to this question with any houseman. 
your opinion as to the soundness of the decisions of the Commission or the fed- A well settled general rule is that 
proposition to assess our shipments made eral courts pertaining thereto will be 


: : ; notwithstanding the goods are in the 
subject to the clause a rate 10% higher appreciated. actual costed of the ceieetk. its liabil- 
than the tariff rate. Answer: In order that the carrier may ity as such does not attach before 


Answer: In our opinion the clause be charged with reference to the custody, _ shipping directions have been given, and 
you are placing on your bills of lading is care, and transportation of goods, it is that its liability is that of a warehouse- 
not an effective method of placing the — essential that as bailee, it shall have man only. Louisville, etc. R. Co. vs. 
carrier on notice that special damages = come into possession of the goods, which = Echols, 12 Sou. 304; Fuller vs. Illinois 
will result from delay to the shipment, = of course, involves a delivery by the Central R. Co., 164 Ill. App. 284; Bas- 
although that probability is not the pur- _— shipper and an acceptance by the car- night vs. Atl. etc. R. Co., 16 S. E. 323; 
ose sought to be accomplished by the rier, and until there has been such de- Ala. Great Southern R. Co. vs. Mt. 
placing of the clause on the bill of lad- livery and acceptance, by which the pos- Vernon Co., 4 Sou: 356. 


ing. sion of the goods has been trans- : . 
However, we see no basis for the ap- Peoamae from the yoow tn to the carrier, This seems to be the inference to be 


plication of Rule 1 of the Consolidated no liability of the carrier with reference had from the decision of the Supreme 




































Freight Classification to shipments mov- h goods arises. Court of the United States in Y. & M. V. 
ig on bills of lading on which the  ‘° S¥©> Sood & R. R. Co. vs. Nichols & Co., 256 U. S. 
clause has been placed. In the absence of special contract, 540, 41 S. Ct. 549, which case involved 


lation whatever between custom or usage, it is not sufficient that the liability of the carrier for the de- 
lcccosen of te provisions of Rule 1 __ the property is delivered on the carrier’s _ struction of cotton by fire while loaded 
of the Consolidated Classification and § premises or placed in a position from in a box car standing upon a public sid- 
the purpose of the clause. which it might readily be taken by the ing after the issuance of a bill of lading. 







































: carrier or its agent, but there must be See, also, Peter Fox & Sons Co. vs. 

Delivery to Carrier on Public Track— notice to it or its agent of the delivery,  , @ N. R. R. Co., 259 S. W. 37; Stand- 
What Constitutes and intention to place the goods in the ard Combed Thread Co. vs. P. R. Co., 95 
Maryland.—Question: Will you please care and custody of the carrier for trans- Atl. 1002; K. C. M. & O. Ry. Co. vs. 
advise what is the carrier’s liability when portation. Cox, 108 Pac. 380, and Wilson & Toomer 
ashipper orders a car placed on a team If something required by law or con- Fertilizer Co. vs. A. C. L. Co., 136 Sou. 


track for loading on Wednesday and tract remains to be done by the shipper 339. To the contrary, see Wood Live 











FOUR LITTLE WORDS WE LOVE TO 


Perhaps we should say “‘Four little words we work to 
hear.”” Because Soo Line people spend a lot of hours 
each week doing just that. Working hard at keeping 
shippers happy. 

For example—pickups and deliveries. 

Soo service starts at your pickup point, not at our 
railhead. Speedy trucking from your dock to our 
boxcar is what most shippers want. Well, this is one 
railroad from which you get it! 

The speed idea keeps us moving at destination, too. 
Swift handling, with care, gets it to your consignee 
quick—often hours before you’d expect. 

Add this to fast, efficient transit by rail, and you 
have the reason why it will pay you, too, to specify 
“Soo Line” on your next shipment in our area. 












ele) 
INE Your Wnking Kent Days a Week 





914 


Stock Co. vs. S. L. R. Co., 298 Pac. 371. 

In the former case the court said that 
it was not seriously contended, and 
could not be, that defendants were liable 
upon their common-law obligation as in- 
surers of freight, for the evidence showed 
that the car at the time of the theft was 
not completely loaded, was in the cus- 
tody and control of the plaintiffs, and 
that no shipping directions had been 



























Report Shows Extent of Foreign 
Airline-Steamship Coordination 


A study made for it by Richard H. Wels, of New York 
City, in the course of a stay of four months in Europe had 
disclosed that foreign steamship interests directly competing 
with American steamship lines predominated in four of the 
eight foreign airlines that had been certificated by the Civil 
Aeronautics Board under bilateral aviation agreements with 
other countries, the Sea-Air Committee, of Washington, D. C., 
reported on March 17. 

Mr. Wels’ investigation showed also that steamship men 
held influential posts in the management of the foreign air- 
lines, said the committee. According to its report, the four 
foreign airlines in which steamship lines were interested and 
the extent of steamship company ownership in each were: (1) 
Danish Air Lines (D. D. L.), 20 per cent; (2) Swedish Inter- 
continental Airlines (S. I. L. A.), 40 per cent; (3) Norwegian 
Airlines (D. N. L.), 54 per cent, and (4) Australian National 
Airways, operating company for British Commonwealth Pa- 
cific Airlines, Ltd., 94 per cent. The Sea-Air Committee said 
that a shipping interest in a fifth foreign airline—Lineas 
Aereas TACA de Colombia, S. A. (one of the TACA group)— 
was held by an American company, Waterman Steamship Cor- 
poration, which recently acquired interests in TACA “to pro- 
tect the trade routes developed by the company in the Carib- 
bean area.” 

As to the three remaining foreign airlines certificated for 
operation to and from the United States by the C. A. B. under 
bilateral agreements, the committee said, the study showed 
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BERMUDA VIRGIN ISLANDS TRINIDAD 
BRITISH, FRENCH and NETHERLANDS WEST INDIES 


BRITISH, FRENCH and NETHERLANDS GUIANAS 
and VENEZUELA 


ALCOA STEAMSHIP COMPANY, INC. 
1408 Conway Blidg., Chicago 2, Randolph 4730 


Baltimore 2, Md.: 710 Garrett Bidg. New York 4, N. Y.: 17 Battery Place 

Detrelt 26, Mich.: 1021 Lafayette Bidg. Norfolk 10, Va.: 621 Citizens Bank Bidg. 

Kansas City 6, Mo.: 809 Dwight Bidg. Pittsburgh 22, Pa.: 527 Park ag 

Mobile 9, Ala.: 500 North Commeree St St. Louis 2, Mo.: 1203 Landreth Bidg. 
* 1 San Francisco 11, Cal.: 420 Market St. 

Montreal i, Canada: 276 St. James St. W. Tampa {, Fla.: 209 Franklin St. 

New Orleans 12, La.: 1512 Amer. Bank Bidg. Toronto, Canada: 16 Temperance St. 


given or bill of lading issued; that under 
such circumstances such common-law 
liability had not attached; citing Dun- 
nington & Co. vs. L. & N. R. R. Co., 153 
Ky. 388, 155 S. W. 750; Nelson & Co. vs. 
C. & 6. R.'R:Co.; 157 Ky. 256, 162:S. Ww. 
1129; L. & N. R. R. Co. vs. Edwards, 
183 Ky. 555, 209 S. W. 519. 

The court further said that it was 
argued that even though defendants 
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were not liable as carriers, still they 
were liable because of their negligence 
in not protecting the car and its cop. 
tents during the night of the robbery; 
that assuming, for the purpose of this 
opinion, that the company owed appel- 
lants the duty of ordinary care to protect 
the car during the night, there was no 
competent evidence given or offered 
showing any negligence. 








————. 
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that Trans-Canada Air Lines of Canada was owned by (Ca. 
nadian National Railways, which also controlled the Canadian 
National Steamships and was government-owned; that Aero- 
vias Nacionales de Colombia, S. A., had no shipping interest, 
and that Air France was also government-owned. Two Ev- 
ropean airlines that were operating to and from the United 
States, but not under bilateral agreements, the committee said, 
were the government-owned British Overseas Airways Corpo- 
ration (B. O. A. C.) and Royal Dutch Air Lines (K. L. M), 
It added that B. O. A. C. received its present American route 
permit under the “grandfather clause” of the civil aeronautics 
act, while K. L. M. obtained a permit from the C. A. B. under 
the International Air Transport Agreement of 1944. 

“While the extent of steamship influence in the national- 
ized British, French and Dutch airlines cannot be determined, 
it is plain that these countries have achieved a high degree of 
integration in their surface and air operations at the govern- 
ment level which they are using to the fullest advantage in the 
struggle for world markets,” the Sea-Air Committee com- 
mented. . 

It stated that participation in air transport by foreign 
steamship interest was not confined to routes to this country 
but extended to their internal air lines and lines to other parts 
of the world. It listed such lines and their steamship owner- 
ship interests as follows: 


Norway: Fred Olsen’s Luftselskap A/S (Olsen), 100 per cent; 
Braathen’s South America and Far East Transport (S. A. F. E.), 100 
per cent (this line is applicant for route to U. S. under bilateral trans- 
port agreement with Norway). Sweden: Aktiebolaget Aerotransport 
(ABA), 15 per cent; Aero Lloyd, 100 per cent; Scandinavian Airways, 
100 per cent. Spain: Iberia Compania Mercantil Anonima de Lineas 
Aereas, S. A. (Iberia), 25 per cent. Switzerland: Alpar, Schweizerische 
Luftverkehrs-AG, 23 per cent. Portugal: Aero Portuguesa, 56 per cent. 


In discussion of the study, Tirey L. Ford, chairman of the 
Sea-Air Committee, said, in part: 


It is a preposterous situation where American citizens are denied 
the same privilege which their own government freely grants to for- 
eigners. Applications of American steamship lines to operate air trans- 
port service in conjunction with their own steamship service over their 
own routes have been consistently denied by the Civil Aeronautics 
Board though the board imposes no such restrictions on their foreign 
competitors. This policy is both indefensible and destructive. . .. We 
don’t object to the bilateral agreements, but let’s have the same 
ground rules for both sides. 


Western and United Air Lines 
Agree in $4,000,000 Deal 


An agreement has been signed for the transfer of the 
Denver-Los Angeles route from Western Air Lines to United 
Air Lines, it was announced by Terrell C. Drinkwater, presl- 
dent of Western Air Lines, and W. A. Patterson, president of 
United Air Lines, at a joint press conference in Los Angeles, 
March 6. ‘The two officials said they were about to file an 
application with the Civil Aeronautics Board covering the trans 
fer, which included not only the route franchise but certall 
ground and flight facilities and equipment, involving approx 
mately $4,000,000. 

Messrs. Drinkwater and Patterson emphasized that, volun- 
tarily and for the first time, two domestic air carriers have 
taken constructive steps to rearrange the U. S. air route pat- 
tern into a “sensible system.” 

From Western’s standpoint, the transportation represents 
a program of “constructive contraction,” said Mr. Drinkwater, 
which will enable the carrier to concentrate on serving the 
west with the finest equipment, better schedules, and will place 
the company in a sound financial position. “Like a good — 
other carriers, we have been suffering from ‘expansionitis, amt 
we have not been concentrating enough on service to the ter! 
tory in which we are certificated,” he said. ‘The Denver 
Angeles cut-off will mean that United will be able to provide 
direct service from all points on its system to Los Angeles 00 
the same basis as American and Trans-World airlines, the other 
two transcontinental airlines now serving the city.” 

The Denver-Los Angeles route, he said, is contrary to the 
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~ north-south pattern of service which Western intends to pursue 
still they in the Rocky Mountain and Pacific coastal area. Western is 
egligence§l ithdrawing all its applications now pending before the C.A.B. 
its CONn-Boroposing service east of the Rockies, with the exception of the 
robbery, application for service between Great Falls and Seattle, said he. 
e of thisidis company’s future service plans are predicated upon the suc- 
°d_appel- cessful outcome of an application now pending before the C.A.B. 
to protect, extend its routes from San Francisco to Seattle and Portland, 


© Was nofsnnounced Mr. Drinkwater. 
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Since passage of the civil aeronautics act in 1938, the eco- 
nomics of air transportation would indicate that mistakes have 
heen made in working out a national route system, Western’s 
president stated, adding: 








One of the basic errors was lack of insistence that the air routes 
of a carrier should, together, form a logical transportation system. 
This illogical structure of routes has a direct bearing upon the financial 
position of several of the airlines today. We fully expect that the 
process Of pruning our route structure down to that of a regional 
rarrier in possession of a definite service pattern will place our com- 
pany on a sound financial basis. We are not interested in acquiring 
more route mileage in marginal territories simply for the purpose of 
being able to state that we are the fifth or seventh largest carrier in 
he business.’’ 















— DELTA AIR FREIGHT CUTS RATES 

pee A reduction in air freight rates averaging 66 cents a 100 
. aa Mounds on all Delta Air Lines flights between all Delta cities 
. Me ‘he and a majority of other points on the airline’s system will be 
i. oak effective April 10, Paul W. Pate, air cargo and mail traffic man- 


ager, has announced, adding: 
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Rates are being reduced as a result of the rapid rise in air freight 
volume carried by Delta since the inauguration of flying freight last 
August. 

Cities from which air freight can be shipped under the reduced 
rates are: Asheville, Atlanta, Alexandria, Augusta (Ga.), Baton Rouge, 
Birmingham, Brunswick (Ga.) Charleston (S. C.), Chicago, Cincinnati, 
Columbia (S. C.), Dallas, Fort Worth, Greenville, Spartanburg, Jack- 
son, Jacksonville, Knoxville, Meridian, Lexington, Miami, Monroe, New 
Orleans, Savannah, Shreveport and Tyler. 

The reduction also applies when a shipment is transferred from 
Delta Air Freight to a connecting air or surface carrier, provided the 
transfer point is one of those cities effected by the rates. 
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6 per cent. CURACAO BUILDS AIR TERMINAL 


A new million dollar passenger terminal building has just 
been opened at the Hato Airport in Curacao, Netherlands West 
Indies, replacing the former passenger terminal which had been 
in a hangar. The structure built by the Curacao government 
is considered one of the most modern passenger terminals in 
the Caribbean. 

The building has its own telephone system, and an elec- 
wile trical network of 57 kilowatt capacity. The post office is linked 
_ ~ directly to the ramp by a pneumatic tube system. Overlooking 
the runway is a restaurant capable of seating over a hundred 
people. Off the main hall is a modern bar and lounge. 

An innovation is an underground system of transferring 
passenger baggags and cargo. Once the luggage is received 
from the passenger, it is lowered to basement, loaded into bag- 
gage carts and rolled out to the waiting planes. Ticket counters, 
immigration and custom facilities are so arranged that inbound 
and outbound passengers use separate sections of the building 
to avoid the usual terminal confusion. 
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OAKLAND MUNICIPAL AIRPORT 


A federal appropriation of $539,015 for the Oakland, Calif., 
municipal airport has been recommended to Congress by Secre- 
tary of Commerce Harriman, according to A. H. Abel, port man- 
ager and chief engineer of the Port of Oakland, which admin- 
isters the airport. Oakland was included in a program approved 
by the Civil Aeronautics Administration for the construction or 
Improvement of 307 large airports throughout the country during 
the fiscal year starting July 1. The total cost of the Oakland 
airport improvement program was set at $1,030,390 with the 
Oakland Board of Port Commissioners providing the remainder. 
Mr. Abel said that the projects under the appropriation would 
Include $500,000 for the construction of a new taxiway and the 
paving of aprons,, and $355,000 for additions to the present ad- 
ministration building. 
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AKRON CLAIM PREVENTION MEETING 
All employes of industry and transportation who are di- 
rectly involved in the handling of freight have been invited to 
attend a claim prevention dinner meeting sponsored by the 
Traffic Study Club of Akron, Ohio, to be held March 27 in the 
Elks Club. Speakers will be H. R. Flynn, assistant chief engi- 


ary to the heer, Association of American Railroads, and J. L. Harris, 
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traffic manager, National Carbon Co., Cleveland, and chairman 
of the loss and damage prevention committee, Great Lakes Re- 
gional Advisory Board. 

A picture, entitled ‘Problem No. 1,” will be shown through 
the courtesy of the Akron Trucking Association, and there will 
be an exhibit of Akron products dealing with better packing. 
J. A. Gee is secretary of the club. 


SLEEPING CARS FOR M.P.-T. & P. ROADS 


The first of an order for 47 sleeping cars to be operated 
jointly by the Missouri Pacific and Texas & Pacific railroads, 
between St. Louis and principal cities of the southwest, has 
been laid down in the Chicago plant of Pullman-Standard Car 
Manufacturing Co. Utilizing aluminum alloy for the super- 
structure, the cars will be approximately 8,000 pounds lighter 
than steel cars of the same design. Three different floor plans 
are specified in the order. Thirty-eight cars will consist of 14 
roomette and four bedrooms, six cars will have 14 roomettes, 
two bedrooms and a drawing room, and three cars will have 
five bedrooms and an observation lounge. 


PORTABLE RADIOS FOR T. & P. PASSENGERS 


Another Texas & Pacific Railway travel innovation, an- 
nounced by J. H. Findley, superintendent of dining car service, 
Fort Worth, is the new type portable radios for the use of pas- 
sengers on T. & P. trains west of Fort Worth, Tex. Selected 
for their clear, static-free reception on trains, the new radios 
will be furnished pullman travelers for a small rental charge, 
on the Sunshine Specials between Fort Worth and El Paso. 


LEWIS-SHEPARD HYDRAULIC PALLET TRUCK 


A new multiple stroke hydraulic pallet truck has been 
announced by officials of Lewis-Shepard Products, Inc. A 
unique feature of this truck is that because of its structural 
design, plastic wheels can be substituted for standard metal 
wheels, both at the end of the forks as well as at the front. 
Equipment also includes “spring-lift’” booster rollers which 
eliminate bumps caused by small fixed rollers, the need for 
chamfering of boards and heavy wear on pallets. The truck is 
built in capacities ranging from 1000 to 6000 lbs. and is adapt- 
able to either single or double, two-way or four-way pallets. 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of Appeals for the District of Columbia.) 
A motor carrier, engaged to ship goods to Washington and to 
store them there with named storage companies acted wrong- 
fully in storing goods with another storage company so.as to be 
liable for goods which were lost, notwithstanding that bill of 
lading designated motor carrier as destination in Washington 
and that carrier had no storage facilities in Washington. 

If carrier without authority deviates from contract as to 
place of delivery and loss occurs, which would not have oc- 
curred had property been delivered at agreed place, carrier is 
liable for such loss, even though he is not negligent. 

“Ratification” is a matter of intention and may be ex- 
pressed or implied, but to establish implied ratification, there 
must be act or conduct of principal clearly showing such inten- 
tion. 

Where conduct relied on to show ratification is equally 
consistent with a purpose to contrary, an intent to ratify, in 
absence of other compelling circumstances, will not be implied. 

Whether principal has ratified is question of fact to be 
determined from all circumstances. 


The reviewing court will not set aside court’s finding of 
fact unless such finding is clearly erroneous. 








It’s a 
FRISCO FASTER 
FREIGHT FACT... 


“Portakold,”’ mobile refriger- 
ator now in use at all principal 
Frisco freight terminals...car- 
ries up to 2,000 lbs. of less than 
carload perishables. 


Notify your Frisco r2present- 
ative in advance of shipment 
. .. Portakold will be iced, 
ready to go. Loads into ordi- 
nary boxcar. 


Ship Frisco Faster Freight! 


Serving 
5 Important Gateways 


* CHICAGO 

COUNCIL BLUFFS (OMAHA) 

x KANSAS CITY 

* MINNESOTA TRANSFER} cr paut 
x ST. JOSEPH 


Chicago Great Western Railway 
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Owners, engaging motor carrier to ship goods to Washing. 
ton and to store them there with named storage companies, dig 
not ratify delivery of goods to another storage company so ag 
to relieve carrier from liability for loss, by not disavowing 
wrongful storage and demanding that carrier move goods tg 
named companies after learning of wrongful storage, or by 
paying storage charges, or by filing claim and action agains 
the other company. 

A person learning that his directions have not been fol. 
lowed has reasonable time within which to repudiate the act. 
and, unless time is unreasonable as matter of law, what is 
reasonable time is a question of fact for jury. 

Where agent’s unauthorized act places principal in a posi. 
tion where he is compelled to act, this conduct is not, as to 
agent, “ratification” of unauthorized act. 

Parties to judgment are not bound thereby in subsequent 
action unless they were adversary parties in original action or 
some issue between them was decided in original action. 

Alleged error in directing verdict in favor of codefendant 
could not be considered on appeal by defendant from adverse 
judgment, where codefendant was not made party to appeal, 

A bill of lading provision that claim for loss must be made 
within nine months after delivery of property, or in case of 
failure to make delivery within nine months after reasonable 
time for delivery, must be given reasonable application, and is 
valid even in cases of misdelivery due to negligence of carrier, 

Filing suit is equivalent of filing claim within bill of lading 
provision that claim against carrier for loss must be made 
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within nine months after delivery of property or, in case off 
failure to make delivery within nine months, after reasonable ff 


time for delivery. 


Motor carrier which was engaged to ship goods to Wash- 


ington and to store them there with named companies, but 
which instead stored goods with another company, thereby 


constituted the other company the carrier’s agent, and carr‘er 


was estopped to deny such agency, and filing claim for loss by 
owners with the other company was the same as filing claim 
with carrier, so that owners’ action against carrier was timely 
within bill of lading where owners filed timely claim aga‘nst 
the other company. 

Shippers’ action against carrier for loss of goods which 
carrier misdelivered was timely filed within bill of lad‘ng pro- 
vision that claim against carrier for loss must be made within 
nine months after delivery of property or in case of failure to 
make delivery within nine months after reasonable time for 
delivery, where action was filed within nine months of ship- 
pers’ actual discovery of loss, notwithstanding that shippers 
did not file action within nine months of receipt of notice of 
misdelivery. 

In shippers’ action against carrier for loss of articles m’'s- 
delivered by carrier, measure of damages is market value at 
time of loss, but with respect to household goods and wearing 
apparel, which usually have no ready market value, measure 
of damages is value of goods to owner, and not fanciful value 
which he might place upon them, but such reasonable value as, 
from nature and condition of goods and purpose to which they 
were adapted and used, they had to him. 

Evidence relating to original cost, approximate age, amount 
of use, and estimates of value as contrasted with cost war- 
ranted verdict allowing $1,350.95 damages for carrier’s loss of 
clothes and other personal effects delivered to carrier for ship- 
ment and misdelivered by carrier. 

A provision in bill of lading limiting liability to 30 cents 
ver pound unless specifically noted otherwise by shipper on 
inventory attached to bill of lading was not applicable where 
shipment was interstate and loss was occasioned by negligence 
of interstate motor carrier. Interstate Commerce Act, Secs. 
20(11, 12), 201 et seq., 219, 49 U. S. C. A. Secs. 20(11, 12), 
301 et seq. 319. (Greyvan Lines vs. Nesmith, 50 Atl. Rep. 2d 
434.) 


TRUCLOADER EFFICIENCIES 


The solution to the occasional need for a material handling 
machine at the airport is the light Trucloader capable of operat- 
ing on a truck bed, according to Clark Tructractor. Recently 
several crated wheels, each weighing 344 pounds, were stowed 
in a plane during the five-minute airline stop at Battle Creek 
Mich., through use of the Trucloader. The truck backed up t 
the plane’s loading compartment, and the load was eased off 
the forks of the Trucloader into the compartment. 


B. & O."S SENTINEL FREIGHT SERVICE 
An innovation in the handling of carload fast freight de 
signed to insure dependable siding-to-siding service has bee! 
introduced by the Baltimore & Ohio Railroad, it was announced 
by President Roy B. White. The new service, known 4% 
“sentinel service,” will be constantly supervised by a sentinel 
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who will be in direct touch with all fast freight in transit by 
means of direct company-owned teletype lines. Shippers will 
be told the time their sentinel service will take from their 
their sidings to sidings of consignees. The service is available 
at regular tariff rates for all types of carload freight except 
certain bulk commodities, and is effective between 30 of the 
principal cities located on the B. & O. As rapidly as communi- 
cation facilities can be expanded and new schedules established, 
the service will be extended to further cities, said Mr. White. 
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what isa] NEWMATIC CONTROLLER. ON AUTOMATIC TRUCKS 


A “pneumatic brain,” operating as the electrical counter- 

of the automobile automatic gearshift, has been adopted 
as standard equipment on all 1947 Automatic electric indus- 
trial trucks, the Automatic Transportation Co., Chicago, has 
announced. Considered by Automatic engineers to be the 
greatest single safety and economy feature ever designed on 
Automatic trucks, the new controller provides automatically 
timed sequence of four speeds in forward and reverse. It is 
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- adverse aid to make jerky movements impossible, thus eliminating tire 
maps slippage; and to reduce the peak electric current surges by 
a pon, wo-thirds, extending the service life of the entire electrical 


system. . 


‘easonable pie ig 
= is KATY EDUCATIONAL TOURS 
of lading The Missouri-Kansas-Texas Lines are conducting the first 


of two ten-day educational tours, for “off-line” freight and 
passenger representatives, which will cover the entire railroad, 
enabling approximately 70 of the Katy’s representatives in 
off-line cities to familiarize themselves with the railroad and 
its territory. The second tour, beginning at St. Louis on March 
4, will follow the same itinerary, the group visiting Kansas 
City, Mo., Parsons, Kan., Tulsa, Oklahoma City and Muskogee 
in Oklahoma, and Denison, Wichita Falls, Fort Worth, Waco, 
Houston San Antonio, Galveston, Texas City and Dallas in 
Texas. At each of these points the groups will be taken on 
comprehensive tours of the city, covering industrial, business 
and railroad facilities. 
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C.& 0. COMPLETES BORING OF FORT SPRING TUNNEL 


Boring of the Chesapeake & Ohio Railway’s newest and 
longest double track tunnel, being constructed on the main 
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year’s work, the railway has announced. The new tunnel is 
approximately 2,700 feet long from portal to portal. It will 
shorten the C. & O. main line by 3,600 feet, reduce a 303- 
degree curvature, obviate a 35-mile slow order at the point, 
and is expected to result in a savings of $80,000 a year in 
operating expenses. The tunnel will be lined with concrete, 
and will have a maximum width of 32 feet, and maximum 
height of 26 feet, six inches. It is expected to be used begin- 
ning in September, 1947. 
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MONON EQUIPMENT PURCHASE 

Orders for three additional locomotives and 100 70-ton all 
steel hopper cars have been announced by the Chicago, Indian- 
apolis & Louisville Railway. The Monon ordered a 3,000-horse- 
power passenger locomotive and 1,600-horsepower booster cab 
from the Electro-Motive Division of General Motors Corpora- 
tion, and a 1,500-horsepower road switcher from the American 
Locomotive Co. During 1946 the Monon authorized the installa- 
rw “4 interlockers at nine railway grade crossings not so pro- 
ected. 
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NEW YORK CENTRAL DIESEL PURCHASE 

The New York Central System has taken delivery of the 
first of 66 diesel electric locomotive units, ordered early last 
year at an estimated cost of $11,100,000. The 66 units are of 
2,000 or 1,500 horsepower each. Twenty of the 2,000 horse- 
power units will be utilized in passenger service, 34 of the 
1,500 horsepower units will be used for freight service, and 
the remaining 12, of 1,500 horsepower each, will be suitable 
for either passenger or freight service. Delivery of the 66 
lnits is expected to be completed in May. 
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HOPPER CARS FOR ILLINOIS CENTRAL 
Orders for late 1947 delivery of 1,000 hopper cars, to cost 
more than $3,500,000, were announced by the Illinois Central 
Railroad. These are in addition to previous orders for 100 
Covered hopper cars and 400 open-top hoppers. The I. C. is 
building 450 hoppers in its own shops at Centralia, Ill., where 
1,000 box, 500 automobile and 500 flat cars will also be built 
during 1947, 
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DAVIS CARGO TYDOWN EQUIPMENT 





own Equipment, have been announced by Air Associates, 
ne., Teterboro, N. J. 





line at Fort Spring, W. Va., has been completed after nearly a ; 


Two new products, recently added to the line of Davis Cargo 


They are a lightweight telescope escape 
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ladder, of magnesium alloy suitable for DC-4 use, and a newly 
designed hand truck which answers the dual purpose of a load- 
ing hand truck and a handy ladder from the ground to the hatch 
of a DC-3 plane. A feature of the hand truck is the ball-bearing 
“bread roller’ which replaces the conventional wheels. The 
roller will not catch in plane-floor corrugations or wear grooves 
in the floor coverings. 


CANADIAN NATIONAL DIESEL LOCOMOTIVES 


The Canadian National Railways have announced the 
award of two contracts for the construction of 28 additional 
diesel-electric locomotives, bringing the total number of units 
to be built this year to 48. Since 1925, the Canadian National’s 
diesel fleet has increased to 79 units—50 switchers and 29 motor 
cars. The new orders will bring the total number in service to 
126. 


CONTROLLED DOORS ON NEW HAVEN CARS 


The New York, New Haven & Hartford Railroad has had 
designed a pneumatically controlled door with fingertip control 
for travelers who have found difficulty in opening doors in 
railroad cars. According to company officials, this special fea- 
ture will be incorporated into the 180 streamlined, air condi- 
tioned passenger cars the New Haven ordered for service on 
its shore line expresses between New York and Boston, Boston- 
Washington and Philadelphia and the New York-Hartford- 
Springfield, Mass., schedules. The new cars are also equipped 
with fluorescent lighting tubes which run the entire length of 
the car’s ceiling, providing completely diffused, glareless and 
shadowless light. 





YOUNG OPPOSES CENTRAL OF GEORGIA PLAN 


The Alleghany Corporation will vote its Central of Georgia 
securities against that railroad’s proposed reorganization plan 
“because it can see no reason why the owners of the property 
should be disenfranchised by voting trustees in whose selection 
they have had no voice,” Robert R. Young, Alleghany chairman, 
has notified Merrill P. Callaway, trustee of the Central of 
Georgia. Mr. Young said that security holders are entitled to 
more liberal distributions of cash and securities than are pro- 
vided in the plan. He predicted the plan will be voted down, 
and offered aid in developing a new plan. 
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serve 70 principal cities. 
Convenient air and truck 


March 24—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Driscoll: 

MC 107582, Sub. 1—Mason Cartage, St. 
Catharines, Ontario, Can., common car- 
rier application. 

March 24—Chicago, Ii!.—Morrison Hotel—Ex- 
aminer Hurley: 

MC 104128, Sub. 64—Hughes Truck-a-way, 


Los Angeles. Calif. 
March — Paso, Tex.—Hotel Cortez—Jt. 


Bad. . 

MC 107812—Carlsbad-Van Horn Coaches, Van 

Horn, Tex., common carrier application. 
March 24—Houston, Tex.—Fed. Bldg.—Exam- 
iner Kobernusz: 

MC 107678, Sub. 3—Hill & Hill Truck Line, 
Ltd., Houston, Tex., common carrier ap- 
plication, 

March 24—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Linn: 

1. & S. M-2730—Iron and steel, Los Angeles 
ports to Los Angeles. 

March 24—New York, N. Y.—641 Washington 
St.—Examiner Freidson: 

MC 30383, Sub. 2—Joseph F. Whelan Co., 
Inc.. New York, N. -, contract carrier 
application. 

MC 108048—Tait Transfer Co., 
¥York.:N. ¥., 








































































connections—“‘everywhere.” 


UNITED AIR LINES 





Inc., New 
common carrier application. 


MC 27970, Sub. 4—Chicago Express, Inc., 
a York, N. Y., common carrier appli- 
cation. 


March 25—El Paso, Tex.—Hotel Cortez—Ex- 
aminer Borroughs: 
MC 1968, Sub. 38—D. C. Hall Motor Trans- 

portation, Fort Worth, Tex. 
March 25—Erie, Pa.—U. S. Ct.—Examiner 
Driscoll: 
MC 107911—W. J. Goetz, Erie, Pa., 
mon carrier application. 
March 25—New York, N. Y.—641 Washington 
St.—Examiner Freidson: 
MC 108073—Verity Bros., Baldwin, Long 
Island, N. Y., common carrier application. 
MC 108050—Ability Trucking Co., New York, 
N. Y., contract carrier application. 
MC 108081—A. H. Ostrov, Bronx, New York, 
N. Y., contract carrier application. 


March 25—Spartanburg, S. C.—Chamber of 
Commerce—Examiner Winson: 

MC-F 3243—H. Turner, control; Carolina 

Stages, Inc., purchase, H. Turner. 


March 25—Springfield, Ii1.—Fed. Bldg.—QJt. 
Bd. 135: 


MC 107931—C. Hester, Sandoval, Ill., com- 

mon carrier application. 
March 25—Springfield, !i1.—Fed. Bldg.—Ex- 

aminer Hurley: 

MC 106987, Sub. 1—C. Buirley, Oakland, IIl., 
common carrier application. 

MC 107662—Fred Langenbahn Truck Lines, 
Lincoln, Ill., common carrier application. 


March 25—Washington, D. C.—Jt. Bd. 112: 

MC 37078, Sub. 13—Oriole Motor Coach 
Lines, Sandy Spring, Md., common car- 
rier application. 

March 26—Chicago, !I1.—Morrison Hotel—Ex- 
aminer Russell: 
. Susskind vs. F. E. C. et al. 
March 26—Cleveland, O.—Cuyahoga County 
Court House—Examiner Driscoll: 

MC 60751, Sub. 2— Cleveland-Pittsburgh 
Freight Line, Inc., Cleveland, O., com- 
mon carrier application. 

MC 107401—J. lie, Chesterland, O. 

March 26—Houston, Tex.—Fed. Bldg.—Exam- 
iner Kobernusz: 

MC 107742—Covington Transfer & Storage 
Co., Port Arthur, Tex., common carrier 


application. 
tt.—Fed. Bldg.—Ex- 


Marcn 26—Springfield, 
aminer Hurley: 
MC 107895--C. Albin, Urbana, IIll., common 
carrier application. 
MC 1079 hio Valley Creamery Co., Mar- 
ion, Ill., contract carrier application. 


March 26—Washington, D. C.—Argument: 
Finance 15 outhern Pacific Co. aban- 
donment. 
March 27—Atlanta, Ga.—State Comm.—Exam- 
iner Winson: 

MC-F 2584—Greyhound Corp., Investigation 
of control, Southeastern Stages, Inc. 
March 27—Chicago, II1.—Morrison Hotel—Ex- 

aminer Russell: 
FF-174—J. T. Conlin, freight forwarder ap- 
plication. 
March 27—Houston, Tex.—Fed. Bldg.—Ex- 
aminer Kobernusz: 


com- 
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Room 36, Union Station, Peoria 2, lil. 
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MC 4067, Sub. 1—Powell Transfer & Storage 
Co., Port Arthur, Tex., common carrier 
application. 

March 27—Indianapolis, Ind.—Fed. Bldg.—Jt, 
Bd. 60: 


MC 106250, Sub. 2—Tree City Lines, Greens. 
burg, Ind., common carrier application. 
March 27—Toledo, O.—P. O. Blidg.—Jt. Ba, 


MC 43038, Sub. 334—Commercial Carriers, 
Inc., Detroit, Mich., common carrier ap. 
Plication. 

March 27—Toledo, O.—P. O. Bldg.—Exam- 
iner Driscoll: 

MC 51312, Sub. 1—Bowling Green Transfer 
Co., Bowling Green, O., common carrier 
application. 

C 30837, Sub. 52—Kenosha Auto Trans. 
port Corp., Kenosha, Wis., common car- 
rier application. 
March 28—Atlanta, 
aminer Yardley: 

MC 22112, Sub. 8—Motor Convoy, Inc., De- 
catur, Ga., contract carrier application. 

March 28—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Driscoll:. 

MC 43711, Sub. 10—Auto Forwarding Co., 
—" Mich., common carrier applica- 
tion. 

MC 87928, Sub. 2—Automobile Transport, 
Inc., Dearborn, Mich., common carrier ap- 
plication. 

March 28—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 76: 

MC 23024, Sub. 9—Ellis Trucking Co., In- 
dianapolis, Ind., common carrier applica- 
tion. 


March 28—Indianapolis, Ind.—Fed. Bldg.—Jt. 


Bd. 72: 
MC 3567, Sub. 5—Keeshin Motor Express, 
Ine., Chicago, Ill. 
March 28—Indianapolis, Ind.—Fed. Bldg.—Ex- 
aminer Hurley: 
MC 52924, Sub. 5—House Trucking, Terre 
~ Haute, Ind., contract carrier application. 
March 28—San Antonio, Tex.—Hotel Plaza— 
Jt. Bd. 77: 
MC-C 541—Williams Trucking Co., revoca- 
tion of certificate. 
MC 107529, Sub. 1—Bandera Truck Line, San 
Antonio, Tex., common carrier applica- 


Ga.—State Comm.—Ex.- 





tion. 

MC 107819 — Transportes Internacionales, 
Eagle Pass, Tex., common carrier appll- 
cation. 

March 31—Atlanta, Ga.—State Comm.—Exam- 
iner Winson: 


MC-F 3351—George T. Morris and Mrs. 
George T. Morris, control; Service Coach 
Line, Inc., control; Neel Gap Bus Line, 


Inc. . 
MC-F 3366—G. T. Morris, control; Georgia- 
Tennessee Coaches, Inc., purchase, W. T. 
Thomas (Mrs. R. R. Yates Thomas, Ex- 
ecutrix). 
March 31—Columbus, O.—Old P. O. Bldg.— 
Examiner Hurley: 
MC 4405, Sub. 180—Dealer’s Transport Co.,§} ::) 
Chicago, Ill., common carrier application.— - 
MC 107868—R. bine A Portsmouth, 
contract carrier application. ie i 
March 31—Detroit, Mich.—Hotel Fort Shelby§\ | 
—Examiner Driscoll: 8 
MC 46297, Sub. 1—Film Truck Service, Inc., 
Detroit, Mich., common carrier applica- 


tion. r 
MC 102376, Sub. 11—Art Brockman, Inc.. \' 
Detroit, Mich., common carrier applica 
tion. 
March 31—Minneapolis, Minn.—U. S. Ct.—Ex 
aminer Russell: , 
29657—Wabash Screen Door Co. vs. ©. é 
N. W. et al. 
March 31—New York, N. Y.—641 Washingt 
St.—Examiner Friedson: rel 
MC 12379—Parker Tours, Inc., New Yor 
N. Y., broker application. 
March oo Tex.—Hotel Plaza 
Examiner Kobernusz: 
we 101317, Sub. 4—M. King, San Antonio 
ex. 
March 31—Washington, D._C.—Commissioné \ 
Rogers and Examiner Fuller: Nev 
29678 — Increased passenger fares, 
Haven R. R. te 
29711—Increased passenger fares, ©aS 
railroads. 





